






More and more shippers say— 
SHIP IT ERIE 
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Protects your product against 


concealed shipping damage 


Whether the packaging of your 
product calls for Surface Protec- 
tion, Absorbent Packaging, Flota- 
tion Packaging, or Bracing and 
Blocking, there’s a specification of 
low-cost KIMPAK* to do the job 
perfectly. For cushiony KIMPAK 
has every quality required in all 
four of the Basic Methods of In- 
terior Packaging. 

KimPAK is soft, grit-free, and 
chemically neutral. Can be supplied 
in liquid absorbent or liquid repel- 
lent specification. Provides more 
cushion than many materials of far 


Kimpa 


REG. U.S. PAT. OFF. & 


greater weight and density. And it’s 
as quick and easy to use as wrap- 
ping paper! 

Discover how KIMPAK can in- 
crease protection in your packag- 
ing. Phone your local distributor 
today, or write Kimberly-Clark 
Corporation, Creped Wadding 
Division, Neenah, Wisconsin. 


We are producing all the KIMPAK 
Creped Wadding we possibly can, but 
due to the great demand, your dis- 
tributor may have some difficulty in 
supplying you immediately. 








A PRODUCT OF 


\\\ Kimberly 
‘= 


FOREIGN ak 


CREPED WADDING 


*KIMPAK (trademark) means Kimberly-Clark Creped Wadding. 
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SURFACE PROTECTION 
Photo courtesy Edison G. E. Appliance Co. 


ABSORBENT PACKAGING 
Photo courtesy Smith, Kline & French 
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Photo courtesy Marconi Radio & Television Co. 
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BLOCKING AND BRACING by 
Photo courtesy Lionel Mfg. Co. 
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aterials Handling in Transportation 


One of the encouraging signs of progress in the 

® post war years is the increasing awareness of 

industry and transportation of the potentialities for 

efficiency and economy inherent in mechanized mate- 
rials handling. 

While other avenues of industrial progress seem 
still to be clogged by inertia, those interested in this 
important business of materials handling have taken 
the initiative in planning an elaborate exhibition of new 
equipment and an ambitious program of discussions in- 
tended to develop the best ways in which that modern 
equipment may be put to use in transportation and 
distribution. The exhibition and the discussions will be 
staged at the Public Auditorium, Cleveland, Ohio, next 
week, beginning January 14 and extending through 
January 17. m 

The 56th annual convention of the American 
Warehousemen’s Association is being held in Cleveland 
that week, and the exhibition and discussions are being 
sponsored by that association in cooperation with a 
number of trade associations in the materials handling 
equipment producing field, and the Materials Handling 
Institute. 

The tie-up is fortunate. There are many applica- 
tions for modern materials handling equipment in such 
phases of industry as inter-plant movement of raw 
materials and semi-finished and finished products, and 
in the production operations. From the point of view 
of the traffic man, however, the greatest interest lies 
in how modern methods can be made to help in dis- 
tribution. © 

At.the top of the list of those many applications 
stand the operations of the warehouses—particularly 
the public merchandise warehouses. and the private 
warehouses of industry. Those facilities are an in- 
tegral part of the function of distribution, regardless 
of how views may vary as to whether or not they 
constitute an integral part of transportation itself. 

The value of mechanical materials handling into, 
within and out of the warehouse requires no demon- 
stration. These operations constitute no small part of 
the entire warehouse service. Indeed, there is little else 
to the business of warehousing when one adds to the 
handling functions those of protection. And it is cer- 
tain that the handling functions are the most expensive 
Services, in terms of cost, of all of those performed 
by the warehouseman. 
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It follows that whatever can be done to expedite 
and economize those services will result in more profit- 
able warehousing operations for the man offering them 
to the public, and less expensive warehousing for the 
user of those services. 

C. M. White, president of the Republic Steel Cor- 
poration, has selected as the title of his address at a 
dinner in connection with the exhibition, “Industry’s 
Hidden Cost: Materials Handling.” The title well ex- 
presses the importance of the whole picture. 

It has been pointed out before that, with rising 
labor and other production costs, and an apparent 
limitation in the height to which selling prices of the 
finished products can rise, the chief progressive devel- 
opment in industry in the coming years must, perforce, 
be in distribution, which economists insist at present 
accounts for more than half of each dollar spent by the 
consumer. The fact that those costs have, until com- 
paratively recently, been counted as a part, either of 
production expense or transportation expense, has in- 
deed kept them “hidden.” 


HE NEWER EFFORT to discover them—to bring 

them out into the open—will serve to focus attention 
on them and stimulate effort to introduce modern mate- 
rials handling methods comparable to modern methods 
long since applied to the production functions in 
industry. 

We called attention in these columns recently to 
reports made at the annual meeting of the National 
Association of Shippers’ Advisory Boards, in St. Louis, 
on the more direct use of modern materials handling 
methods in industry, and to the fact that that associa- 
tion had set up a committee to study the use of pallet 
loading in transportation. 

One of the greatest difficulties in the way of gen- 
eral adoption of that highly protective and economical 
way of loading freight is the need for complete installa- 
tion of the equipment—in industry on the one hand, 
and as part of the transportation agencies’ freight 
loading, unloading and transfer facilities on the other. 
To be successful, the change-over from obsolete hand 
trucking and package handling methods must be mu- 
tual by all parties and practically simultaneous. 

And, in that regard, the first overt move must be 
toward standardization of the equipment. The adop- 
tion of a multiplicity of pallet sizes, for instance, will 
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Ford Truck-Tractor Coupled to Fruehauf Aerovan 





- « - THIS MANUFACTURING COMPANY 
ADDS 40 MATTRESSES TO EACH LOAD! 


HE makers of the famous Sealy Mattress, Cleve- 

land, Ohio, discovered in 1941 that a truck 
could pull far more in a Fruehauf Trailer than it 
could carry. | 


In the words of Ernest M. Wuliger, president, 


“We formerly delivered a maximum of 50 mat-. 


tresses on an ordinary truck, but each Fruehauf 
now carries as many as 90 mattresses easily — that’s 
40 more mattresses each trip. 


2 Trucks Handle 3 Trailers! 


“We've found in our operation—delivering to 
customers in Northern Ohio and Western New 
York State—that three Trailers and two truck- 
tractors really deliver peak efficiency. 


“Trailer floors are smooth. Bulky loads, like mat- 
tresses, slide in easily — no boxes or obstacles to 
interfere. This is a helpful feature to us. There’s 
nothing really dramatic about our deliveries, but 


our Fruehaufs have proved very satisfactory and do 
a swell job for us.” 


Loads Go Up —Trips Are Saved! 


Here again is an example of how loads go up... 
trips are saved . . . and more goods are distributed 
when trucks pull loads in Fruehauf Trailers. 


Perhaps a Fruehauf representative can help you. 


increase your delivery or hauling efficiency. A call 
to him incurs no obligation. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO., DETROIT 32 


9 Factories — 62 Factory Service Branches 
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act aS a retarding factor, just as the variety of rail 
wauges held back the development of railroads in their 
early years. ° 

Hence, a consideration of standardization of ma- 
terials handling equipment is particularly important at 
this time. W. E. Braithwaite, of the division of simpli- 
fied practice, Bureau of Standards, Department of 
Commerce, scheduled to speak on standardization of 
pallets as part of the program of the exhibition, may 
well prove to be the highlight of the week. 

There will be a number of addresses pointed par- 
ticularly to the application of mechanized materials 
handling methods in specific industries. But there will 
be more general considerations, too. A discussion of 
the centralized control of materials handling ought to 
be of especial interest to industrial traffic men, for it 
is certain that, as the art progresses, centralized 
control will rest with the industrial traffic department. 

Another of the encouraging developments in the 
field consists of studies now under way on several rail- 
roads intended to develop how best the handling of 
freight at houses and yards may be mechanized. Such 
studies, of course, will have to be considered in con- 
nection with those being made and to be made by the 
Advisory Board Association and individual shippers. 

The result, however, will be so to organize freight 
handling among shippers, railroads and receivers as to 
produce in the largest measure the economies and effi- 
ciencies promised by modern materials handling meth- 
ods. Some progress along the line has already been 
made, particularly in the handling of highway freight 
at trucking terminals. More is definitely on the way. 

It is, perhaps, to be regretted that the railroad 
studies are not far enough along to be reported at the 
exhibition. The program does call for discussions of 
material handling by the general storekeepers of the 
Illinois Central and the Burlington, but it is to be pre- 
sumed that these will deal only with the uses those 
railroads make of mechanical methods in the handling 
of their own materials and supplies. 

Nevertheless, the economies produced within their 
own operations by modern mechanical materials’ han- 
dling methods should provide demonstrations for rail- 
road traffic and operating departments of the value of 
those methods. Perhaps they will serve as the proving 


ground for their adoption in the wider field of freight 
handling. 


Traffic World Index 


The index for Volume .78 of the Traffic World, 
July to December, 1946, inclusive, is included with 
jthis week’s issue. More and more, we observe, the 
} bound volumes of the Traffic World are becoming the 
} backbone of the progressive traffic man’s library. They 
jform not merely a complete running history of trans- 
portation regulation and development, but serve as a 
Convenient reference work of cumulative interest and 
value as the years pass. 
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Materials Handling Exposition 
to Display Types of Equipment 


All types of materials handling equipment will be demon- 
strated in the first annual National Materials Handling Exposi- 
tion to be held concurrently with the annual convention of the 
American Warehousemen’s Association, A.W.A. officials have 
announced. The demonstration, to be staged January 15 in the 
public auditorium, Cleveland, Ohio, will constitute the most 
complete single materials handling demonstration ever staged, 
said the A.W.A. , 

Equipment to be demonstrated includes the following: 

Two-wheel hand trucks; two-wheel barrel-type hand trucks; four- 
wheel hand trucks; non-motorized lift trucks; conveyors; portable ele- 
vators; inclined stackers; motorized hand trucks; motorized hand truck 


stacking units; motorized hand tractors; tractors; fork trucks; skids; 
and pallets. 


Theme of the demonstration, according to its producers, 
Drake, Startzman, Sheahan, Barclay, Inc., of New York City, 
will be that no single type of materials handling equipment is 
the best, that each has an important function, and that a han- 
dling system must be “custom built” for each individual com- 
pany’s operations. 

The presentation will be preceded by a panel discussion on 

“The Materials Handling Revolution—An Introduction to Mod- 
ern Materials Handling Methods.” Following the demonstra- 
tion, Albert B. Drake, former director of storage for the Army 
service forces, will speak on “The Distribution System of To- 
morrow.” 
. A continuous commentary throughout the demonstration 
will be furnished by the following: Clem D. Johnston, president 
of Roanoke Public Warehouse, Roanoke, Va., and president of 
the A.W.A. merchandise division; John D. Sheahan, of the New 
York firm of materials handling consultants which is staging the 
demonstration; Paul W. Frenzel, St. Paul; W. A. Morse, Min- 
neapolis; H. J. Nissen, Los Angeles; J. Leo Cooke, Newark; 
John G. Hollmeyer, Jersey City; and Robert C. Greeley, presi- 
dent of the Association of Cleveland Warehousemen. General 
chairman of the program will be G. Dudley Allman, general 
president of the A.W.A. and. president of United States Cold 
Storage Corporation, Chicago. 

The exposition has been endorsed by a number of trade 
associations, in addition to the A.W.A., among them the Asso- 
ciation of Lift Trucks and Portable Elevators, the Caster and 


-Floor Truck Manufacturers Association, the Electric Industrial 


Truck Association, and the Materials Handling Institute. 
Exposition Program 


Forty industrial leaders are scheduled to d’scuss problems 
relating to lowering industrial costs through more efficient mate- 
rials handling at the Cleveland exposition. Highlights of the 
daily schedule follow: 

January 14—W. E. Braithwaite, of the division of simpli- 
fied practice, National Bureau of Standards, Washington, D. C., 
will discuss government progress toward standardization of 
materials handling equipment, especially pallets. William Geis- 
ler, vice-president, Pepsi-Cola Co., Long Island City, will lead 
a panel discussion on materials handling in the beverage indus- 
try. Ezra W. Clark, vice-president, Clark Tructractor division 
of Clark Equipment Co., Battle Creek, Mich., will preside. In 
the afternoon W. B. McGuire, materials handling engineer, 
P.O.M. Co., New York, will discuss materials handling in the 
textile industry. Edwin J. Heimer, president, Barrett-Cravens 
Co., Chicago, will preside. 

January 15—E. J. Mills, transportation supervisor, Pittsfield 
Apparatus Works, General Electric Co., Pittsfield, Mass., will 
speak on centralized control of materials handling. E. I. Burke, 
manager of shipping, Republic Steel Corporation, Cleveland, 
and Charles M. Parker, secretary, committee on manufacturing 
problems, American Iron & Steel Institute, New York, will lead 
a panel discussion on “Iron-Steel, from Bulk Ore and Coal to 
Finished Steel.” C. F. Kells. director of education. Electric In- 
dustrial Truck Association, Pittsburgh, will preside. At a din- 
ner session in the grand ballroom of the Hotel Cleveland, C. M. 
White, president of Republic Steel Corporation, will speak on 
“Industry’s Hidden Cost: Materials Handing.” 

January 16—M. B. Crawford, equipment engineering super- 
intendent, United Airlines, Chicago, w'll-speak on aircraft mate- 
rials handling. Neil M. Loney, director, works engineering, 
Fisher Body division, General Motors Corporation, Detroit, will 
consider the handling problem from the automotive standpoint. 
In the afternoon R. W. Mallick, section engineer of the Westing- 
house Electric Corporation, Pittsburgh, and J. H. Sansonetti, of 
the same company, will lead a panel discussion on materials 
handling in the electrical industry. Walter R. Sheldon, director, 
board and container department, Union Bag & Paper Corpora- 





tion, New York, will discuss materials handling in the paper 
industry. Speaking for the railroad industry will be G. A. 
Goerner, general storekeeper, purchasing and stores department, 
Chicago, Burlington & Quincy Railroad, Chicago, and B. T. 
Adams, general storekeeper, Illinois Central System, Paducah, 
Ky. Samuel W. Gibbs, president, Materials Handling Institute, 
Cleveland, and general sales manager, Philadelphia division, 
Yale & Towne Manufacturing Co., will be chairman. 

January 17—Speaking on problems of the ceramics indus- 
try will be D. B. Hendryx, chief engineer, Harbison-Walker 
Refractories, Pittsburgh, and on rubber industry problems, Paul 
W. Watt, manager, factory service department, B. F. Goodrich 
Co., Akron. Irving B. Hexter, publisher of Flow magazine, 
Cleveland, and Norman L. Cahners, president of Materials 
Handling Laboratories, Boston, will preside. 


Basis for Equipment Selection 


Operating equipment to be used in the demonstration of 
materials handling equipment for warehousing, at the National 
Materials Handling Exposition in Cleveland, January 14 to 17, 
will be selected on the basis of ready availability and expe- 
diency, exercising care to utilize the products of as many 
manufacturers as feasible, Clem D.-Johnson announced. Mr. 
Johnson, president of the merchandise division, American Ware- 
housemen’s Association, said that the firm of Drake, Startzman, 
Sheahan, Barclay, Inc., of New York City, which will stage the 
demonstration, has no part in the selection of equipment. “Mem- 
bers of the committee in charge of the selection of equipment 
have no financial or personal interests in any of the equipment 
manufacturers. Our desire is to be fair to all concerned.” said 
Mr. Johnson. 


A. W. A. Meeting Program 
for Merchandise Division 


The merchandise division of the American Warehouse- 
men’s Association will open its annual business program, Janu- 
ary 16, at the Hotel Statler, Cleveland, with reports from its 
officers, President C. D. Johnston, of Roanoke, Executive Secre- 
tary Wilson V. Little, of Chicago, and Treasurer R. M. King, 
of Syracuse. 


Charles E. Nichols, secretary of the Washington office, 
will report on “The Washington Scene.” A talk on “Industry 
Liaison with War Department in Peacetime” will be presented 
by D. L. Tilly, of New York City. J. Leo Cooke, of Newark, 
chairman of the committee on foreign-trade zones, and Jay 
Weil, of New Orleans, chairman of the committee on bonded 
warehouses, will speak on the subject “Procuring for Customs 
Bonded Warehouses the Privileges Attaching to Foreign-Trade 
Zones.” 


The committee on nominations, headed by E. H. Ottman, 
of Milwaukee, will make its report. 


In the afternoon there will be two panel discussions, on 
carrier practices affecting warehousemen, and on publicizing 
the merchandise warehousing industry. E. A. Baker, of Chicago, 
chairman of the committee on banking relations, will speak 
on the division’s banking relations programs. Daniel Schein- 
man, of Chicago and Peoria, will speak on trends in collective 
bargaining techniques. 


Program January 17 


Samuel G. Spear, of Washington, D. C., will open the 
January 17 program with a talk on “Warehousing General Mer- 
chandise: An Encyclopedia.” H. F. Pratt, of Chicago, chair- 
man of the committee on cost accounting, will speak on ac- 
counting procedure for public merchandise warehousemen. A 
discussion of costs, rates, and pool car business will follow. 

The afternoon session will open with a discussion by 
Philip Milstein, of Denver, of simplication of warehousing docu- 
mentation. Robert L. Gordon, of New York, will speak on 
“The Issuance and Use of Non-Negotiable and Negotiable Ware- 
house Receipts.” The resolutions committee, headed by D. S. 
Adams, of Kansas City, will make its report, to be followed 
by election of officers and members of the executive committee. 


Social Program 


On the evening of January 15 there will be a social hour 
at which delegates will be guests of the Ohio Warehousemen’s 
Association, to be followed by an A. W. A. family party dinner 
and floor show. The A. W. A. annual dinner will be held the 
evening of January 16, and will be preceded by a social hour. 
Speaker of the evening will be Merryle Stanley Rukeyser, 
economist, who will talk on “What’s Ahead for the U. S. A.” 

A special program of daily luncheons has been arranged 
for ladies attending the convention. 
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Miller, R. F. Mitchell of Iowa 
Nominated for I. C. C. Posts 


President Truman on January 8 sent to the Senate the 
nomination of Carroll Miller, of Pennsylvania, for reappoint. 
ment as a member of the Interstate Commerce Commission forf 
a term expiring December 31, 1953, and the nomination of 
Richard F. Mitchell, of Fort Dodge, Iowa, former chief justice 
of the Iowa Supreme Court, for appointment to the Commission 
for the remainder of the term of the later Commissioner Claude 
R. Porter, which term will expire December 31, 1949. 

Commissioner Miller’s second term of seven years as a 
Commission member expired December 31, 1946. He took the 
oath of office for his first term on June 14, 1933. 

Mr. Mitchell, who served as an Iowa Supreme Court judge 
from November 8, 1932, until 1940, was chief justice of that 
court in the years 1934-1939. He was born in Fort Dodge 
October 11, 1889, received his bachelor of arts degree from the 
University of Iowa in 1912 and the degree of bachelor of laws 
the following year. He began the practice of law in 1914. He 
was a member of the Iowa state Democratic committee in the 
years 1924 to 1931 and served as chairman of the committee 
a part of that time. He was elected to the Democratic National 
Committee in 1929. He was a lieutenant in the U. S. army air 
service in the first World War and served 11 months overseas 
in that war. He is a member of the American Bar Association, 
= — Phi and Sigma Chi fraternities, and the Catholic 
church. 

Recently Mr. Mitchell served on emergency boards ap- Bay, § 
pointed under the railway labor act and he also has served as Telend. 
a referee in deadlocked Railroad Adjustment Board cases. ‘ 

The name of Mr. Mitchell was on the panel submitted tog. Tt 
President Truman December 31 by the committee representing § ity wa 
the Association of Interstate Commerce Commission Practi-§ North 
tioners (see Traffic World, January 4, p. 32). The committee regula 
submitted several names and told the President any of the§ 4 part 
persons named would be qualified to sit as a member of the § consin 
Commission. It was learned that the committee felt that Mr, § that, t 
Mitchell had qualifications that fitted him to be a member of § cant b 
the Commission, largely as a result of his legal experience and} Rowle 
reputation for being a hard worker. comm 

President Truman also sent to the Senate on January 8} ity fre 
the nomination of Clarence M.. Young, of California, to be a B 
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member of the Civil Aeronautics Board for the term of six § applic 
years expiring December 31, 1952. When his first term as a§ moditi 
member of the C. A. B. expired in the course of the 1946 recess § and, « 
of Congress, Mr. Young received an interim appointment from § Europ 
the President, to continue his service as a member of the board. § Marin 
The Miller, Mitchell and Young nominations were referred § Filiso 

to the Senate committee on interstate and foreign commerce. prede 
soeegnnteenginiessaesremn ing tr 

ARMY TRANSPORT OFFICE “RESHUFFLING” plies 


Reorganization of the Office of the Chief of Transportation A 
and reassignment of functions of various units of that office 


was effected January 1 by Major General Leavey, army chief _ . 
of ee according to a War Department announce- re 
ment. id: 
_ As a result of the reorganization, the planning and intel- pa 
ligence functions previously assigned to the O. C. T..planning, carta 


intelligence and movements division would be taken over by 
a new “planning and intelligence group;” functions heretofore 
assigned to the military personnel division and the industrial 7 
personnel division were reassigned to the military personnel 


branch and civilian personnel branch, respectively, in the new appl 
“personnel group,” which also took over functions now assigned * mn 
to the personnel authorization unit, executive office; and the i As 
functions heretofore handled by the “assistant executive (con- al en 
trol)” were assigned to a new “control group.’ Entrusted to os 
a new “office of technical information” within the O. C. T. 4 ; 
were functions heretofore handled by the “technical informa- sh r 
tion unit, executive office,’”. and by the “historical unit, execu- ou 
tive office.” Activities formerly assigned to the port and field ( 
services division were reassigned to the new “field services § by w: 
group.” General Leavey said the “supply group” would be § by re 
composed of two branches designated as the current supply § ‘l, 
branch and the procurement planning branch, and that the two —, 
assistant chiefs of transportation, the chiefs of the “planning dane 
and intelligence” and “control” groups, and the office of tech- § pas. 
nical information would report directly to him. He added that 
remaining former “divisions” of the O. C. T. would retain the 
samé positions and functions in the organization, but had been § vide 
redesignated “groups.” secti 
ee carr 
PRACTITIONERS’ ANNUAL MEETING days 
The Association of Interstate Commerce Commission Prac- § tion 
titioners has announced that its eighteenth annual meeting will § suct 
be held September 29 and 30, in Chicago, at the Edgewater § 309, 


Beach Hotel. 









ate the 


ppoint-# 


ion for 
tion of 
justice 
Mission 
Claude 








S asa 
90k the 


t judge 
of that 


ge 
‘om the 
of laws 
14. He 
» in the 
nmittee 
ational 
‘my air 
verseas 
ciation, 
vatholic 


‘ds ap- 
rved as 
Ses. 

tted to 
senting 
Practi- 
nmittee 
of the 
of the 
iat Mr. 
nber of 
1ce and 


uary 8 
Oo bea 

of six 
m as a 
) recess 
it from 
. board. 
eferred 
imerce. 


rtation 
t office 
y chief 
nounce- 


1 intel- 
anning, 
ver by 
etofore 
lustrial 
rsonnel 
he new 
ssigned 
ind the 
e (con- 
sted to 
ic. 
1forma- 
execu- 
1d field 
services 
wuld be 
supply 
the two 
lanning 
yf tech- 
ed that 
ain the 
id been 


n Prac- 
ing wi 
zewater 


January 11, 1947 


Washington Island Ferry Line 
Granted Wis.-Mich. Authority 


By a report, certificate, and order effective March 17, in 
w-544, Sub. 1, Arni J. and Carl G. Richter Common Carrier 
Application—Small Craft, the Commission, division 4, has 
granted Arni J. and Carl G. Richter, a partnership doing busi- 
ness aS Washington Island Ferry Line, Washington Island, 
Wis., authority to operate by self-propelled vessels of not more 
than 100 tons carrying capacity or not more than 100 indicated 
horsepower in the transportation of commodities generally be- 
tween specified Wisconsin points, and of passengers and com- 
modities generally between specified Michigan and Wisconsin 

ints. 

.. The authority granted was: (1) Commodities generally, 
between Washington Island, on the one hand, and, on the other, 
Gills Rock, North Port, Rowley Bay, and Europe Bay, Wis., 
and (2) passengers and commodities generally between Esca- 
naba and Menominee, Mich., Marinette, Green Bay, Sturgeon 
Bay, Sister Bay, Egg Harbor, Ellison Bay, and Washington 
Island, Wis. 


The division dismissed the application to the extent author- 
ity was sought to transport passengers to and from Gills Rock, 
North Port, Rowley’ Bay, and Europe Bay. It said that in its 
regular service the applicant did not transport passengers as 
a part of a through movement to or from points without Wis- 
consin on interline tickets issued by it or other carriers, and 
that, therefore, the transportation of passengers by the appli- 
cant between Washington Island and Gills Rock, North Port, 
Rowley Bay, and Europe Bay was not in interstate or foreign 
commerce as defined in the interstate commerce act and author- 
ity from the Commission for this service was not required. 


By application filed October 30, 1944, said the division, the 
applicant sought authority to transport passengers and com- 
modities generally between Washington Island, on the one hand, 
and, on the other, Gills Rock, North Port, Rowley Bay, and 
Europe Bay, and between Escanaba and Menominee, and 
Marinette, Green Bay, Sturgeon Bay, Sister Bay, Egg Harbor, 
Ellison Bay, and Washington Island. The applicant and its 
predecessor, William P. Jepson, had been engaged in perform- 
ing transportation between points in the Green Bay area for a 
number of years, said the division. 


An application of the applicant under the “grandfather” 
clause for authority to continue transportation of passengers 
and property between Washington Island, and Gills Rock, North 
Port, Rowley Bay, and Europe Bay, in W-544, was dismissed, 
said the division, in December, 1942, because its transportation 
of property came within the small-craft exemption and its trans- 
portation of passengers was in intrastate commerce. 


Small Craft Transport Order Cited 


The division noted that by order of December 6, 1943, in 
Application of Part III to Transp. by Small Craft, 260 I. C. C. 
155, which became effective February 20, 1944, it was provided, 
in part, that application of the provisions of part III of the 
interstate commerce act to small-craft transportation was de- 
clared necessary to carry out the national transportation policy 
and the provisions of part III, except that section 303(g) in 
so far as that section applied to transportation by small craft, 
should apply to 


(1) Transportation of property by small craft by common carriers 
by water which are engaged also in the transportation of property partly 
by railroad or motor vehicle and partly by water under common con- 
trol, management, or arrangement; ...and (3) transportation of prop- 
erty by small craft by common or contract carriers by water which are 
engaged also in the transportation of passengers subject to the provi- 


Sions of part III of the act by vessels equipped to carry more than 16 
passengers. 


__ The division observed that section 303(1) of the act pro- 
vided, in part, that whenever transportation exempted under 
section 303(g) became subject to the provisions of part III, the 
carrier might continue to engage in such transportation for 120 
days without a certificate or permit covering such transporta- 
tion and that the applicant failed to make application within 
3090 eo and must now meet the requirements of section 

Cc). 


The division said the applicant owned and operated three 





self-propelled vessels, and owned and maintained terminal facil- 
ities at Washington Island and North Port. 

In some instances, said the division, freight transported by 
the applicant between the aforementioned points originated at, 
or was destined to points without Wisconsin. It said the cargo 
was varied, consisting of fish, lead pipe, fish netting, twine, and 
cherries, and that the applicant also held a contract to trans- 
port U. S. mail between Washington Island and the mainland. 

“On traffic originating at Washington Island and consigned 
to points beyond applicant’s mainland termini,” said the division, 
“a motor carrier with which it has interchange arrangements 
advances applicant’s charges and collects the entire transporta- 
tion charge from consignee at the destination. On interchanged 
shipments destined to Washington Island, applicant pays the 
motor carrier its charges and collects the total charge from the 
consignee. On prepaid shipments originating beyond applicant’s 
mainland termini, the motor carrier collects the entire charge 
from origin to final destination and pays applicant its regular 
published rate for the movement between the mainland and 
Washington Island.” 

It said the applicant had never handled any prepaid freight 
moving from Washington Island to points beyond its mainland 
termini. From this, it said, it was apparent that the portion of 
the transportation performed by the applicant: was performed 
under a common arrangement as contemplated by the order 
of December 6, 1943. 

“Accordingly,” it said, “applicant’s operation in the trans- 
portation of property between Washington Island and Gills Rock, 
North Port, Rowley Bay, and Europe Bay was made subject 
to the provisions of part III of the act by the order of Decem- 
ber 6, 1943, in Application of Part III to Transp. by Small 
PE ae 





Prior Decision in Carbon Dioxide 
Rate Proceeding Modified 


The Commission, by a report and order on reconsideration 
in No. 29163, Cardox Corporation vs. Ahnapee & Western Rail- 
way Co. et al., has modified its findings in the prior report, 
264 I. C. C. 173, vacated the prior order, and required the 
defendant carriers to establish on or before April 4, on not 
less than 30 days’ notice, the rates and ratings prescribed. 
Its findings follow: 


Upon reconsideration, we find that the ratings and rates assailed 
on controlled low-temperature, low-pressure liquid carbon dioxide, in 
tank-car loads, are and for the future will be unreasonable to the extent 
that they exceed or may exceed ratings and rates made 27.5 per cent of 
the present first-class rates in official classification territory, and 30 per 
eent of the present first-class rates in western classification territory 
(exclusive of the transcontinental and mountain-Pacific rate adjust- 
ments); and interterritorially between official, western (exclusive of 
the transcontinental and mountain-Pacific rate adjustments), and south- 
ern classification territories to the extent that they exceed the basis 
found reasonable for the origin or the destination territory, whichever 
governs the -interterritorial class rates under defendants’ tariffs, all 
subject to a minimum weight of 48,000 pounds. We further find that the 
ratings and rates assailed applying within southern classification ter- 
ritory are not shown to be unreasonable. 


We further find that the ratings and rates assailed, except as they 
apply within southern classification territory and exclusive of the trans- 
continental and mountain-Pacific rate adjustments, are unduly prejudi, 
cial to controlled low-temperature, low-pressure liquid carbon dioxide 
in tank-car loads, and unduly preferential of solidified carbon dioxide, 
in carloads, and that this undue prejudice and preference will be re- 
moved by the establishment of the ratings and rates herein found 
reasonable. 

These findings are without prejudice to any changes in the ratings 
prescribed which may be required in working out uniform classification 
ratings as directed in the recent general class-rate investigation. 

The findings in the prior report are modified accordingly. An order 
will be entered vacating the prior order and giving effect to our findings 
herein. ; 


The practical effect of the decision on reconsideration is 
to except the transcontinental and mountain-Pacific rate ad- 
justments from the findings in the prior decision. The report 
said five petitioning transcontinental carriers had pointed out 
that the evidence as to western rates and rate relations was 
confined to Western Trunk-Line and Southwestern territories; 
that the rates and rate relations in those territories differed 
from those in the transcontinental and mountain-Pacific rate 








adjustments; and that the record lacked evidence of movement 
in the latter territories. They ask that ratings and rates in 
those territories be excluded from the findings, said the Com- 
mission, adding that the objection was well ground and the 
request would be granted. 

Commissioner Alldredge concurred in the result. 

Commissioner Splawn dissented in part, joined by Com- 
missioner Mahaffie. Noting the report found there was a 
tremendous potential use for liquid carbon dioxide by city 
fire departments and a large potential use in certain industry 
processes, and that the cost at point of use was often the 
controlling factor, Commissioner Splawn said the report of the 
‘division contained additional facts as to the great advantages 
of this chemical over either water or water fog as a fire ex- 
tinguisher, adding that “it is in the public interest that rates 
on this commodity be such as to permit freedom of movement.” 

He said, in his opinion, the record sustained a finding that 
under the present classification and prevailing class rates the 
maximum that could be found reasonable would be 23.5 per 
cent of the present first-class rates in Official Territory, and 
22.5 per cent of those rates in Western Territory, exclusive 
of the transcontinental and mountain-Pacific rate adjustments, 
and Southern Territory, with the same rule for determining 
interterritorial rates as in the report. 

He said the finding of the division on the section 3 issue 
would have required an equality of rates on the two forms 
of carbon dioxide, and that, in his opinion, the establishment 
of ratings and rates at least as low as those he would find 
to be reasonable was required to remove the undue prejudice 
and preference that existed. He said maintenance of ratings 
on liquid carbon dioxide of 27.5 per cent of first class in 
Official Territory and 30 per cent in the west and south while 
maintaining ratings on solidified carbon dioxide of 23.5, 17.5, 
and 22.5 per cent in the respective territories “by no means 
removes the undue prejudice and preference.” 


Minn.-Wis. Motor Rates Revision 
Found Partly Justified 


The Commission, division 2, by a report in I. and S. M-2511, 
Increased Rates Between Minnesota and Wisconsin Points, has 
found just and reasonable in some instances, but unjust and 
unreasonable in other instahces, changes in motor common car- 
rier rates, principally increases, proposed by parties to a tariff 
of the Middlewest Motor Freight Bureau, on cheese, paints, 
paint materials and related commodities, petroleum and petro- 
leum products, and packing and wiping waste, from or to Min- 
neapolis, St. Paul, and Duluth, Minn., to or from points in 
Wisconsin. 

The carriers proposed, for the most part, the report said, 
to cancel commodity rates, which would result generally in the 
application of higher class rates. 

Found just and reasonable, according to the report, were 
column 72 less-truckload rates, ranging from 69 to 95 cents, 
on cheese from 13 Wisconsin points to Duluth, and less-truck- 
load rates on paints, paint materials, and related commodities, 
except coal tar, between the Twin Cities and certain Wisconsin 
points of 66 cents from or to Appleton, Menasha, Neenah, and 
Oshkosh, 68 cents from or to Fond du Lac and Green Bay, 53 
cents from and to Marshfield, and 56 cents from or to Stevens 
Point. On coal tar, less-truckload rates found justified for ap- 
plication between the Twin Cities and certain Wisconsin points 
were 84 cents from or to Appleton, Menasha, Neenah, and Osh- 
kosh, 87 cents from or to Fond du Lac and Green Bay, 67 cents 
to or from Marshfield, and 72 cents from or to Stevens Point. 

Found unjust and unreasonable were proposed less-truck- 
load rates on waste, and truckload rates on cheese, paints, paint 
materials and commodities grouped therewith, and petroleum 
and petroleum products. These findings as to waste and petro- 
leum and petroleum products are without prejudice to estab- 
lishment of rates in conformity with views expressed in the 
report. The commission concluded that rates on petroleum and 
petroleum products, minimum 20,000 pounds, from the Twin 
Cities on the basis of column 32.5 (in lieu of column 37.5 pro- 
posed), ranging from 39 cents to Appleton and Shawano, to 43 
cents to Sheboygan, based on that minimum, would not exceed 
maximum reasonable rates. 

The Commission’s findings are also without prejudice to the 
maintenance of present rates by the Wheeler Transportation Co. 
to the extent they apply over its routes on single-line hauls. 
Wheeler, while a party to the tariff containing the proposed 
schedules, opposed the proposed revisions, the report said, con- 
tending that if the increased rates became effective its traffic 
would be diverted to other modes of transportation. Its present 
rates generally were established by it several years ago to meet 
the competition of motor common and contract carriers, and to 
enable shippers at the Twin Cities to compete at the Wisconsin 
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points with shippers at Chicago, Ill., and Milwaukee, Wis., ac. 
cording to the report. It said Wheeler’s regular route operations 
were between the Twin Cities and Milwaukee, Green Bay, 
Sheboygan, and Madison, Wis., and intermediate points, and 
added, as it did not serve Duluth and a few of the points in 
Wisconsin under consideration, its participation in the proposed 
rates, in some instances, would be restricted to an initial, ter. 
minal, or intermediate haul. 

The proposed schedules, filed to become effective March 9, 
1945, which were suspended until October 9, 1945, on protests 
of the Price Administrator, the Director of Economic Stabiliza. 
tion, Wheeler and a shippers’ association at Minneapolis, and 
thereafter indefinitely postponed by respondents, have been 
ordered canceled, to the extent found unlawful, on or before 
February 15, 1947, on one day’s notice, and the proceeding dis. 
continued without prejudice. 
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I. C. C. Threatens Court Action in 
Interstate Control Case 


A threat of court action is contained in a supplemental re- 
port of the Commission in MC F-2181, United States Freight 
Co.—Investigation of Control—Interstate Motor Freictht Sys- 
tem, and an embraced case, in which the Commiss‘on has held, 
for the third time, that the respondents have not complied with 
its order in the prior report, 39 M. C. C. 623, requiring the re- 
spondents to divest themselves of control of Interstate. The 
embraced case is MC F-2224, A. S. Hickok—lInvestigation of 
Control—Interstate Motor Freight System. _ : 

The order issued in the prior report required United States 
Freight and Hickok Oil Corporation to divest themselves of all 
interest either of them had in the capital stock of Interstate, 
It further provided that, in such divestment, none of the stock 
should be sold or transferred directly or indirectly to any stock- 
holder, officer, director, employe, or agent of, or anyone other- 
wise directly or indirectly affiliated with or connected with or 
under the control or influence of the aforesaid respondents, or 
any of their officers, directors, or stockholders, or the officers, 
directors, or stockholders of any of their subsidiaries or affili- 
ated companies. 


The instant report reviewed a trust agreement and an 
amended trust agreement, by which the Interstate stock was 
placed in the hands of the United States Trust Co. of New York, 
and a later sale of stock to “one John P. Altwater,’’ who was 
alleged as the result of that purchase and the purchase of other 
Interstate stock, to hold 51.6 per cent of the outstanding voting 
stock of Interstate, which respondents asked the Commission 
to accept as compliance with the order. Respondents, according 
to the report, agreed to refer a copy of the purchase agreement 
to the trustee, with the request that it advise the board of direc- 
tors of Interstate that Altwater had obtained controlling shares 
of Interstate’s stock and that he should promply be elected a 
director and chairman of the board of directors. Altwater, it 
said, agreed after such election to devote his entire time and 
attention to the conduct of the Interstate business, and of its 
subsidiaries, for at least five years, and not to sell the stock 
purchased in that period without the consent of the respondents. 

The report said that, as pointed out by counsel for the 
Department of Justice, which has opposed acceptance of the 
trust agreement or the sale agreement as fulfiling the Commis- 
sion’s divestiture order, transfer to the trustee of respondents’ 
Interstate stock had resulted in no change in management, not- 
withstanding a stockholders’ meeting had been held at which it 
was alleged in a motion filed by the respondents that the stock 
was voted by the trustee. 


Saying the 1944 order required the respondents to divest 
themselves of all interest in the capital stock of Interstate, the 
Commission said retention of the beneficial ownership of a large 
block of that stock obviously did not represent a compliance 
with that requirement “which contemplated that respondents 
should divorce themselves completely from Interstate, and place 
themselves in such a position that there would be no likelihood 
or opportunity of their exerting influence, directly or ind’rectly, 
over its affairs.” So long as the respondents retained the bene- 
ficial interest in its capital stock, said the Commission, it was 
unlikely they would become disinterested in the companys 
management. Later the report said the fact that respondents, 
so long as they retained a beneficial interest, would continue to 
exert their influence over its affiairs, was shown by the terms 
of the agreement with Altwater. In conclusion, the Commission 
said: 
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The petition requests that we find that effectuation of the proposed 
trust arrangement would represent substantial compliance with and 
satisfaction of our order of June 12, 1944. That order requires not only 
that respondents divest themselves of their interest in Interstate’s 
capital stock, but also that they cease and desist from further violation 
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of sections 5(4) and 411(a)(2) of the act. Even if respondents should 
dispose of all their interest in the considered stock, it would: not neces- 
sarily follow that they had ceased and desisted from further violation 
of the provisions mentioned. Ownership or possession of a carrier’s 
stock is only one of the many means by which control of it may be 
exercised in violation of the statute. The order of June 12, 1944, is clear 
and unambiguous, and the respondents are in the best position to de- 
termine whether or not, as a matter of fact, compliance has been made 
therewith. Respondents should comply with the order as entered. If 
we are of the opinion, after such informal investigation as we may 
deem desirable, that steps taken by respondents do not in fact comply 
with the order, the ultimate determination of that question is properly 
for the court in which proceedings may be brought to enforce the order. 
An appropriate order will be entered denying the petition. 
Commissioner Miller dissents. 
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(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 






Misrouting 


No. 29469, Roger Griffin & Co., vs. C. B. & Q. et al. By 
Commissioner Miller. Reparation awarded. Carload shipment 
of wool in grease from Grand Island, Neb., to Amsterdam, N. Y., 
originating at Grand Island April 29 and May 12, 1943, found 
to have been misrouted. The commissioner found the rate 
charged, 1.92.5 cents, was applicable over the route of move- 
ment; that the shipment was misrouted by the Pennsylvania; 
and that the rate applicable over the route the shipment should 
have moved was 145 cents, plus a charge for stopping in trans't 
of $3.15, and a reconsignment charge of $7.35. Complainant 
found damaged by the misrouting in the sum of $175.32, and 
entitled to reparation in that amount, with interest, from the 
Pennsylvania. 
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Paint 


I. and S. M-2598, Paint—Kansas City, Mo., to Kansas, Okla- 
homa, and Texas. By Division 3, Proposed cancellation of mo- 
tor common carrier commodity rates, minima 15,000 and 20,000 
pounds, on paint and paint materials, from Kansas City, Mo., 
to points in Kansas, found just and reasonable. Proposed can- 
cellation of commodity rates, minima 14,000 and 15,000 pounds, 
on paints, paint materials, and other articles, between Kansas 
City, Mo., and points in Oklahoma and Texas, resulting gen- 
erally in the application of higher class rates, found not shown 
just and reasonable. Schedules required to be canceled to the 
extent found unlawful on or before March 1, on not less than 
one day’s notice, without prejudice, and proceeding discontinued. 
By schedules filed to become effective November 6, and Novem- 
ber 9, 1945, carriers parties to tariffs of Middlewest Motor 
Freight Bureau and Mid-Western Motor Freight Tariff Bureau, 
Inc., proposed to cancel commodity rates, minimum 14,000, 15,- 
000, or 20,000 pounds, on paint, paint materials, and other ar- 
ticles, resulting generally in the application of higher rates, 
from Kansas City, Mo., and points taking the same rates, to 
certain points in Kansas, and between Kansas City and points 
taking the same rates, on the one hand, and, on the other, points 
in Oklahoma and Texas. On protest of certain shippers, the 
Chamber of Commerce of Kansas City, the Price Administrator 
and the Director of Economic Stabilization, operation of the 
schedules was suspended until June 6, 1946, and respondents 
postponed the effective date indefinitely. As to the cancellation 
of rates from Kansas City, Mo., to points in Kansas, the report 
said where there was no movement under commodity rates they 
Served no useful purpose and no good reason existed for their 
continued maintenance. As to the proposed cancellation of 
tates found unlawful, the report said the record established no 
necessity for lower minima on the involved articles, but that 
tespondents were not precluded from establishing rates higher 

the present rates in connection with minimum weights 
lower than 20,000 pounds, if they saw fit to do so. 
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Westbound Intercoastal Rates 


No. 28622, Intercoastal Rate Structure, formerly Maritime 
Commission Docket No. 514. Supplemental report of the Com- 
Mission, by division 3. On consideration of a petition filed Oc- 
tober 18, 1946, by Agent Harry S. Brown, on behalf of all car- 
ters parties to his westbound freight tariff No. 1-C, SB-I No. 
6, respondents in the instant proceeding, original findings modi- 
ed to permit publication of rates and changes shown in an 
appendix attached to the report. The division said the petition 

d requested further amendment of a Commission order of 
Apri] 9, 1940, as amended, to permit establishment of rates on 
Specified commod'ties from Atlantic coast ports to. Pacific coast 
Ports lower than those prescribed as minima in the original pro- 
ceeding. The division said the authority granted should not be 
construed as approval of any such rates and changes, all of such 
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rates and changes being subject to complaint, investigation, and 
correction if in conflict with any provision of the interstate com- 
merce act. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 107040, G. C. Loftin and B. B. Johnson, Jr., Dothan, 
Ala., dba Dothan-Columbus Truck Line. Certificate granted. 
General commodities, with exceptions, between Dothan, Ala., 
and Columbus, Ga., and return, over a described route, serving 
specified intermediate and off-route points, with restrictions. 

*MC 2792, Sub. 5, Roy Beem, Chadron, Neb. Permit 
granted. Petroleum and petroleum products, in bulk, in tank 
trucks, from Glenrock, Wyo., to Chadron, Gordon, and Crawford, 
Neb., over irregular routes. 

*MC 13429, Union Pacific Stages of California, Los Angeles, 
Calif., Common Carrier application, embracing MC 40223, Sub. 
14, Interstate Transit Lines. Corrected certificate granted Inter- 
state in MC 40223, Sub. 14, as successor in interstate to appli- 
cant in MC 13429, on reconsideration, and findings in prior 
report, 3 M. C. C. 706, modified. Interstate found entitled to 
continue operations, passengers and their baggage, and express, 
mail, and newspapers, over specified routes between Los An- 
geles, Calif., and a point on the Calif.-Nev. state line east of 
Wheaton Springs, Calif., serving all intermediate points. 

*MC 26955, Sub. L, Earl L. Erdner, dba Earl L. Erdner 
Co., Swedesboro, N. J., frozen vegetables. Application denied. 
Frozen vegetables, from Glassboro and Vineland, N. J., to 
Camden, N. J., and from Bridgeville and Dover, Del., Ridgely, 
Trappe, and Whiteford, Md., and Lancaster, Pa., to Camden, 
Glassboro, and Vineland, over irregular routes. 

*MC 32649, Sub. 4, Horace LaMotte Shipley, dba Shipley’s 
Transfer, Reisterstown, Md. Application denied. Petroleum 
products, in bulk, in tank trucks, over irregular routes, between 
Baltimore, Md., and points within 10 miles thereof, Finksburg, 
Md., Marcus Hook, Pa., and points in the Washington, D. C., 
commercial zone, on the one hand, and, on the other, points 
in Md., Pa., Del., Va., W. Va., N. J., and D. C. 


*MC 44790, Sub. 8, C. Maughan and T. Maughan, dba 
Maughan Co., Moorhead, Minn. Certificate granted. Automo- 
biles, trucks, and trailers, in truckaway and driveaway service 
in secondary movements, from Minneapolis, St. Paul, and 
Duluth, Minn., and Fargo, N. D., to Anaconda, Mont., over 
irregular routes. 


*MC 66340, Sub. 2, Millis Transportation Co., Inc., Millis, 
Mass. Application denied. Carbonated beverages, from Millis 
to points in N. H. and Vt., and empty containers on return. 


*MC 69565, Sub. 1, Ward S. Cottle and Samuel Cottle, dba 
Cottle Brothers, Augusta, Me. Application denied. Household 
goods, between points in Kennebec county, Me., and those in 
N. H., Mass., R. I., Conn.; and Vt., over irregular routes. 


*MC 73381, Harris Bruck Lines, Inc., Omaha, Neb., em- 
bracing MC 73381, Sub. 2, Same, Extension. Certificate granted 
in MC 73381, and application in MC 73381, Sub. 2, on further 
hearing, dismissed in view of findings in title proceeding. Con- 
tinuance in operation, meat, meat products, meat by-products, 
dairy products, and articles distributed by meat packing houses, 
between Chicago, Ill., and Omaha, between Chicago.and Denver, 
Colo., and between Omaha and Denver, over irregular routes. 

*MC 76266, Sub. 35, Merchants Motor Freight, Inc., St. 
Paul, Minn. Certificate granted. General commodities, with 
exceptions, between Waterloo, Ia., and junction U. S. highway 
65 and Ia. highway 64, over a specified route, for operating 
convenience only in connection with otherwise authorized regu- 
lar routes and serving no intermediate points. 

*MC 101751, Sub. 2, Russell Fielder, dba Russell's Moving 
& Storage, Detroit, Mich. Application denied. Household goods, 
between Detroit, on the one hand, and, on the other, points 
in Ala., Ark., Ga., Ky., N. C., S. C., Tenn., Tex., Va., W. Va., 
Wis., and D. C. traversing La. and Okla. for operating con- 
venience only. 

*MC 105656, Tom Pasquale, Logansport, Ind., common car- 
rier. Certificate granted, on reconsideration, and findings in 
prior report, decided July 15, 1946, modified. Malt beverages, 
from Milwaukee, Wis., to a described Ind. territory, and empty 
malt beverage containers on return to Milwaukee, over irregu- 
lar routes. Holding of certificate and permit, to extent author- 
ized, found consistent. 

*MC 105714, Sub. 2, Max Schroeder, dba Florida and New 
York Motor Lines, New York, N. Y. Certificate granted. Frozen 
foods, from New York to specified points in Fla.; (2) paint from 
New York to points in Fla.; and (3) fresh fruits and vegetables 
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from points in Fla., Ga., S. C.; N. C., and Va., to New York, 
over irregular routes. 

*MC 5655, Great Central Transport Corporation, Detroit, 
Mich., including MC 33494, Same—Buffalo. Certificates granted. 
On reconsideration, findings in prior reports, 33 M. C. C. 407, 
and in report decided May 20, 1946, modified. In MC 3602, 
Sub. 11, Bridgeways, Inc., continuance in operation, general 
commodities, with exceptions, (1) between points in a described 
area around Buffalo, N. Y., over irregular routes. In MC 106622, 
Sidney J. Williams, dba Ready Truck Lines, continuance in 
operation, general commodities, with exceptions, between 
VanWert and Upper Sandusky, O., serving specified points, 
over regular routes. 

*MC 13636, Sub. 5, Albert Pitzer and Jane Pitzer, dba 
Pitzer Brthers, Jeanette, Pa. Permit granted. Malt beverages, 
from McKees Rocks and Sharpsburg, Pa., to points in a de- 
scribed area of Ohio, and from McKees Rock to Portsmouth, O., 
= empty malt beverage containers on return, over irregular 
routes. 

*MC 34865, Sub. 6, O. L. D. Forwarding Co., Inc., Ander- 
son, Ind. Permit granted. (1) Fiber containers having metal 
bottoms, and metal tops therefor, from St. Louis, Mo., to Ander- 
son, over specified routes with no service at intermediate points, 
and (2) iron and steel mill products from specified points in 
Ill., Ky., and O., to Anderson, over irregular routes. 

*MC 37386, Sub. 2, E. E. Haskett, dba Blue Streak Express, 
Memphis, Tenn. Certificate granted. General commodities, with 
exceptions, (1) between Batesville and Turrell, Ark., and (2) 
between Batesville and Oil Trough, Ark., over regular routes, 
serving intermediate points. 

*MC 71982, Sub. 6, J. C. Fleming, Kansas City, Kan. Cer- 
tificate granted. (1) General commodities, with exceptions, be- 
tween described points in Kan. and serving all points in the 
Kansas City, Mo.-Kan. commercial zone in connection with 
otherwise authorized regular routes, and (2) special commodi- 
ties between described points in Mo., on the one hand, and, on 
the other, points in Colo., Neb., and Okla., over irregular routes. 

*MC 104383, Sub. 2, Willie Russell Firebaugh, dba W. R. 
Firebaugh, Roanoke, Va. Certificate granted. Specified com- 
modities between certain points or territories in Va., N. C., and 
S. C., over irregular routes. 





Commission Water Action 


The Commission has issued orders in the following pro- 
ceedings, extending to March 1, the date when the Maritime 
Commission’s authority to operate American ship lines will ex- 
pire unless Congress further extends that authority, the tem- 
porary authorities granted: 


W-926, Sub. 7TA, Administrator, War Shipping Administration, Tem- 
porary Authority—Port Isabel, authorizing operations through Newtex 
Steamship Corporation, in the transportation of commodities generally 
between Port Isabel, Tex., and the Port of New York, N. Y. 

W-926, Sub. 8TA, Same, Temporary Authority—Oakland and Ala- 
meda, authorizing operations through United States Lines Co. as agent, 
in the transportation of commodities generally between Oakland and 
rene Calif., and the Atlantic Coast ports U. S. Lines is authorized 
Oo serve. 

W-926, Sub. 9TA, Same, Temporary Authority—Good Hope, author- 
izing operations through Luckenbach Gulf Steamship Co., as agent, in 
the restoration of oil from Richmond, Calif., to Good Hope, La. 

W-926, Sub. 10TA, United States Maritime Commission Temporary 
Authority—Texas City, authorizing the transportation of commodities 
generally, under government bills of lading, between Texas City, Tex., 
and Atlantic Coast ports north of and including Norfolk, Va., through 
certificated carriers or those having seasonably filed applications. 

W-926, Sub. 4TA, War Shipping Administration Temporary Author- 
ity—Port Hueneme, authorizing transportation of commodities under 
government bills of lading, from Port Hueneme, Calif., to Atlantic and 
Gulf ports through certificated carriers or those having seasonably filed 
applications. 

W-926, Sub. 11TA, United States Maritime Commission Temporary 
Authority—Martinez, authorizing transportation of ‘one cargo of petro- 
leum oil from Martinez, Calif., to the Port of New York (to remain in 
force until January 20). 


The Commission, by orders in the following proceedings, 
has extended to March 31 the temporary authority involved: 


W-278, Foreman-Gregory Co. Temporary Authority Application, 
Same, Common Carrier Application, authority to operate as a contract 
earrier by non-seif-propelled vessels with the use of separate tow vessels, 
in the transportation of (1) cement between the Port of Norfolk, Va., 
and Harveys Point, N. C., and (2) fertilizer and fertilizer materials 
from Baltimore, Md., to Williamstown, N. C., and from Richmond, Va., 
to Baltimore 

W-361, Puget Sound Navigation Co. Temporary Authority—Tacoma, 
authorizing freight-car ferry service by non-self-propelled vessels with 
the use of separate towing vessels, in the transportation of explosives 
and ammunition between Tacoma, Wash., and Keyport, Wash. 

S-580, Drummond Lighterage Co. Temporary Authority Application 
—Tacoma, authorizing freight-car ferry service, by non-self-propelled 
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vessels with the use of separate towing vessels, in the transportation 
of explosives and ammunition between Tacoma, Wash., and Indian Is. 
land, Wash. 

W-680, Sub. 1TA, Sub. 2TA, Sub. 3TA, Drummond Lighterage Co, 
Temporary Authority Applications,-authorizing operations as a common 
carrier by non-self-propelled vessels with the use of separate towing 
vessels in performing a freight-car ferry service in the transportation 
of (1) gas in tank cars between Seattle, Wash., and Bremerton, Wash,, 
(2) coal, between Seattle and Port Orchard, Wash., and (3) tar in tank 
cars between Seattle and Bremerton. 

W-587 and W-587TA, Foss Launch & Tug Co., applications, author. 
izing freight-car ferry service by non-self-propelled vessels with the use 
of separate towing vessels (1) in the transportation of explosives and 
ammunition between Tacoma, Wash., and Keyport and Indian Island 
and (2) between Seattle and Kennydale, Wash. 


W-948TA, Louis Berger Temporary Authority, authorizing 
operations as a contract carrier by non-self-propelled vessels 
with the use of separate towing vessels in transporting commod- 
ities generally for the United States government, between Port 
Everglades and Key West, Fla. 

In W-942TA, Elbert C. Brazelton and Roy H. Guthridge 
Temporary Authority, the Commission has extended to March 3 
authority to Lake Charles Marine Sales, Inc., dba as Cameron 
Barge Line, successor in interest to the applicants, to operate 
as a common carrier by non-self-propelled vessels of not more 
than 100 tons carrying capacity with the use of separate towing 
vessels of not more than 100 indicated horsepower in the trans- 
portation of commodities generally between Lake Charles and 
Lake Cameron, La., by way of the Calcasieu River, serving the 
intermediate points of Hackberry and Creole, La. 

In W-943TA, Massachusetts Steamship Lines, Inc., Tem- 
porary Authority, the Commission has extended to February 20 
authority to operate as a common carrier by self-propelled 
vessels in the transportation of passengers and commodities 
generally between the ports of New Bedford, Wood Hole, Vine- 
yard Haven, Oak Bluffs, and Nantucket, Mass. 

In W-940TA, R. W. George Construction Co. Temporary 
Authority, the Commission has extended to January 31 author. 
ity to operate as a contract carrier in the furnishing of a towing 
vessel to the United States Gypsum Co. 




















COMMISSION ORDERS 


No. 29168, Whiterock Quarries, Inc. vs. P. R. R. et al. Petition 
of defendants for reopening and reconsideration, by entire Commis- 
sion denied. 

No. 29648, Titanium Alloy Manufacturing Co. vs. N. Y. C. et al. 
Defendant’s motion to dismiss complaint, overruled. 

MC-C 562, Edmund A. Morency, revocation of certificate. 
August 19, 1946, vacated, and proceeding discontinued. 

MC-C 573, Neale D. Crosby, revocation of certificate. 
August 19, 1946, vacated, and proceeding discontinued. 

Finance 14345, Midland Valley Railroad Co., abandonment. Re 
opened for further hearing on question whether terms and conditions 
should be imposed for protection of employes who may have been 
adversely affected by abandonment, authorized. 

1. & S. M-2630, Coke, between Pawtucket, R. I., and Connecticut 
points. Respondent having cancelled suspended schedules, effective 
December 18, 1946, proceeding discontinued. ; 

W-1, Erie & St. Lawrence Corp., contract carrier application. Ef 
fective date of second amended certificate and order issued April 1, 
1946, further postponed to March 1. 






Order of 
Order of 


- No, 29233, O’Donnell Fruit Co. etal. vs. B. & O. et al. Proceeding a. 
discontinued. not inc 
Finance 14590, Florida East Coast Ry. trustees construction of of ace 
abandonment. Time prescribed in certificate of April 13, 1945, within to an 
which said trustees shall complete construction therein authorized, on oe 
extended to March 31, 1947. Lake 
MC-F 2777, Winter-Weiss Co., control; Los Angeles-Albuquerqueé §shall 1 
Express, Inc., purchase, George C. Lebeck, and MC-F 2778, Winter- Bshow | 
Weiss Co., control: Illinois-Colorado Express, Inc., control, Los Angeles- § report 


Albuquerque Express, Inc. Order of June 3, except third ordering B descril 
paragraph thereof, as modified by order of November 29, reinstated and mC 


placed in full force and effect. Unless authority granted by order of §Report 
June 3, as modified, is exercised within 90 days from December 27, Rance t 
said authority shall be of no further force and effect. Tules ; 

FF 89, Franklin Forwarding Company, freight forwarder applica- Bmon 
tion. Amended permit and order issued to show applicant’s correct §passen 
corporate name as Franklin Forwarding Co. in san 

No number, Reopened water competitive applications. Fourth sec- §Roano 
tion application 14816 eliminated from order of July 19, 1946, reopened Caroli 
water competitive applications. North 

No. 29447, General Bronze Corp. vs. C. & N. W. et al. Time for 947 to 
filing petitions for reconsideration, extended to February 14. servic 

Il. & S. 5443, Naval stores to Jacksonville and Savannah. Petition traffic 
for vacation of order of suspension filed by respondent, denied. of No 

Finance 15474, Somerset Coal Ry. Co. et al., abandonment. Last and jr 
sentence of report of December 12, 1946, modified to read as follows: juncti 
On the understanding that, before recording in its books the related juncti 
journal entries to show the retirement of the line from service, the that s 
Somerset Coal Ry. Co. first shall submit the entries for our approval, movin 
an appropriate certificate will be issued, effective from and after Decem- U.S. 
ber 31, 1946, in which suitable provision will be made for the cancella- § “fect! 
tion of tariffs. First ordering paragraph in certificate of December 12, B@y t 
1946, modified to read as follows: ‘This certificate shall take effect and of Oc! 


be in force from and after December 31, 1946. Tariffs applicable to the A M 
line in question may be cancelled on one day’s notice. usu: 
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January 11, 1947 


MC-F 2932, Roy L. Luper et al., control; Luper Lines, Inc., purchase 
(portion), Brashear Freight Lines, Inc. Petition of W. G. Burgess, dba 
Reliable Motor Freight Line, for leave to intervene and to file a petition 
for reconsideration of order of Division 4, of June 12, 1946, denied. 

MC 22454, Sub. 315, Nu-Car Carriers, Inc., extension, Metuchen. 
Findings in report and order of September 17, 1946, modified so as. 
to delete therefrom words, ‘‘from Metuchen, N. J.,’’ and substitute in 
lieu thereof words, ‘‘from points in Raritan Township, Middlesex Coun- 
ty, N. J.”". This order shall become effective January 30, unless any 
party-in-interest shall show cause, if any there be, in a writing verified 
under oath, why report and order of September 17, 1946, should not 
be modified in manner described above. 

MC 36151, Sub. 22, Henry Jenkins Transportation Co., Inc., exten- 
sion, route connections. Report and order of March 17, 1945, modified 
so as to insert in route 3 of said findings, after words ‘‘Connecticut 
Highway 131’’ following: to junction Connecticut Highway 12, thence 
over Connecticut Highway 12 to junction U. S. Highway 44, and thence 
over U. S. Highway 44, for operating convenience only in connection 
with presently-authorized regular-route operations, and serving no inter- 
mediate points. This order shall become effective January 30, unless 
any party-in-interest shall show cause, if any there be, in a writing 
verified under oath, why report and order of March 17, 1945, should 
not be modified in manner described above. 

MC 60600, Sub. 1, Kehrli Bros. and Canham, extension, Cathlamet, 
Wash. Report and order of October 14, 1946, modified so as to authorize 
issuance to applicant, on compliance with sections 215 and 218 of act 
and rules and regulations thereunder, and with requirements estab- 
lished in Contracts of Contract Carriers, 1 M. C. C. 628, of a permit, 
authorizing operation as a contract carrier by motor vehicle, in inter- 
state or foreign commerce, over irregular routes, of commodities and 
to and from points as specified below: Milk, in cans, from Cathlamet 
and Skamokawa, Wash., and points within 5 miles of each of said 
named points, respectively, to Clatskanie, Ore.; and Feed and empty 
milk-cans, from Clatskasnie, Ore., to above-described Washington points 
of origin. This order shall become effective January 30, unless any 
party-in-interest shall show cause, if any there be, in a writing verified 
under oath, why report and order of October 14, 1946, should not be 
modified in manner described above. 

MC 61609, Sub. 4, Robert E. Day, extension, Fannin and Lamar 
Counties, Tex. Report and order of September 16, 1946, modified so 
as to authorize issuance to applicant, on compliance with sections 215 
and 217 of act and rules and regulations thereunder, of a certificate 
authorizing operation, in interstate or foreign commerce, as a common 
carrier by motor vehicle, of household goods as defined in Practices of 
Motor Common Carriers of Household Goods, 17 M. C. C. 467, (1) between 
points in Grayson County, Tex., on one hand, and, on other, points in 
Kentucky, Tennessee, Illinois, Alabama and Mississippi, and.(2) between 
points in Fannin and La Mar Counties, Tex., on one hand, and, on 
other, points in Oklahoma, New Mexico, Colorado, Kansas, Missouri, 
Illinois, Kentucky, Tennessee, Arkansas, Louisiana, Alabama, and 
Mississippi, over irregular routes. This order shall become effective 
January 30, unless any party-in-interest shall show cause, if any there 
be, in writing verified under oath, why report and order of September 
16, 1946, should not be modified-in manner described above. 

MC 78859, Sub. 4, Robert Lee Emery, Jr., extension, Washington, 
D. C. Reopened for further hearing solely to determine whether or 
not a portion of route between Clark’s Gap, Va., and Washington, D. C., 
over which applicant seeks a certificate to transport passengers and 
their baggage, and of express, mail and newspapers, is open to bus 
traffic. 

MC 96532, Ferdinand R. Barenblatt and Henry Barenblatt, common 
carrier application. Findings in report and order of May 8, 1946, modi- 
fied so as to authorize issuance to applicants, on compliance with sec- 
tions 215 and 217 of act and rules and regulations thereunder, of a 
certificate authorizing operation, in interstate or foreign commerce, as 
acommon carrier by motor vehicle of passengers and their baggage in 
special operations in non-scheduled, door-to-door service, limited to 
transportation of not more than six passengers in any one vehicle, but 
not including driver thereof, and not including children under 10 years 
of age who do not occupy a seat or seats, during period from May 1 
to September 30, both inclusive, of each year between New York, N. Y., 
on one hand, and; on other, White Lake, Kauneonga Lake, and Swan 
Lake, N. Y., over irregular routes, through New Jersey. This order 
shall become effective January 17, unless any party-in-interest shall 
show cause, if any there be, in a writing verified under oath, why 
report and order of May 8, 1946, should not be modified in manner 
described above. 

MC 103734, Sub. 2, J. H. Hammack, extension, North Carolina points. 
Report and order of October 23, 1946, modified so as to authorize issu- 
ance to applicant, on compliance with sections 215 and 217 of act and 
tules and regulations thereunder, of a certificate to operate as a com- 
mon carrier by motor vehicle, in interstate or foreign commerce, of 
Passengers and their baggage, and of express, newspapers and mail, 
in same vehicle with passengers, (1) between Lawrenceville, Va., and 
Roanoke Rapids, N. C., over Virginia Highway 46 to Virginia-North 
Carolina State line, thence over North Carolina Highway 46 to junction 
North Carolina Highway 47, and thence over North Carolina Highway 
47 to Roanoke Rapids, serving all intermediate points except that 
service at points on- North Carolina Highway 47 shall be restricted to 
trafic moving over applicant’s lines to or from points beyond junction 
of North Carolina Highways 46 and 47; (2) between South Hill, Va., 
and junction Virginia Highways 46 and 626, over U. S. Highway 58 to 
Junction Virginia Highway 626, thence over Virginia Highway 626 to 
junction Virginia Highway 46, serving all intermediate points except 
that service at points on U. S. Highway 58 shall be restricted to traffic 
moving over applicant’s lines to or from points beyond junction of 
U. S. Highway 58 and Virginia Highway 626. This order shall become 
effective January 30, unless any party-in-interest shall show cause, if 
any there be, in a writing verified under oath, why report and order 
of October 23, 1946, should not be modified in manner described above. 

MC-C 563, Warren L. Herman, revocation of certificate. Order of 
August 19, 1946, vacated, and proceeding discontinued. 
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MC-C 679, C. W. Costello and E. E. Gregory, revocation of certifi- 
cate. Order of August 20, 1946, vacated and proceeding discontinued. 

MC-F 2727, Fred M. Hodge, control; Nevada Consolidated Fast 
Freight, control Fleetlines, Inc., and MC-F 2728, Fred M. Hodge, con- 
trol; Nevada Consolidated Fast Freight, Merger,. Fleetlines, Inc. Appli- 
cant’s petition for reconsideration of report and order of division 4, 
of April 5, 1946, or, in alternative for further hearing, denied. 

No. 29013, Sub. 1, Armour and Company vs. Great Northern Ry. 
et al. Order of November 12, 1946, modified to become effective January 
30, instead of December 30, 1946. 


MOTOR FINANCE CASES 

MC F-2546, Pacific Intermountain Express Co.—Lease—M. K. & C. 
Truck Lines, Findings in prior report 39 M. C. C. 838, decided Novem- 
ber 27, 1944, supplemented by authorizing purchase by Pacific Inter- 
mountain Express, of Salt Lake City, Utah, of the operating rights and 
certain property of M. K. & C. Truck Lines, of Kansas City, Mo., 
subject to conditions. 

MC F-3153, Paul R. Davis—Purchase (portion)—Interstate Transit 
Lines. Purchase by Paul R. Davis, dba Avoca Transit Lines, of Harlan, 
Ia., of certain operating rights of Interstate Transit Lines, of Omaha, 
Neb., approved and authorized, subject to condition. 

MC F-3201, Richard M. O’Boyle and Lillian M. O’Boyle—Control; 
M. I. O’Boyle & Son, Inc.—Purchase—Richard F. Kline. Purchase by 
M. I. O*Boyle & Son, Inc., of Washington, D. C., of the operating 
rights and certain property of Richard Franklin Kline, dba Richard 
F. Kline, of Frederick, Md., and acquisition of control of said operating 
rights and property by Richard M. and Lillian M. O’Boyle through 
said purchase, approved and authorized, subject to condition. 

MC F-3234, W. W. Callan—Control; Central Freight Lines, Inc.— 
Lease—Ernest C. Bauman. Lease by Central Freight Lines, Inc., of 
Waco, Tex., of the operating rights of Ernest C. Bauman, of Gates- 
ville, Tex., and control of the operating rights by W. W. Callan, through 
said lease, approved and authorized, subject to conditions. 

MC F-3269, George H. Blewett et al.—Control; T. S. C. Motor 
Freight Lines, Inc.—Lease—Southern Motor Express, Inc. Lease by 
T. S. C. Motor Freight Lines, Inc., of Houston, Tex., of the operating 
rights of Southern Motor Express, Inc., of Birmingham, Ala., and 
acquisition of control of said rights by George H. Blewett, Leonard W. 
Harper, and Marion L. Martin, through said lease, approved and 
authorized, subject to condition. 

MC F-3288, Horace W. Steel et al.—Control—Consolidated Copper- 
state Lines and Alabam Freight Lines. 1. Acquisition by Service Tank 
Lines, of Los Angeles, Calif., and Horace W. Steele, of Phoenix, Ariz., 
of joint control of Consolidated Copperstate Lines, of Los Angeles, and 
Alabam Freight Lines, of, Phoenix, through purchase of capital stock, 
and by C. G, Allen and W. B. Allen, through said acquisition by Service 
Tank Lines, approved and authorized, subject to condition. Service 
Tank Lines subjected to specific provision of part II of interstate 
commerce act. 

MC F-3319, Morris M. Greenberg—Control; Connecticut Motor Lines, 
Inc.—Purchase—the McCullough Transportation Co. of Connecticut, Inc. 
Application for authority under section 210a(b) of Connecticut Motor 
Lines, Inc., of New Haven, Conn., for temporary operation of motor- 
carrier rights of the McCullough Transportation Co. of Connecticut, Inc., 
of Devon, Conn., denied. 

MC F-3355, Peoples Transfer, Inc.—Purchase—Buford S. Hodges and 
John C. Hodges. Application for authority under section 210a(b) of 
Peoples Transfer, Inc., of Yuma, Ariz., for temporary operation of 
motor-carrier rights and properties of Buford S. Hodges and John C. 
Hodges, doing business as Hodges Brothers Truck Lines, also of Yuma, 
granted with conditions. 

MC F-3366, George P. Morris—Control; Georgia-Tennessee Coaches, 
Ine. — Purchase — William Terah Thomas (Mrs. Rudie Rachel Yates 
Thomas, Executrix). Application for authority under section 210a (b) 
of Georgia-Tennessee Coaches, Inc., of Dalton, Ga., for temporary 
operation of motor-carrier rights and properties of William Terah 
Thomas (Mrs. Rudie Rachel Yates Thomas, Executrix), of Ringgold, 
Ga., granted, with conditions. 

MC F-3103, Andrew B. Crichton et al.—Control; Super Service 
Motor Freight Company, Inc.—Purchase—T. H. Selman and a °<. 
Junkins, Jr. Purchase by Super Service Motor Freight Company, Inc., 
of Nashville, Tenn., of certain operating rights of T. H. Selman and 
R. C. Junkins, partners doing business as J & J Transfer, of Trion, Ga., 
and acquisition of control of said operating rights by Andrew B., R. B., 
R. M., and C. N. Crichton, and M. E. Crichton Mardis and A. B. 
Crichton, Jr., through said purchase, approved and authorized, subject 
to condition. 

MC F-3293, Arthur Klose and Walter Klose—purchase (portion)— 
Purtel Brothers, Inc. Purchase by Arthur Klose and Walter Klose, dba 
Klose Brothers, of Chester, Pa., of certain operating rights of Purtell 


Brothers, Inc., of Philadelphia, Pa., approved and authorized, with 
condition. 


FINANCE APPLICATIONS 

Finance No, 14932, supplemental. Gulf, Mobile & Ohio Railroad Co. 
asks authority (a) to assume. obligation and liability as guarantor in 
respect of the principal of, interest on, and sinking fund installments 
for not exceeding $40,312,000, principal amount, of refunding and 
improvement mortgage 2% per cent bonds, series D, of Terminal Rail- 
road Association of St. Louis; and (b) to assume obligation and liability 
in respect of its proportionate share of the principal, the premium, if 
any, and the interest on not exceeding $7,000,000 of first mortgage serial 
bonds of Kansas City Terminal Railway Co. The applicant said, as 
to the St. Louis bonds, it had been authorized by a report and order 
of September 19, 1945, to assume obligation and liability severally with 
other proprietary companies in respect of the payment of interest and 
sinking fund installments on not exceeding $48,335,000 principal amount 
of bonds, consisting of $34,100,000 of general ‘mortgage 4 per cent 
bonds; $6,375,000 of refunding and improvement mortgage 3% per cent 


86 





bonds, series B, and $7,860,000 of refunding and improvement mortgage 
bonds, 4 per cent, series C. The supplemental application followed 
authority granted in Finance No. 15070, Terminal Railroad Association 
of St. Louis Bonds, to issue not exceeding $40,312,000 of the series D 
bonds. As to the Kansas City bonds, the supplemental application 
follows the decision the G. M. & O. said it had made to become a full 
proprietary iine of the terminal, as successor to the Alton trustee. 

Finance No. 15558, Mississippi Export Railroad Co., asks authority 
to issue up to $30,000 of notes, and to pledge chattel mortgage on its 
new General Electric standard 70-ton diesel-electric locomotive as secu- 
rity therefor, to be purchased by the applicant for use on its lines. 
The notes are to mature four years from date of issue and the money 
is to be borrowed. ‘‘from any source’’ at a rate of interest not to exceed 
4 per cent a year. 

Finance No. 15559, Mississippi Central Railroad Co., asks authority 
to have the Reconstruction Finance Corporation to purchase $1,250,000 
principal amount of its first mortgage 30-year bonds, bearing interest 
at 4 per cent. The applicant said it could not obtain the necessary 
funds in whole or in any part from any other source on equitable and 
reasonable terms, and named a number of financial organizations which, 
for various reasons, were unable to undertake the raising of the neces- 
sary money. The applicant said the purpose of the issuance and sale 
of the new bonds was to obtain funds to enable it to refinance its 
outstanding debt. 

Finance No. 15566, Missouri-Kansas-Texas Railroad Co. asks author- 
ity to issue at par its promissory note in principal amount not to 
exceed $5,000,000; conditionally to issue, by procuring authentication 
and delivery to it, of $10,000,000 principal amount of prior lien mortgage 
4 per cent gold bonds, series F, dated January 1, 1946, due January 1, 
1986; and to pledge and repledge all or any part of the Series F bonds 
from time to time as collateral security for said note. The proceeds 
of the loan are to be used for the purchase of first mortgage bonds of 
the old Missouri, Kansas & Texas Railway Co., and/or prior lien bonds 
of the applicant, it says. Competitive bids on the note will be asked, 
according to the application. 

Finance No. 15567, American Buslines, Inc., Chicago, Ill., asks 
authority to issue a promissory note in the principal amount of 
$125,000 to the order of the Mercantile National Bank At Dallas, 
Dallas, Tex., due one year from date of issuance, interest to be at 
3 per cent a year. Proceeds of the note will provide funds partially 
to reimburse applicant’s treasury for funds expended by it in amortizing 
its indebtedness to Bankers Trust Co. in connection with purchase of 
51 per cent of the capital stock of Burlington Transportation Co., au- 
thorized in 1946, according to the application. 

Finance No. 15572, Cincinnati, New Orleans & Texas Pacific Rail- 
way Co. asks authority to assume obligation and liability in respect 
of $1,700,000 equipment trust certificates, series K, proceeds to be used, 
with other funds of applicant, for the purchase of 100 all-steel ballast 
cars and 4 diesel-electric freight locomotives. The certificates will be 
payable in ten equal annual installments of $170,000 each, beginning 
February 15, 1948, and ending February 15, 1957. Competitive bids have 
been asked, according to the application. 

Finance No. 15573, Alabama Great Southern Railroad Co. asks au- 
thority to assume obligation and liability in respect of $1,520,000 equip- 
ment trust certificates, series J, the proceeds to be used, with other 
funds of applicant, for the purchase of 59 all-steel ballast cars and 
4 diesel-electric freight locomotives. Competitive bids have been asked. 
The certificates will mature in ten equal annual installments of $152,000 
each, beginning with February 15, 1949, and ending with February 15, 
1957. 


PETITIONS FOR REHEARING, ETC. 


No, 29458, Inland Navigation Co. vs. Amador Central. Great North- 
ern Ry. asks Commission for an order requiring complainant to make 
complaint more definite and certain. 

1. & S. 5419, Reciprocal switching, Lima, Ohio. Respondent, Erie 
Railroad Co., asks Commission to dismiss proceeding as moot. 

Finance 11681, New York, Susquehanna and Western Railroad 
reorganization. Henry K. Norton, trustee of property of New York, 
Susquehanna and Western Railroad Co., asks for modification of effec- 
tive date of order of October 10. 

MC-F 1761, The Short Line, Inc., of Pa., lease, Eastern Shore 
Stages, Inc. Applicants ask for authority to continue lease operation 
and approval of an agreement to purchase property subject to lease 
at expiration thereof. 

No. 29208, Paskoff Bros. & Co. vs. Aroostook Valley Railroad et al. 
Complainant asks for reopening for consideration before entire Com- 
mission, and for vacation of decision of Division 3 in connection there- 
with as to alleged violations of sections 4 and 6 of interstate commerce 
act. 

MC-F 3121, Walter S. Wilson and H. R. Wilson, control; Tidewater 
Express Lines, Inc., purchase (portion), Elliott Brothers Trucking Co., 
Inc., and C. E. Houff. Applicants ask for reconsideration of report of 
Commission by Division 4, of October 25, 1946. 

MC-F 2787, Allied Van Lines, Inc., purchase, Evanston Fireproof 
Warehouse et al. Applicants, Allied Van Lines, Inc., Gaukler Storage 
Co., Estate of Henry P. Gaukler, dba Claire Gaukler, Administrator, 
and Anderson Brothers, Inc., ask for authority to consummate pur- 
chase of operating rights of Gaukler Storage Co., Estate of Henry P. 
Gaukler, dba Claire Gaukler, Administrator, and Anderson Brothers, Inc. 

No. 29659, Simmons Machine Tool Corp. vs. D. & H. et al. Trans- 
continental lines defendants ask Commission to issue an order requir- 
ing complainant to make its complaint more definite and certain. 

1. & S. M-2610, Fares of Cincinnati, Newport & Covington Railway 
Co., Inc., between Cincinnati, O., and Kentucky points. The City of 
Newport, Ky., asks Commission to set aside order of September 9, 
1946, and for further order cancelling Common Carrier Tariff Schedules 
MP ICC 14 filed by Cincinnati, Newport & Covington Railway Co., Inc. 

1. & S. M-2610, Fares of Cincinnati, Newport, and Covington Ry. 
Co., Inc., between Cincinnati, O., and Kentucky points. City of South- 
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gate asks Commission to set aside order of September 9, 1946, and for 
further order cancelling common carrier tariff schedule MF ICC 14 
filed by C. N. & C. Ry. Co. 
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ROCK ISLAND REORGANIZATION 

By a report and order in Finance No. 10028, Chicago, Rock 
Island & Pacific Railway Co. Reorganization, the Commission, 
division 4, has fixed $74,722.73 as maximum lim't of allowances 
for services and expenses of the Continental Illinois National 
Bank & Trust Co., as agent, and the Guaranty Trust Co. of 
New York, as sub-agent, in the distribution of $34,279,750 of 
cash to holders of various securities in partial execution of the 
plan for the reorganization of the Rock Island. The allowances 
services rendered between October 9, 1945, and June 30, 1946, 
and to be rendered to the completion of the payments. 

The Continental Illinois was allowed $20,099.67 for services 
rendered to June 30, 1946, $1,000 for services to be rendered, 
and $4,579.32 for expenses. 

The Guaranty Trust Co. was allowed, for the three cate. 
gories, $42,193.22, $1,500, and $5,350.52, respectively. 


GULF CORN EXPORT ORDER SUSPENDED 


Effective January 8, at 12:01 a.m., the Commission, division 
3, by service order No. 662-A, Corn for Export Thru Gulf Ports 
Restricted, suspended service order No. 662. 

The original order prohibited railroads from accepting for 
transportation corn consigned to any elevator or for direct de- 
livery to a vessel in the port area of New Orleans, La., Port 
Arthur, Texas City, and Galveston, or Houston, Tex., unless the 
original carrier first obtained a permit from the agent appo-nted 
by the order (see Traffic World, Dec. 28, p. 1719). 
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LUCKENBACH AMENDED CERTIFICATE 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in W-512, Sub. 1, Lucken- 
bach Gulf Steamship Co., Inc., Extension—Good. Hope, hz 
recommended that the Commission grant the applicant a 
revised certificate authorizing extension of its operations as 
a common carrier by self-propelled vessels to include the 
transportation of passengers and commodities generally be- 
tween the Pacific Coast points it is presently authorized to 
serve, and Good Hope, La. The bureau said no objection to the 
application had been offered. 


A. & M. BRIDGE & TERMINAL RECORDS 
The Commission, Commissioner Patterson, by an order In 
the Matter of Method and Form of Records To Be Kept By 
Carriers Relating to the Time on Duty of Employes and the 
Movement of Trains, has approved two forms, “Dispatcher’s 
Record of Movement of Trains,” and “Station Record of Train 
Movements” for the use of the Arkansas & Memphis Railway 


Bridge & Terminal Co. The order said the forms embodied The 
information additional to that prescribed by the Commission's §™difica 
order of May 2, 1921, desired to be kept by the company. Se 
ee SRS aoe AAT al ions ¢ 

F. E. C. BOWDEN ACCIDENT REPORT oghe 

A side collision between a passenger train and an engine before ] 
with cars on the Florida East Coast Railway at Bowden, Fila.,§sion’s se 


on November 5, 1946, which resulted in the injury of 32 pas- 
sengers, one person carried under contract, one train service 
employe on duty and one train service employe off duty, was 
caused by failure to provide adequate protection to a crossover 
movement, according to a report in investigation No. 3034, 
written by Commissioner Patterson. 

After a discussion of circumstances in the case .and stating 
that the passenger train was being operated at or near makxi- 
mum authorized speed in a dense fog which greatly reduced 
the sighting distance of signals, in territory where, as disclosed 
by subsequent braking tests, the signals were not spaced far 
= apart to provide adequate stopping distances, the report 
said: 

To correct this condition the carrier will be expected at once 
properly to respace its signals or to reduce the maximum authorized 
speed of its trains to rates which will enable them to be stopped in 


conformity with the restrictive indications of the signal system as it 
now exists. 
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1. C. C. ACCIDENT INVESTIGATIONS 
_ Failure to operate a following train in accordance with 
signal indication was stated as the cause of a rear-end collision 
between a passenger train and a freight train on the Pennsyl- 
vania near East Conway, Pa., November 15, 1946, which resulted 


in the injury of 19 passengers, 2 Pullman employes and 7 dining- ga 
car employes, according to a report of the accident, investiga 0 hi 
tion No. 3037, written by Commissioner Patterson. ro. 





The freight ge the report said, was moving at an esti- 


mated speed of 5 es an hour when it struck the rear endg>Urcha: 
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of the passenger train which had stopped. Because of dense 
‘Bfog, the report said, the view of the track ahead from the freight 
engine was restricted to about 200 feet. It said that, when the 
engine was about 500 feet from the point where the collision 
occurred, two torpedoes were exploded and the engineer made a 
light brake-pipe reduction. Soon afterward, said the report, the 
enginemen saw a lighted red fuse and the lighted red marker 
lamps of the preceding train, and the engineer moved the brake 
valve to emergency position, but that the collision occurred be- 
fore the train could be stopped. 


































MOTOR CARRIER 1946 ANNUAL REPORTS 


Class I common and contract motor carriers of property 
and passengers are directed to file on or before March 31, with 
the Commission’s Bureau of Motor Carriers, their annual re- 
ports for the year ended December 31, 1946, according to an 
order of the Commission, division 1, accompanied by a pre- 
scribed modified annual report form A. There was also issued 
a%12-page, mimeographed notice to these carriers containing in- 
formation to assist them in preparing their 1946 annual reports 
to the Commission. The notice said the items covered were 
those that had proved the most troublesome in prior years. No 
attempt had been made, it said, to give instruction with regard 
to all schedules. 











































MOTOR ANNUAL REPORT FORM A SUPPLEMENT 

The Commission, division 1, by an order, has approved Sup- 
plement to Motor Carrier Annual Report Form A and has 
directed each Class I common carrier by motor vehicle engaged 























modities which had gross operating revenues for the year 1945 
of $400,000 or more, to file a supplement to its annual report 
for the year 1946, in accordance with the aforementioned sup- 
.mplement. The supplement, it said, should contain information 
for the nine months ended December 31, 1946, and should be 
filed, in duplicate, with the Commission’s Bureau of Motor Car- 
riers on or before March 31. 

The division said that by order of March 1, 1946, certain 
Class I common carriers by motor vehicle were required to 
keep their accounts and compile statistics that would permit 
them to report certain information as a Supplement to Motor 
Carrier Annual Report Form A for 1942. 

In a notice issued at the same time as the order, Secretary 
Bartel, of. the Commission, called attention to the order and 
said form A should be completed in its entirety to reflect opera- 
tions for the calendar year 1946. He said the supplement was in 
addition to the printed form A and that the data to be inserted 






































rate therein were for the'nine months ended December 31, 1946. 
F Train FEES ERE 
ailway PIPE LINES ACCOUNTS MODIFICATIONS 
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The Commission, division 1, has issued an order prescribing 
modifications in the uniform system of accounts for. pipe lines 
it said were deemed necessary for administration of the pro- 







tions were attached to the order and made part of it. 

The order provided that any interest party might, on or 
before February 1, file a written statement with the Commis- 
sion’s secretary giving reasons why the modifications should not 
become effective and requesting oral argument thereon. Argu- 
ment would be granted, the order said, if the reasons were 
substantial. 

Unless otherwise ordered on consideration of such objec- 
oa order said, the modifications would become effective 
arch 1. 
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RAIL EQUIPMENT DEPRECIATION RATES 


Depreciation rates applicable to equipment of steam rail- 
road companies have been prescribed by the Commission, in 
accordance with provisions of the “Uniform System of Accounts 
for Steam Railroads, Issue of 1943,” for the Brooklyn Eastern 
District Terminal, Buffalo Creek & Gauley Railroad Co., 
Chestnut Ridge Railway Co., Colorado & Southwestern Railroad 
Co, Detroit, Caro & Sandusky Railroad Co., El Dorado & 
Wesson Railway Co., Lake Champlain & Moriah Rail Road Co., 
Laona & Northern Railway Co., St. Louis & Ohio River Railroad 
Co. Utah Railway Co., Virginia & Truckee Railway, Western 
Allegheny Railroad Co., and White Sulphur Springs & Yellow- 
Stone Park Railway Co. The action was taken by sub-orders in 
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235-A, 499-B, 576-C, 646-B, and 161-A. 





SANTA FE SUBSIDIARY PURCHASE MODIFICATION 
The Santa Fe Trail Transportation Co., and its parent 
organization, the A. T. & S. F., have filed two petitions with 
an esti-Mo® Commission asking modification of orders authorizing the 
ear end Purchase of certain motor rights, in each case to show that 
Supplemental agreements have been entered into with the sell- 























Nos. SE 185-A, 437-C, 93-B, 281-B, 283-A, 287-C, 223-B, 672-A, : 
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ers to exclude from the transactions those portions of the 
sellers’ rights that duplicate existing authority of the Santa Fe 
motor subsidiary. 

The petitions were filed in: MC F-2289, Atchison, Topeka 
& Santa Fe Railway Co.—Control; Santa Fe Trail Transporta- 
tion Co.—Purchase—Hall Motor Freight Co., and MC F-3081, 
Same—Control; Same—Purchase (Portion)—-Edwin L. Vincent, 
dba Vincent Truck Lines. 

Purchase of the involved operating authorities were au- 
thorized by the Commission, division 4, subject to limitations 
making service offered auxiliary to that of the Santa Fe rail 
service, subject to certain keypoint restrictions, and with the 
further limitation that the motor subsidiary might not offer 
service or interchange traffic at any point not a station on the 
railroad (see Traffic World, Dec. 7, p. 1487). 


Railroad Abandonments 


P. S. & N. 


By a report and certificate in Finance No. 15530, Pittsburg, 
Shawmut & Northern Railroad Co. Trustees Abandonment, em- 
bracing Finance No. 15330, Sub. 1, Kersey Railroad Co. Aban- 
donment, the Commission, division 4, has authorized abandon- 
ment by the P. S. & N. of its entire line of railroad m New 
York and Pennsylvania, 144.5 miles of main line and about 12 
miles of branches, and to abandon operation over the railroad 
of the Kersey, a wholly-owned subsidiary, about 15 miles of 
main and branch track. The Kersey was also authorized to 
abandon its entire line. 

P. S. & N. was likewise authorized to abandon operation 
under trackage rights over a line of the Delaware, Lackawanna 
and Western, about 10 miles in New York and Pennsylvania, 
and to abandon operation under lease over the line of the 
Rochester, Hornellsville & Lackawanna, owned by the Amer- 
ican Red Cross, 9.31 miles in New York state. 

The report said P. S. & N., for the years 1941 through 
1945, had had net losses of $487,010, $632,462, $634,345, $843,368 
and $901,045. It said the net loss for the first six months of 
1946, was $466,960. ; : 

The Commission said it seemed that the railroad’s struggle 
to exist in the past 40 years or more, coupled with its inability 
to pay any interest on its outstanding bonds during that time, 
or any interest on its receivers’ certificates for the past 14 
years, demonstrated beyond a doubt that the line could not be 
operated at a profit and that its future was hopeless. 

It said counsel for railroad labor organizations pointed 
out that P. S. & N. had from 250 to 300 employes; that some 
of them had been in service for many years and were on the 
verge of retirement; and that the older employes would be 
unable to obtain employment with other railroads to fill out 
the period of service necessary to entitle them to retirement on 
a full-pension basis under the provisions of the railroad retire- 
ment act. The Commission said counsel had asked that condi- 
tions for the protection of employes be imposed in the event 
the line was not abandoned in its entirety. It continued by 
saying that “however unfortunate the situation of certain em- 
ployes may be, a carrier cannot be compelled to remain in busi- 
ness merely for the purpose of furnishing employment. Susque- 
hanna & N. Y. R. Co. Abandonment, 252 I. C. C. 81.” 


0. & N. W. 


In Finance No. 15563, the Ouachita & North Western 
Railroad Co. asks authority to. abandon its entire line extend- 
ing from Bethel, Caldwell Parish, to Standard, La Salle parish, 
La., about 10% miles, and operation thereof. The applicant 
said the line was no longer needed for service to the public 
and that other means of transportation were available in the 
territory served. 


G. B. & W. 


Authority to abandon a branch line extending from Scan- 
dinavia to Waupaca, Wis., in Waupaca county, about 9.71 miles, 
is asked by the Green Bay & Western Railroad Co. in an ap- 
plication in Finance No. 15564. The road asks to abandon and 
completely dismantle the branch line because, it says, it is no 
longer economically useful nor otherwise required in connec- 
tion with the operation of its line of railroad. Present and 
prospective traffic are insufficient to enable the line to make 
operating expenses, it says, adding that it would cost about 
$192,000 to bring the roadbed, track and facilities up to proper 
standard for continued safe operation. 


Suncook Valley 


The Suncook Valley Railroad, in Finance No. 15571, has 
asked the Commission for authority to abandon its so-called 
Suncook Valley extension branch, about 4.57 miles, in Merri- 
mack and Balknap counties, N. H. The applicant said freight 
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service on the branch had been suspended since February, 1944, 
and emergency motor carrier service substituted for rail service 
with the approval of the Commission. It said it was without 
funds with which to rehabilitate the tracks and roadbed and 
that, even if the funds were available, the cost of rehabilitating 
the property was prohibitive and uneconomical when compared 
with the revenues that would accrue through use of the trackage. 


D. & R. G. W. 


By a report and certificate in Finance No. 15500, Denver 
& Rio Grande Western Railroad Co. Trustees Abandonment, 
the Commission, division 4, has authorized the trustees of the 
applicant to abandon 4.08 miles of the company’s Crested Butte 
branch, extending from a point near Crested Butte to a point 
near Anthracite, in Gunnison, Colo., together with about one- 
half mile of side and spur tracks. The authorization was made 
subject to conditions for the protection of employes. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here., Details of such orders are pub- 
lished, in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5455, Tankage—from, to and between South- 
west, from January 6 until August 6 certain schedules as 
published in supplements Nos. 10 and 11 to Consolidated 
Freight Classification No. 17, Agent R. C. Fyfe’s I. C. C. No. 
30, MF-I. C. C. No. 8 and I. C. C.-F. F.-W. C. No. 3, and 
various exceptions to the Western Classification. The suspended 
schedules propose increased ratings on garbage tankage and 
tankage, n. o. i. b. n., from, to and between points in the south- 
west, and reduced ratings on dry-rendered tankage, from points 
in Southwestern Territory to destinations in Official Territory. 


Middle Atlantic Motor Rates Not 
Suspended; Investigation Voted 


The Commission has voted not to suspend, but to investi- 
gate, Middle Atlantic States Motor Carrier Conference master 
tariff No. 5, M. F.-I. C. C. A-220, and other tariffs, published 
to become effective January 6. 

The tariffs carry general increases in rates but no increases 
in minimum and accessorial charges (see Traffic World, No- 
vember 23, p. 1377). The tariffs were protested by, among 
others, the U. S. Department of Agriculture, Port of New York 
Authority, New Jersey Industrial Traffic League, Middle At- 
lantic Shippers Motor Carrier Conference, Newark, N. J., the 
Eastern Traffic Bureau, New York City, and the Richmond 
(Va.) Chamber of Commerce. 

The Department of Agriculture mentioned the proposal of 
the Middle Atlantic States conference in connection with a re- 
quest that the Commission institute a general revenue investi- 
gation in the motor-carrier field. It asked the Commission not 
to make any ex parte decisions affecting any of the proposals 
for rate increases now filed or which, it said, would inevitably 
be filed, shortly by motor carriers “insofar as they seek general 
horizontal rate increases consequent upon or analogous to rail 
increases authorized” in Ex Parte 162, Increased Railway Rates, 
Fares and Charges (see Traffic World, January 4). 


Commission to Investigate 
Car Service Practices 


Responsive to a suggestion of O. D. T. Director Johnson 
that the Commission investigate car-hire arrangements because 
of what he called undue delay in handling and returning freight 
cars to owning carriers, the Commission, on its own motion, 
instituted its investigation in No. 29669, Car Service—Freight 
Cars (see Traffic World, January 4). 

The investigation, according to the order, is 


. for the purpose of determining whether the rules, regulations, 
and "practices with respect to the use, control, supply, movement, dis- 
tribution, exchange, interchange, and return of plain, ventilated, and 
automobile box cars, refrigeratos cars, stock cars, ordinary gondola, 


flat, and hopper cars, including covered hopper cars (but not including ~ 


the distribution of coal cars at mines or related matters embraced 
within section 1, paragraph 12 of the interstate commerce act, or issues 
involved in prior proceedings respecting distribution of coal cars at 
mines) used in freight service by common carriers by railroad, are 
unreasonable or otherwise unlawful, whether such cars are being 
wastefully, uneconomically, or inefficiently used, controlled, supplied, 
moved, exchanged, interchanged, and returned, and whether such cars 
are being unfairly or inequitably distributed among shippers; with the 
view to the making of findings and the entry of an order or orders, 
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under authority of section 1(10), (11), (13), and (14), section 2, sectio 
3(1), and section 15(1) of the interstate commerce act... requiring th 
establishment of such reasonable rules, regulatory practices as ma 
be necessary to correct any unreasonableness found to exist, and requi 
ing the removal of any other unlawfulness found to exist, with respe 
to said matters. 


All common carriers by railroad subject to the act wer 
made respondents, and the proceeding was assigned for hearing 


in Washington, D. C., before Examiner Claude A. Rice, on Feb 
ruary 4. 











Director Johnson, in a letter to Commissioner Aitchison, ; L te 
acting chairman of the Commission, late in August, suggeste; a 
an investigation into the details of arrangements with respect t Held 
car-hire and that the Commission take steps to effect “mor 
prompt utilization by a carrier of its own cars on its own line,’ Ex 
He said reports from the field indicated delays in handling cars posed 1 
and that, among other things, a more prompt use of system carg Barge 
and return of foreign cars to proprietary lines by the carrier mendet 
would materially increase the number of cars available to shpg report 
pers and ameliorate existing and prospective shortages. tive a 

Secretary Bartel, of the Commission, made public the O§ author! 
D. T. director’s letter and his suggestion as to the form of an River | 
order for instituting the investigation, and asked that the views ville, 1 
of those interested be filed with the Commission in writing om applica 
or before September 30 (see Traffic World, Sept. 7, p. 669). “a 

wo wit 
. = j ects 0 
Freight Car Charge Investigation whethe 
mash : : 3 therea: 

The Commission on its own motion, in No. 29670, Increased conclu 
Per Diem Charge on Freight Cars, has instituted an investiga§ ville w 
tion to determine whether a rate of two dollars a day or othet Ai 
increased rate to be paid the owner for the use of each call chatta 
during periods of car shortage (except tank and refrigerator 490 da 
by any common carrier would promote greater efficiency in thd plicati 
use and increase the supply of cars. affect 

All common carriers by railroad and all other persons own§ tinuan 
ing or leasing freight cars (except tank and refrigerator cars 
to any such carrier were made respondents. The proceeding Th 
was assigned for hearing February 12 in Washington, D. Cy of Jun 
before Examiners Myron Witters and Paul C. Smith. weggerssf 

Such an increase in per diem charges was suggested by jn the 
Director Johnson, of the Office of Defense Transportation, in 4 comply 
letter to the acting chairman of the Commission to stimulatd@ are no 


prompt handling and return by hiring roads of foreign cars t 


tions, 
owning roads (see Traffic World, Sept. 7, p. 669.) 
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No. 29669, Car Service—Freight Cars. trans] 
Investigation instituted by the Commission, on its own motion, Fall } 
to determine whether the rules, regulations, and practices with reg ragan 
spect to the use, control, supply, movement, distribution, exchange’ River 
interchange, and return of plain, ventilated, and automobile box T 
cars, refrigerator cars, stock cars, ordinary gondola, flat, and hoppe ized 1 
cars, including covered hopper cars (but not including the distri that : 
bution of coal cars at mines or related matters embraced within 
section 1, paragraph 12 of the interstate commerce act, or issueq ®S WE 
involved in prior proceedings respecting distribution of coal ca 
at mines) used in freight service by common carriers by railroad, 
are unreasonable or otherwise unlawful, whether such cars ar4 P 
being wastefully, uneconomically, or inefficiently used, controlled ro 
supplied, moved, exchanged, interchanged, and returned, ané 
whether such cars are being unfairly or inequitably distributed 
among shippers. The investigation was instituted with a view té ] 
the making of findings and entry of order or orders requiring thé f 
establishment of such reasonable rules, regulations, and_ practice rom 
as might be necessary to correct any unreasonableness found t Clare 
exist, and requiring the removal of any other unlawfulness fount lish 
to exist, with respect to said matters. All common carriers byg more 
railroad were made respondents. The proceeding was assigned fo than 
hearing in Washington, D. C., before Examiner Claude A. Rice to tt 
February 4. effec 
MC C-881, American Body & Trailer Co., Oklahoma City, Okla., vs R.C 
Consolidated Forwarding Co., Inc., St. Louis, Mo. dies 
Rate on two volume.shipments of motor truck couplers, Septem from 
ber 17, 1943, from Dayton, O., to Oklahoma City, in violation 4 rates 
section 217(b). Asks order determining lawful rate. (Thomas N§ from 
McAfee, 208 Equity Bldg., Oklahoma City, Okla.) othe! 
No. 29671, M. Linkman & Co., Chicago, Ill., vs. B. & O. et al. proc 
Rates on 10 shipments, ‘carloads, of briarwood, in bags, importe shal] 
in 1944, 1945, 1946, from European countries through the Port 0 fi 
New York, in violation of section 6. Asks cease and desist ordet rst- 


the | 


rates, and reparation of $1,699,20. . 
Incre¢ 


(L. E. Whitney, 1002 Wilso 
Ave., Chicago 40, Til.) 
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4 Late-Filed: Water Rights Application 
| Held No Bar to Grant of Authority 


Examiners Claude A. Rice and John A. Russell, in a pro- 








g cars posed report on hearing and reconsideration in W-326, Central 

m car Barge Co. Extension—Knoxville—Port Cargill, have recom- 

arrier@ mended that the Commission affirm the findings of its prior 

oO ship™ report of January 9, 1946, and that it permit to become effec- 
tive a second amended certificate issued with the prior report 

the Of authorizing operations, as a common carrier on the Tennessee 

1 of am River and tributaries, between Chattanooga, Tenn., and Knox- 

> views ville, Tenn., as an extension of, and in connection with, the 

ting om applicant’s previously authorized operations. 

9). The Commission, said the examiners, was concerned solely 
with the date certain federal government improvement proj- 
ects on the Tennessee River were open for navigation and 
whether the service was instituted within the time required 
thereafter, namely 120 days. They said the Commission should 

crease@ conclude that the waterway between Chattanooga and Knox- 

vestigag ville was officially opened for navigation on December 31, 1943. 







r othe After reciting that the applicant’s towage service above 


Chattanooga and its freighting service were instituted within 
120 days from December 31, 1943, the examiners said the ap- 
plication was not filed until June 3, 1944, but that that did not 
affect the applicant’s right to a certificate authorizing con- 
tinuance of its extended operations. They added: 


The requirements of the statute, as interpreted by the . . . order 
of June 11, 1941, under which applications covering services extended 
within the time required are to be filed in no event later than the date 
on which the extended service is instituted, is reasonable and necessary 
in the proper administration of section 309 (d), and carriers should 
comply therewith, but failure to do so, as in the case of tariffs which 
are not filed within the time prescribed by the Commission’s regula- 
tions, merely subjects carriers to the penalties provided by the act 
for violations of a regulation or order. Such failure does not effect 
forfeiture of statutory rights. 


SANFORD WATER CARRIER RIGHTS 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in W-944, Edwin H. Sanford, 
Common Carrier Application, has recommended that the appli- 
cant, doing business as Prudence Island Line, of Tiverton, R. I., 
be authorized to conduct seasonal operation, from May to Oc- 
tober, inclusive, of each year, as a common carrier(1) in the 
transportation of passengers and commodities generally be- 
tween Fall River, Mass., and Prudence Island, R. I.; (2) in the 
transportation of passengers (a) on round-trip excursions from 
Fall River to Riverside, Warwick Neck and Wickford, on Nar- 
ragansett Bay, and return, and (b) on fishing cruises from Fall 
River to points on Narragansett Bay and return. 

The bureau said there was no other water carrier author- 
ized to operate between Fall River and Prudence Island, and 
that this service was necessary to the residents of the island 


1 motion, 
with re 
xchange 
ybile box 
id hoppe 
ne distri 
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class-rate groups. By the application, carriers parties to Agent 
R. H. Hoke’s tariffs I. C. C. Nos. 688 and 823 applied for 
authority to establish and maintain rates on green salted hides, 
in carloads, from Atlanta, Ga., to Boston, Mass., and points 
in the Boston switching limits, and from 15 origins in Alabama, 
Georgia, and Florida, to Endicott, N. Y., without observing 
the long-and-short-haul provision of section 4. Certain relief 
was granted temporarily by fourth-section order No. 15159 as 
supplemented, according to the report, which said a hearing 
was held and that there was no opposition. 


Cement -Bonding 


Fourth section application. No. 21989, Cement Bonding, 
Houston, Tex., to St. Louis, Mo. By Examiner Claude A. Rice. 
Recommends authorizing applicants to establish and maintain 
for the transportation of cement, bonding, concealing or im- 
bedding, n. o. i. b. n., in carloads, minimum 40,000 pounds, 
from Houston to Memphis, Kansas City, St. Louis, Chicago, 
and Minneapolis, respectively, rates of 43, 43, 43, 52 and 64 
cents, and from intermediate points on routes not longer than 
115 per cent of the direct routes from which the rates from 
Houston will be observed as maximum, and to intermediate 
points on such routes to which the rates to the named destina- 
tions will be observed as a maximum, and to maintain higher 
rates from and to intermediate points on routes longer than 
115 per cent of the direct routes; rates not to apply over any 
route longer than the direct route from and to the same point 
by more than 50 per cent. The application was filed on behalf 
of carriers parties to Agent D. Q. Marsh’s tariff I. C. C. No. 
3596. Relief was authorized temporarily by fourth-section order 
No. 15533 (corrected) until the effective date of the further 
order to be entered after hearing, which was held. No opposition 
to the application was presented, according to the report. 


Evaporated Milk 


No. 29553, Catz American Sales Corporation vs. Erie Rail- 
road Co. et al. By Examiners M. H. Konigsberg and E. L. 
Boisseree. Recommended that the Commission should find de- 
murrage charges sought to be collected for detention of 14 cars 
of evaporated milk in cans, in Febraury, 1946, at Hoboken and 
Jersey City, N. J., unreasonable to the extent that they exceeded 
$1.20 a car-day in the periods that a strike of New York harbor 
tugboat operators was the proximate cause of the detention. 
Also recommended that defendants should be authorized to 
waive collection of the charges down to that basis. 


Livestock 


__No. 29467, Neuhoff Packing Co. vs. Louisville & Nashville 
Railroad Co., et al. By Examiner J. Edgar Snider. Recom- 
mended that the Commission should find that complainant, a 
wholly owned subsidiary of Swift & Co., Nashville, Tenn., has 
requested in writing delivery of livestock on its industrial track 
adjacent to its packing plant; that defendants have refused to 
make such delivery; that the complainants’ facilities are ample 
to receive such livestock and, since complainant’s industrial 
siding is used for the receipt and delivery of commodities other 
than livestock, that deliveries of livestock would be practicable; 
and that the rates charged amply compensate defendants for 
such delivery. Recommended that the Commission should fur- 
ther find defendants’ refusal to deliver carload shipments of 
livestock to complainant’s industrial sidetrack at Nashville while 
contemporaneously providing such service to complainant’s com- 
petitors, is unduly prejudicial to complainant and preferential 
of its competitors in violation of section 3, interstate commerce 
act, and an unreasonable and unlawful practice in violation of 
section 1. Recommends defendants be ordered to cease and de- 
sist from such violations and establish just, reasonable and 
nonprejudicial rules and practices for the future. 


Electric Railway 


Electric. Railway Docket No. 20, South Brooklyn Railway 
Co. By Examiner L. H. Dishman. Recommended that the Com- 
mission should find that the South Brooklyn Railway Co., 
Brooklyn, N. Y., did not as of August 29, 1935, and at present 
does not, fall within the terms of the electric-railway exemption 
provisos of section 1(a) of the railroad retirement act of 1937, 
the railroad unemployment insurance act, and the carriers tax- 
ing act of 1937. The examiner said the record was caviar, 
that on the aforementioned date the company had been, an 
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that it still was, more than a street, interurban, or suburban 
electric railway; and that in that period it had continued to 
operate as a part of a general steam-railroad system of trans- 
portation. Operating over a route mileage of 26.19 miles wholly 
within Brooklyn, the South Brooklyn railway, said the exam- 
iner, was a small part of a large municipally owned and oper- 
ated electric street railway system and was operated and main- 
tained only by city employes. Between 1932 and June, 1940, said 
the examiner, the South Brooklyn was a part of the Brooklyn- 
Manhattan Transit System, which was acquired June 1, 1940, 
by the City of New York. After a review of the operations of 
the company and its revenues, the examiner sad ‘each of the 
respondent’s important characterist'cs, including ratio of freight 
to passenger traffic of its individual line as distinguished from 
the City Transit System, the manner in which it conducted its 
operations, and the way it served the public, were similar to, if 
not identical with, the operations of other electric railways that 
had been held not within the same or similar exemption 
provisos. 


Proposed Reports in Motor 
Revocation Proceedings 


The Commission has issued a group of proposed reports 
in investigation proceedings relating to operations of eight 
motor common carriers, in which it is recommended that the 
respondents be found not to be rendering reasonably continuous 
and adequate service ‘under certificates granted by the Com- 
mission and not to be in compliance with the requirements of 
section 215 of the interstate commerce act and the Commission’s 
rules and regulations thereunder governing the filing and ap- 
proval of surety bonds, policies of insurance, or other evidence 
of financial responsibility for the security and protection of the 

ublic. 
4 The reports recommended that each of the respondents be 
ordered to institute reasonably continuous and adequate service 
and comply with section 215 requirements and the Commission’s 
rules and: regulations thereunder within 60 days from the 
effective date of orders to be entered by the Commission, fail- 
ing in which outstanding certificates be revoked. 

The proceedings, respondents, and their authorities, were 
as follows: 


MC C-609, Hugo Termini, dba T. & S. Trucking Co., Union City, 
N. J. (MC 20770), groceries, over irregular routes, from New York, 
N. Y., to points in Bergen, Monmouth, Passaic, Essex, Hudson, Union, 
Middlesex, and Morris counties, N. J. 

MC C-618, Marlyn A. Merrill, dba Merrill’s Transfer, Ithaca, N. Y. 
(MC_ 70086), books, antiques and clothing, between Ithaca, N. Y., on 
the one hand, and, on the other, points in N. Y., Mass., Pa., N. C., 
N. H., N. J., and Mich., not including points in the northern peninsula 
of Mich., over irreguiar routes, traversing W. Va., O., Md., Va., and 
D. C., for operating convenience only. f 

MC C-632, Ivan Greenawalt, Quarryville, Pa. (MC 73657), fertilizer, 
over irregular routes, from Baltimore, Md., to Quarryville, Pa., and 
lumber, over irregular routes, from Baltimore, Md., and Wilmington, 
Del., to Quarryville, and return with no transportation for compensation 
to Baltimore and Wilmington. 

MC C-714, Adam Bowman, Stratton, Ontario, Canada (MC 93582), 
forest products between the boundary of the U. S. and Canada at 
International Falls, Minn., and International Falls, over irregular routes. 

MC C-716, Linton Judson, Enco, Ontario, Canada (MC 93610), forest 
products between the boundary of the U. S. and Canada at International 
Falls, Minn., and International Falls, over irregular routes. 

MC C-824, Bradford Carrey, Warren, Ida. (MC 52299), passengers 
and their baggage, and express and mail in the same vehicle with pas- 
sengers, over a regular route, between McCall, Ida., and Warren, Ida., 
serving all intermediate points and the off-route point of Burgdorf, Ida. 

MC C-828, Ray Messenger, Idaho Falls, Ida. (MC 100029), coal, from 
mines in Wyoming within 35 miles of Alpine, Wyo., to Pocatello and 
St. Anthony, Ida., over regular and irregular routes in the season 
extending from June 1 to December 31, inclusive, serving all inter- 
mediate points on specified routes and the off-route points. of Dubois 
and Roberts, Ida., and points in Idaho within five miles of the specified 
routes. 

MC C-853, Leonard S. Kimble, Beverly, N. J. (MC 71847), agricul- 
tural commodities, over irregular routes, from points in Burlington 
county, N. J., to New York, N. Y., Philadelphia. Pa., Baltimore, Md., 
and Washington, D. C., and fertilizer and fertilizer ingredients from 
Philadelphia to Bridgeton, N. J., and points in Burlington county. 


In a report dealing with motor contract carrier operations, 
in MC C-623, Edwin B. Carr, Jr., Margate, N. J., it is recom- 
mended that the respondent be found not to be in compliance 
with section 215 requirements and the Commission’s rules and 
regulations thereunder, and that failure to comply therewith 
within 60 days from the effective date of.an order entered by 
the Commission, the outstanding permit be revoked. The re- 
spondent was authorized, in MC 84368, to operate as a contract 
carrier of such merchandise as is dealt in by wholesale, retail, 
and chain grocery and food business houses, and, in connection 
therewith, equipment, materials, and supplies used in the con- 
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duct of such business, over irregular routes, between points 
within a defined area of N. J., and between points in such area, 
on the one hand, and Philadelphia, Pa., on the other. 


Motor Proposed Reports 


(Recommended oraers in proposed motor reports, at expiration of 26 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed o: postponed by the Commission. State in which applicant 
has home office is shown in “black face” type. with name of town or 
city following.) 


Arizona (Phoenix)—-MC 107499, Harold M. Shaw. Certifi- 
cate proposed. Molasses and sulphuric acid, in bulk, in tank 
trucks from points in the Los Angeles and Los Angeles Harbor 
commercial zones to points in Maricopa county, Ariz., and 
tallow, and soybean and cottonseed oils, in bulk, in tank trucks, 
in the reverse direction, over irregular routes. 

Indiana (Evansville)--MC 39306, Sub. 3, Evansville & 
Ohio Valley Railway Co., Inc. Certificate proposed. Moulding 
sand, in bulk, over a regular route, from the site of the Eugene 
W. Smith, Inc., sand plant approximately 7% miles west of 
Rockport, Ind.,; over Indiana highway 161 to junction Indiana 
highway 66, thence over Indiana highway 66 to Rockport. serv- 
ing the site of the Houghland & Hardy sand plant approxi- 
mately 7 miles west of Rockport as an intermed‘ate point for 
pick-up only. 

North Carolina (New Bern)—MC 28985, Sub. 4, Seashore 
Transportation Co. Certificate proposed. Passengers, baggage, 
express, mail and newspapers over 16 described routes between 
points in N. C., subject to request for withdrawal of applica- 
tion in MC 28985 and BMC 75 statements in Nos. 28985, Sub. 
Nos. 1, 2 and 3. 

Illinois (Chicago)—-MC 29130, Sub. 52, Rock Island Motor 
Transit Co. Certificate proposed subject to conditions, includ- 
ing limitation of service to that which is auxiliary to, or sup- 
plemental of, rail service of the Chicago, Rock Island & Pa- 
cific Railway Co. General commodities, with exceptions, be- 
tween Clyde and Belleville, Kan., over a described route serv- 
ing Agenda and Cuba, Kan., as intermediate points; serving 
Zeandale and Wabaunsee, Kan., as off-route points in connec- 
tion with regular-route operations between Salina and Topeka, 
Kan., and between Herington and Topeka; serving Bala, Kan., 
as an off-route point in connection with regular-route opera- 
tions between Clay Center and Manhattan, Kan.; and between 
Clyde, Kan., and junction of U. S. highway 81 and unnumbered 
highway north of Concordia, with no service at any interme- 
diate points or at said junction, for operating convenience only 
in connection with otherwise authorized regular routes, subject 
to request for cancellation of present authority between Clyde 
and Concordia over Kansas highway 9. 

Arizona (Phoenix)—-MC 41036, Sub. 4, Lightning Moving 
and Warehouse Co. Certificate proposed. General commodities, 
with exceptions, between points in an area comprising Phoenix, 
Ariz., and points within 25 miles thereof; commodities requir- 
ing special equipment because of size or weight, between points 
in Ariz.; household goods, between Phoenix and ponts w:thin 
25 miles thereof, on the one hand, and points in Ariz., on the 
other; and portable houses, set up, with or without installed 
refrigerators, cabinets, plumbing, air conditioning, or heating 
equipment, from Litchfield Park, Ariz., to points with'n 500 
miles of Litchfield Park in Ariz., Calif., Colo., Nev., N. M,, 
Tex., and Utah; all over irregular routes. 

Oklahoma (Pond Creek)—MC 107468, George Crist. Per- 
mit proposed. Flour, feed, cereal, and corn meal in containers, 
from Jefferson, Okla., to points in defined areas of Ark., Kan., 
and Tex., over irregular routes with return of rejected ship- 
ments, and grain, in bulk, and feed, in containers, in the op- 
posite direction. 

Michigan (Detroit)—-MC 10761, Sub. 20. TransAmer‘can 
Freight Lines, Inc. Denial of application for certificate pro- 
posed on finding applicant’s operation of general commodities, 
with exceptions, between Detroit, Mich., on the one hand, and 
Buffalo and Niagara Falls, N. Y., on the other, over alternate 
routes through the Province of Ontario, Canada, not subject to 
the certificate or permit provisions of the interstate commerce 
act. The report observed that the Commission’s jurisdiction 
over motor carriers extended only over operations within the 
United States and pointed out, in the instant case, the appli- 
cant must obtain operating rights from Canadian authorities 
to operate through the Province of Ontario. But, it noted that 
applicant’s existing authority included the right to operate to 
and from any point in Detroit and Buffalo and Niagara Falls, 
including the international boundaries therein and said, in view 


of this fact, the applicant was not required to obtain a cer-}* 


tificate to perform the operation considered. 
Wisconsin (Menomonie)—MC 107396, Eldon Martell, com- 
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mon carrier. Certificate proposed. Livestock and agricultural 
commodities, between points in the towns of Spring Brook, 
Red Cedar, Dunn, Weston, Menomonie, and Lucas, Dunn 
county, Wis., on the one hand, and, on the other, South St. 
Paul and Newport, Minn., over irregular routes. 

Kentucky (Middlesboro)—-MC 107637, Walter Williams. 
Certificate proposed. Household goods, new furniture and grain 
between points in Bell county, Ky., on the one hand, and 
points in Ky., Tenn., and Va., on the other, over irregular 
routes. 

Wisconsin (Madison)—-MC 107577, Lorin H. Crawmer, dba 
Bodger Explosives Co. Permit proposed, subject to revocation 
of outstanding certificates in MC 88571 and MC 88571, Sub. 1. 
Explosives, other than liquid explosives, from Ishpeming, Mich., 
and Madison, Wis., to points and places in IIl., Ia., Minn., and 
Wis., over irregular routes, with return of empty containers 
and rejected shipments. 

Vermont (Wilder)—-MC 107528, Harry K. Shepard. Denial 
of application for certificate proposed. Lumber, from points 
in Windsor county, Vt., to points in that part of Mass., on and 
east of U. S. highway 5, traversing N. H. for operating con- 
venience. 

Massachusetts (Plymouth)—-MC 107032, George A. Colley, 
Jr.. dba G. A. Colley Transportation Co. Certificate proposed. 
Fresh or green cranberries from points in Plymouth and Barn- 
stable counties, Mass., to New York, N. Y., Philadelphia, Pa., 
and Hartford and New Haven, Conn., and fish and seafood 
from points in the aforementioned counties to New York, N. Y., 
Philadelphia, Pa., and Sea Bright, Port Lee, and Brooklyn, 
N. J., over irregular routes. j 

West Virginia (Princeton)—-MC 93816, Sub. 1, Howard 
Price, dba Price Transfer. Certificate proposed. Household 
goods between Princeton, W. Va., on the one hand, and_ points 
in Va., N. C., Ky., W. Va., Md., and D. C., on the other, over 
irregular routes. 

Wisconsin (Sheboygan)—-MC 43408, Sub. 3 (Corrected), 
West Shore Transport Co. Certificate proposed. General com- 
modities, with exceptions, serving Cudahy, Fox Point, Green- 
dale, West Milwaukee, Shorewood, Wauwatosa, West Allis, 
and Whifefish Bay, Wis., as off-route points in connection 
with otherwise authorized regular route operations to and 
from Milwaukee. 

California (Los Angeles)—-MC 34301, Sub. 1, Albert Borch- 
ard, dba General Trucking Service. Permit proposed. Magazine, 
periodicals, and paper-bound books in pocket-size editions, 
from Los Angeles, Calif., to San Bernardino, Calif., with re- 
jected shipments on return. " 

North Carolina (Bladenboro)—-MC 15242, (Corrected), 
Thurman Cary Dowless, dba T. C. Dowless Transfer. Amended 
certificate proposed under the “grandfather” clause. Continu- 
ance of operation, peanuts from Bladenboro, N. C., and points 
within 50 miles thereof to Suffolk and Franklin, Va., and 
cotton yarn from the same origin points to points in N. C,, S. C., 
Ga., Tenn., and Va., over irregular routes. 

Ohio (Columbus)—-MC 33469, Sub. 1, Ohio Freight Lines, 
Inc. Recommends dismissal of proceeding for determination 
of the question whether applicant may engage as a common 
carrier in transportation of property, in interstate or foreign 
commerce, between points in Ohio under the provisions of the 
second proviso of section 206(a) of the act, on basis of findings 
made in the report. The report found applicant’s operations 
to be in a common interest with those of Pennsylvania Trunk 
Lines, Inc., a:property common carrier operating in more than 
a single state, but that if applicant completely severed em- 
ployment: relationship with Pennsylvania, and retained no 
interest therein, financial or otherwise, the involved operations 
would not be in such common interest and in such circum- 
Stances, applicant “will be lawfully engaged in operations 
Solely within a single state within the meaning of section 
206(a) of the act.” 

Kansas (Wichita)—-MC 30600, Sub. 58, Santa Fe Trail 
Transportation Co. Denial of certificate proposed. Passengers 
and their baggage, and express, mail and newspapers in the 
same vehicle, over a specified route, between East Peoria, IIL, 
and Springfield, Ill., and return over the same route, as an 
alternate route for operating convenience only, serving no inter- 
mediate points. 

Massachusetts (Boston)—-MC 56541, Sub. 34, New England 
Transportation Co. (Corrected Report). Certificate proposed, 
With conditions. Passengers and their baggage, and newspapers, 
mail, and express in the same vehicle with passengers and bag- 
gage in separate vehicles, over a regular route between speci- 
field Conn. points, serving all intermediate points. 

Ohio (Jamestown)—MC 66367, Sub. 1, Dayton and South- 
eastern Lines, Inc. Certificate proposed, with conditions. Pas- 
Sengers and their baggage, and express, newspapers, and mail 
in the same vehicle, between Xenia, O., and Dayton, O., and 
return, over a described route, serving all intermediate points. 
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Alabama (Birmingham)—MC 70643, Sub. 2, Bradley White, 
dba Bradley White Co. Denial of certificate proposed. House- 
hold goods between points in Fla., on the one hand, and, on the 
other, points in Ga., Ky., La., M’ss., N. C., O., S. C., and Tenn., 
and between points in ‘Ala. and Fla., on the one hand, and, on 
the other, points in Mich., N. Y., Pa., Ill., and Va., traversing 
W. Va., N. J., Md., and Washington, D. C., for operating con- 
venience only, over irregular routes. 

California (Oakland)—-MC 107340, R. E. Martin and Rich- 
ard Miller, Jr., dba Martin’s Truck and Air Freight Service, 
Denial of certificate, for want of prosecution, proposed. Over 
irregular routes, general commodities, between Oakland and 
points within 40 miles thereof, on the one hand, and, on the 
other, Oakland Airport and San Francisco Airport, with re- 
strictions. 


MERCHANDISE CAR USE 


The Office of Defense Transportation has issued amendment 
No. 1 to permit 9 under general order O. D. T. 1, providing 
that, notwithstanding restrictions in the general order: 


. . » any common carrier by rail may accept from a shipper, or load 
and forward from or within any city or town to any point within the 
United States any refrigerator car containing merchandise consisting 
exclusively of portable heaters used or to be used in the protection of 
shipments by rail if such car would otherwise move empty to such 
points. 


The amendment was made effective January 10, to expire 
at 11:59 p. m., March 31. 
The original permit was for the movement of such cars 


into Maine. 


GONDOLA, HOPPER DEMURRAGE ORDER AMENDED 


By amendment No. 1 to service order No. 653, Demurrage 
charges on Gondola, Open and Covered Hopper Cars, the Com- 
mission, division 3, effective January 6, at 7 a. m., has changed 
the description of cars affected by the order. 

The service order, according to the amendment, shall apply 
to cars suitable for interchange described under the headings 
Class G—Gondola Car Type, Class H—Hopper Car Type, also 
covered hopper cars having a mechanical designation “LO” or 
gondolas “MWB” in the current Official Railway Equipment 
Register. 

Under the service order, demurrage charges originally had 
been increased on cars suitable for interchange described: under 
the headings Class G—Gondola Car Type, Class H—Hopper 
Car Type, also covered hopper cars having a mechanical desig- 
nation prefixed by “LO” in the aforementioned register (see 
Traffic World, December 21, 1946, p. 1652). 


CITRUS BUNKER SALT ORDER AMENDED 


Effective from 12:01 a. m., January 3, until 11:59 p. m., 
February 1, the Commission, division 3, by amendment No. 5 
to service order No. 260, Salting of Ice on Cars of Citrus, has 
added to paragraph (a) an exception reading as follows: 


Exception: The provisions of this order, during the effectiveness of 
this amendment, shall not apply to the salting, at regular icing stations 
enroute, with not to exceed three per cent (3%) salt, of ice in the 
bunkers of refrigerator cars, shipped from any origin in the state of 
Florida, loaded with straight carloads of tangerines, or loaded with 
mixed carloads of tangerines and other citrus fruit providing tangerines 
comprise fifty per cent (50%) or more of the lading. 


The service order, effective until 11:59 p. m., June 30, 
restricts salting of bunker ice in refrigerator cars loaded with 
citrus fruits originating in Arizona, California, Florida, or Texas, 
with some exceptions with respect to the amount of salt used 
in Texas or Florida. 


CLAY CARLOADING MODIFICATIONS 


Carload freight loading requirements of clay and certain 
non-perishable commodities have been modified by the Office 
of Defense Transportation. 

The action was taken in amendment 8 to special direction 
ODT-18A-1, effective January 8. 

The new amendment eliminates refined clay, and substi- 
tutes clay, crushed, ground, or pulverized in paper sacks. The 
amendment also modifies the loading requirements of some non- 
perishable commodities in barrels or drums by eliminating the 
reference to capacity in gallons and by adding requirements 
for loading barrels and weighing 250 pounds or more 
but less than 500 pounds each. 

The loading requirements as amended, follow: 


191. Clay. Clay, crushed, ground, or pulverized, in paper sacks, 
shall be loaded not less than seven tiers high covering the entire floor 
space of the car. 


970 (b). In barrels or drums, weighing 500 pounds or more each, 











shall be loaded on end, not less.than one tier high, covering the entire 
floor space of the car. 

970 (c). In barrels or drums, weighing 250 pounds or more each 
and less than 500 pounds each, shall be loaded on end two tiers high, 
covering the entire floor space of the car. 


0. D. T. PERSONNEL 


Director Johnson, of the Office of Defense Transportation, 
has announced the resignation, effective January 15, of L. C. 
Turner, as director of the waterway transport department, to 
take over the post of president of the Great Lakes Towing Co., 
with offices at Cleveland, O. 

Mr. Turner came to the O. D. T. in September 1941 as 
chief, section of research and permits, and later served as 
director, division of inland waterways. He was appointed to 
ag oo post as head of all domestic water transportation 
in . 

Mr. Turner’s letter of resignation to Director Johnson said 
in part: 

It has been a privilege as well as a pleasure to work under your 


great leadership and I will always be proud to have been a part of such 
a successful organization. ; 


Director Johnson’s reply to Mr. Turner stated in part: 


You have been with the Office of Defense Transportation for more 
than four years and have served in various capacities: Your work has 
always beén characterized by thoroughness and a conscientious regard 
for all affected. You have been more than equal to all tasks placed 
upon you, and I cannot allow the occasion to pass without telling you 
of my special indebtedness to you for your conscientious and efficient 
work as federal manager of the properties of towing and transportatiun 
companies in New York harbor area, and as federal manager of The 
Great Lakes Towing Co. Largely through your personal efforts the 
purposes of the executive orders were accomplished with efficiency, 
courtesy and a minimum of delay. 


Before coming to the O. D. T. Mr. Turner was president 
of the American Agencies, Ltd., a New Orleans steamship 
agency, and before that he was district manager of Swayne and 
Hoyt, Ltd., steamship operators. 


TRACTOR EXPORT RULING 


To insure as it said, continued equitable distribution of farm 
type wheel and tracklaying tractors between domestic and ex- 
port needs, the Civilian Production Administration has extended 
the life of the tractor export order, L-356, to March 31, 1947. 

L-356, which limits export shipments of these products to 
amounts permitted by C. P. A., was originally scheduled to 
expire on December 31, 1946. 

C. P. A. said that extension of the order was necessary 
because of the extremely heavy domestic demand plus the 
pressing requirements for United Nations Rehabilitation and 
Relief Administration and other urgent needs. 

Its action, C. P. A. said, would be followed shortly by 
issuance of instructions to individual tractor manufacturers, 
establishing their permitted export ceilings. 





EXPORT CONTROL CHANGES 


The Office of International Trade, Department of Com- 
merce, has announced removal of export licensing control over 
a number of commodities, including cheese, unsweetened evap- 
orated milk, certain types of forest products, and synthetic 
chemical cleansing agents, bringing to more than 150 the num- 
ber of items decontrolled in the last two months. 

The list of commodities removed from control in the latest 
action follow: 


Unsweetened evaporated milk, cheese, all types, cottonwood and 
aspen logs, wagon-oak planks, wood handle blanks, certain types of 
plywood, lath, shingles, plaster of Paris, synthetic chemical detergents, 
steel sheets, black, ungalvanized (including hot and cold rolled), con- 
taining no alloy; with 4/10 of 1 per cent or more carbon content, and 
iron and steel strip (cold rolled) containing no alloy; with 4/10 of 1 
percent or more carbon content. 


These steel mill products with 4/10 of 1 per cent carbon 
content remained subject to export control, O. I. T. said. 


EXPORT DECLARATIONS RULING 


J. Edward Ely, chief of the foreign trade division of the 
Bureau of the Census, Department of Commerce, has sent the 
following to collectors of customs, exporters and others con- 
cerned, with respect to amendment to circular letter No. FT 22, 
extending date for accepting Shipper’s Export Declarations 
bearing the word, ‘Confidential’: 


Reference is made to Circular Letter No. FT 22, dated June 3, 
1946, permitting Collectors of Customs to accept Shipper’s Export 
Declarations (Commerce Form 7525-V) until December 31, 1946. 

In view of the current paper shortage and the existence of un- 
depleted stocks of export declarations, Circular Letter No. FT 22 is 
amended to permit acceptance of such export declarations until further 
notice; provided, however, that any new printing of export declarations 
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shall be in accordance with the specifications of Circular Letter No, 
FT 19, dated November 1, 1945. 


C. P. A. Restricts Use of 
CC Ratings for Trucks 


The Office of Temporary Controls, Civilian Production Ad- 
ministration, has issued direction 6 to PR 28, as amended. Under 
the heading, “Use of CC ratings for trucks,” the direction de- 
scribes its purpose as follows: 


The purpose of this direction is to restrict the use of CC ratings 
which have been assigned for new trucks. This direction no longer pro- 
vides special rules for the assignment of CC ratings for trucks and the 
general rules in Priorities Regulation 28 as amended January 8, 1947, 
apply. 


The remainder of the direction reads as follows: 


(b) Definition of truck. For the purpose of this direction ‘‘truck” 
means any new light, medium or heavy motor truck, truck-tractor or 
the chassis therefor, or any chassis on which a bus body is to be 
mounted and which (1) was designed to be propelled or drawn by 
mechanical power; (2) was designed for use on or off;the-highway, for 
transportation of, property or persons. This definition includes vehicles 
of the following types: trucks, truck chassis, truck tractors, Off-the- 
highway motor vehicles, bus chassis, carry-all suburbans, sedan deliy- 
eries and cab pickups, but does not include station wagons, coupes 
fitted with pickup boxes, ambulances, hearses, taxi-cabs and integral 
type busses. 

Note: Former paragraph (c) deleted and former paragraph (d) re- 
designated (c) Jan. 8, 1947. 

(ec) Limitation on use of CC ratings. CC ratings may be used only 
to purchase new trucks from a distributor or dealer. Notwithstanding 
the provisions of PR-3, a distributor or dealer may not extend a CC 
rating. 

(e) (Deleted Jan. 8, 1947.) 


The direction was issued January 8. 


T. P. & W. Clarifies $300,000 
Note Application : 


The Toledo, Peoria & Western has filed an amendment to 
its application in Finance No. 15554, in which it asked the Com- 
mission to approve issuance of a note for $300,000 for working 
capital (see Traffic World, Jan. 4). The railroad said two items 
of estimated liability contained in its statement of assets and 
liabilities as of November 30, 1946, should be explained. 

It said per diem balances due other railroads, estimated 
at $45,000, represented per diem accruals on cars of foreign 
lines left on the line of the T. P. & W. by the federal manager 
on or about October 1, 1945, the date when the railroad was 
returned to its owners after more than three years of operation 
by the government, because of a dispute between the manage- 
ment and its workers. 

“On account of the conditions which existed at the time 
and after the federal manager purportedly relinquished posses- 
sion of applicant’s properties,” said the railroad, “applicant was 
greatly delayed and is still being delayed in returning these 
cars to the owning lines. The revenue from these cars was 
taken by the federal manager and the responsibility for them 
is with the federal manager. Applicant disclaims any liability 
for such per diem charges or any other claims that may be 
made with respect to such detention on applicant’s railroad. 
This matter may become involved in litigation and applicant 
has shown the above mentioned figure in its said application 
to give recognition to that possibility.” 

The other liability item explained was an estimated $11,- 
621 accrued state and local property taxes payable June 1 and 
September 1, 1947. The railroad said that figure represented 
substantially a continuation of the state taxes paid with respect 
to operations of the federal manager, and that net proceeds 
from the federal manager’s operations had been taken and 
retained by him. It said it would contest the anticipated assess- 
ment by the state of Illinois for 1946, payable in 1947; which, 
it said, would result in taxes of “some such figure” on the 
ground that applicant’s net earnings and general situation did 
not in any way warrant any such assessment against it. 

On the other hand, said the T. P. & W., it had not included 
any reference among its assets to the “various and substantial 
claims which it has against the United States government or 
the Office of Defense Transportation, various connecting rail- 
roads and various railroad brotherhoods and others, for just 
compensation, loss, damages, etc., arising from events which 
have occurred subsequent to March 21, 1942. The amounts of 
such claims are not yet ascertained; they are shown by refer- 
ence, only, at the figure of $1.00.” 

The T. P. & W. submitted with the amendment to the 
application a copy of its balance sheet as of December 31, 1941, 
and statement of certain assets and liabilities as of November 
30, 1946, in lieu of the statement filed with the original appli- 
cation. 
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January 11, 1947 


Ex Parte 162 Questions as 
Viewed by Rails and Others 


The railroads, parties to Ex Parte 162, Increased Railway 
Rates, Fares, and Charges, 1946; the Structural Clay Products 
Institute and the Clay Products Association of the Southwest; 
and the Southern Brick and Tile Manufacturers Association, 
Brick and Tile Service, Inc., and the Louisiana-Mississippi Brick 
Manufacturers Association, have asked the Commission to deny 
a petition of Aetna Fire Brick Co. and 19 other manufacturers 
for reconsideration of its decision in that proceeding, in so far 
as it relates to increased rates on brick and related articles (see 
Traffic World, Dec. 21, p. 1650). 

The railroads said Aetna and the companies joined with it 
principally complained that (1) neither the railroads nor the 
shippers advocated a greater increase on fire brick and refrac- 
tory products than on other brick and clay products, and (2) 
that the effect of the Commission’s action in authorizing a 
greater increase on the former than the latter was improperly 
to disrupt the uniform brick list. The rails said the petition 
apparently sought modification of the Commission’s findings 
and order so as to provide the same maximum increase on all 
brick and related articles, although, they said, it was by no 
means clear as to the precise modification sought. 

In a general revenue cose “of this sort,” said the rails, the 
authority of the Commission was not circumscribed within the 
limits either of the proposals of the carriers or of the conten- 
tions of the shippers. 

The railroads said there was nothing to the contention that 
the Commission’s treatment of these commodities resulted in 
an unwarranted disruption of the brick list, adding that “as 
the Commission points out in its report, there is no actual uni- 
formity in the rates applying on the various articles in the 
brick list.” They said, also, that there was no contention “here” 
that the increase the Commission authorized in the rates on 
fire brick and other refractory clay products was in itself 
unreasonable. The sole issue to whch the petition was directed, 
they said, was that of the proper relationship between the rates 
on the various articles embraced in the so-called brick list. 
Since this proceeding was not the proper place to try out that 
difficult and complicated issue, the rails said, the petition laid 
no proper foundation for the reconsideration it sought. If the 
petitioners desired to pursue the matter further, they were free 
to do so through the medium of formal complaints, said the 
railroads. 

Clay Products Opposition 


After discussing the situation at some length, the Structural 


Clay Products Institute and the Clay Products Association of 
the Southwest said: 


These petitioners are undertaking now to do what they might have 
tried to do at the hearings herein. That is to undertake to persuade 
the Commission that their rates should not be increased beyond. definite 
amounts. This they failed to do but on the contrary they practically 
supported the railways in all of their requests for increased rates. 
They said in effect ‘‘we can stand a substantial increase in rates as we 
do not bear them.”” They now find themselves saddled with a.greater 
increase than was authorized on building brick, etc., and undertake to 
change their original position and resist the increases on their products 
because they exceed the increases in rates on building brick and tile. 
They should now take their increases in rates without further whimpers. 

These replicants cannot discover from the petition whether they 
want less increases on their products or greater increases in building 
brick and tile. We say the decision is right and if petitioners feel their 
rates as increas2d are unlawful they have appropriate recourse by a 
formal complaint where all interests could be heard. 


_ It is most respectfully urged by these replicants that there 
iS no merit in the petition of the fire brick and other refractory 
Clay products manufacturers’ petition and same should be 
Promptly denied by the Commission. Petitioners herein have 
not shown a single competitive or transportation reason why 
their products should be retained in the uniform brick list. 

The southern brick and tile groups took much the same 

e as the clay products groups, and concurred in their reply, 

saying Aetna and the companies joined with it had evidenced 
little if any serious opposition to the increases sought by the 
tailroads in the rates on their products, except to ask that 
existing relationships in rates be maintained. Manufacturers 
of building brick and tile and related structural clay products 
In all except Southern Territory had vigorously opposed any 
Icrease in the rates on their products and submitted extensive 
évidence in support of their position, they said adding that the 
structural clay products manufacturers of that territory, on 
behalf of whom the reply was filed, had also presented sub- 
stantial evidence in opposition to any increase in excess of 20 
Cents a net ton. 

After reviewing the situation in Southern Territory, the 
Southern groups said: 


The Commission has rendered an excellent report herein and has 
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obviously given consideration to all of the evidence presented. Its con- 
clusion that the rail carriers are in dire need of additional revenues is 
amply supported by the record. In its consideration of such record, 
the Commission, in performing its full duty, was compelled to distribute 
the necessary increases in rates in such a way as to produce the 
desired revenue and at the same time impose the increases where the 
traffic could bear it with the least harm to industry and the national 
economy. 


The southern groups said there was no reason on the rec- 
ord why the increase on fire brick and other refractory clay 
products should be the same as, or made with any relation to, 
increases on building brick and tile, including common brick. 
Refractory clay products were marketed on bases under which 
manufacturers did not pay the transportation costs, they con- 
tinued, adding that such costs on building brick and tile were 
paid and borne by the manufacturers. They said building brick 
and tile did not compete in any particular sense with fire brick 
and other refractory clay products, and that there was no ma- 
terial reason for those commodities to be grouped except pos- 
sibly for statistical purposes, and of this they expressed doubt. 
The Commission knew, they said, that the value of building 
brick and tile was substantially lower than that of fire brick 
and refractory products, that they were not used for the same 
purpose and “alleged competition between them is nil.” 


Rails Ask Denial of 1. W. C. Petition 


The railroads, parties to Ex Parte 162, have asked the 
Commission to deny a petition of Inland Waterways Corpora- 
tion for amplification of findings relating to increases in the 
rates on sulphur, asserting that the only issues the petition 
raised were wholly foreign to the nature and purpose of the 
proceeding (see Traffic World, Jan. 4, p. 23). 

The railroads said that, contrary to the impression that 
might be gained from a casual reading of the Inland petition, 
there was not now and never had been any established d'ffer- 
ential relationship between the all-rail rates and the combined 
rail-barge rates applicable on sulphur from Texas producing 
points to Chicago and ports on the Great Lakes. Not only did 
the differences between such rates vary as between different 
destinations, said the railroads, but they had varied from time 
to time as to the same destination, and continued: 


For example, according to Federal’s petition, on June 30, 1946, the 
difference at Chicago in favor of the __rail-barge combination was 22 
cents per gross ton, while at Detroit it was $1.17 per gross ton. The 
latter difference apparently has existed since January 14, 1946, when 
the present barge rate from Galveston of $5.60 per gross ton became 
effective, since the tariff establishing the rate effective on that date 
showed it as a reduction. The all-rail rates, on the other hand, are of 
much longer standing. The rate to Chicago of 30 cents per 100 pounds, 
equivalent to $6.72 per gross ton, is the rate of 27% cents which became 
effective. June 7, 1933, in Johnson’s I. C. C. 2407, increased to 30 cents 
under Ex Parte No. 123. The rate to Detroit of 35 cents per 100 pounds, 
equivalent to $7.84 per gross ton, was established in 1940 and grew 
out of the fourth section proceeding, Sulphur to Michigan and Ohio 
Points, 216 I. C. C. 632, and the suspending proceeding, Sulphur from 
Texas to Michigan and Ohio, 237 I. C. C. 745. An examination of the 
reports in those proceedings will disclose that the date was not estab- 
lished with reference to competition via routes involving the intra- 
coastal and Mississippi River, barge lines, but for the purpose of en- 
abling the railroads to obtain some of the traffic in competition with 
movements from Galveston by ocean steamer to New York and thence 
by barge or motor ship through the New York State barge canal and 
the Great Lakes to destination, or by barge from New York to Buffalo 
and lake steamers beyond. In accordance with the express direction 
of the Commission, the all-rail rate applies only during the season of 
open navigation via the routes referred to, namely, from March 15 to 
November 15. 


Any attempt to establish and maintain a fixed relationship 
between the rail rates and the combined rail and barge rates 
on sulphur was futile, said the railroads, observing that sulphur 
moved in bulk, and that under section 303(b) of the interstate 
commerce act barge operators have it within their power to 
transport sulphur in such manner as to enable them to apply 
any rate they please, without tariff publication. Also, they said, 
sulphur handled by the barge lines from Galveston not only 
did not move on joint through rail and water rates, but did 
not even move as through traffic, adding that, “as stated in 
Federal’s petition, the shippers take possession of the sulphur 
on its arrival by rail at Galveston, unload it into stock piles 
and subsequently re-ship it by water.” 

The findings of the Commission with respect to increases 
in rates on sulphur were clear and adequate and there was no 
call for any amplification of them, said the railroads. The 
findings went as far as the Commission might properly be ex- 
pected to go in a proceeding of this character to protect the 
interests of the water lines, said the rails. That they did not 
accord Federal all it desired was not due to any lack of ade- 
quacy in the findings, but to the situation that existed with 
respect to the rates on sulphur, they said. 

“What Federal is now asking of the Commission goes far 
beyond a mere amplification of the findings with respect to the 
increases in the rates on sulphur,” said the railroads. “It is 
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asking the Commission to take action which would not only 
result in the establishment for the first time of a fixed differ- 
ential relationship between the all-rail rates and the combined 
rail and barge rates, but would in effect amount to the pre- 
scription of joint rail and barge rates. Obviously this is no 
proceeding in which to try out the extensive and complicated 
issue raised by such a proposal. The extent and nature of the 
hearings which have been conducted in docket No. 26712 (Rail 
and Barge Joint Rates), now pending before the Commission, 
afford ample demonstration of that fact. Since the only issues 
which it raises are thus wholly foreign to the nature and 
purpose of this proceeding, the petition should be denied.” 





State Action on Ex Parte 162 Rates 


Additional information received by Frederick G. Hamley, 
general solicitor, National Association of Railroad and Utilities 
Commissioners, with regard to state commission action in re- 
spect of Ex Parte 162 rates for state application, follows: 


Intrastate railroad rate increases similar to those authorized in Ex 
Parte 148-162 were granted in Oregon on December 24 and in New 
Hampshire on December 27. The Illinois Commission, in an order 
dated December 23, authorized the filing of increased rates on Illinois 
intrastate traffic paralleling the Ex Parte 148-162 increases, with certain 
exceptions. The most important of these exceptions was the denial of 
permission to impose an increase in excess of 20 per cent on so-called 
class rate and line haul merchandise rates as to which the Interstate 
Commerce Commission authorized an increase of 25 per cent by treat- 
ing Illinois as a part of Official Classification Territory. Other excep- 
tions established lower maximum rates on coal, billets and pig iron 
than provided in the I. C. C. order, and denied any increase in excess 
of 25 per cent in the present minimum rate where applicable in con- 
nection with free pick-up and delivery service. The Louisiana Commis- 
sion has scheduled a hearing on railroad rate increases for January 15 
and the Idaho Commission has scheduled a hearing for January 17. 
A press release which has been received from the New York Commis- 
sion indicates that, in authorizing intrastate increases in that state the 
rails were denied permission to make the higher rates in Official Ter- 
ritory as provided in the I. C. C. order. 


EX PARTE 162 SPECIAL PERMISSION 
By amendment No. 3 to special permission No. 31715, the 
Commission, Commissioner Aitchison, has amended the original 
permission with reference to material that may be subjected 
to the master tariff of increases in Ex Parte 162, Increased 
Railway Rates, Fares and Charges, 1946, to read as follows: 


Supplements or loose-leaf pages to tariffs issued subsequent to 
connecting link supplements, reissues of said tariffs and supplements 
thereto, may be subject to the master tariff. 


EX PARTE 162 TARIFF INDEX ISSUED 

Supplement 3 to Tariff X-162, the tariff naming the in- 
creases allowed by the Commission in Ex Parte 162, the gen- 
eral rate case, has been issued. It is a comprehensive index of 
the tariff. Copies were being mailed from Chicago January 9. 
Supplements 1 and 2 to the tariff contain corrections. The first 
was issued December 30 and the second is expected to be ready 
by January 13. 


Common Carrier Conference Against 
Reconsideration in Rail-Motor Case 


The Regular Common Carrier Conference of the American 
Trucking Associations, Inc., has asked denial of a petition of 
the applicants in MC F-2529, St. Louis-San Francisco Railway 
Co.—Control—Frisco Transportation Co.—Purchase—Missouri- 
Arkansas Transportation Co., for reconsideration of the decision 
in that case, in which division 4 denied the proposed purchase 
because the railroad and its motor carrier subsidiary desired to 
continue to offer the same restricted all-motor service as Mis- 
souri-Arkansas was authorized to offer (see Traffic World, Dec. 
7, p. 1503). 

. The conference said the division had not erred in any re- 
spect in its findings and conclusion, and took up each of the 
errors Claimed by the applicants. 


In answer to applicants’ assertion that the division had 
misinterpreted applicable law, the conference said it was appar- 
ent that the policy as first enunciated in Pennsylvania Truck 
Lines, Inc.—Control—Control—Barker M. Frt., 1 M. C. C. 101, 
dealing with an acquisition under section 213 had been given 
Congressional approval at the time the transportation act of 
1940 was being considered. Section 213, the conference said, 
was incorporated into section 5 of the act by the 1940 act, and 
that it was stated at the time that act was under consideration, 
“by then Senator Truman,” one of the managers: 


To the new language in section 7 of the pending bill the con- 
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ferees intend shall be given the identical meaning which was given to 
the older language in section 213. Lest there may result some future 
misunderstanding, we wish to make it clear that it is our intent that 
the language employed in the bill now under consideration shall have 
the same legal force and effect as that found in the section repealed, 
to wit, section 213 (a) (1). 


The conference also quoted Senator Wheeler, chairman of 
the Senate interstate commerce committee, another of the man- 
agers of the bill, and the late Commissioner Eastman, to the 
same effect. It said the statements showed unmistakably that 
Congress did not intend that a railroad be permitted to acquire 
an independent motor carrier and perform a service independent 
of and competitive with that of the railroad and independent 
motor carriers. Had Congress considered the Commission was 
not properly following Congressional intent by its policy set 
forth in the Barker case and others, it had an opportunity when 
considering the transportation act of 1940 to make changes it 
considered necessary in order that the Commission policy re- 
flect Congressional intent, said the conference. It added that 
“the absence of any changes in meaning by Congress is clearly 
approbation of the Commission’s policy.” 

The conference said the claim of the applicants that the 
Commission could not impose conditions, alleged to be onerus, 
discriminatory and arbitrary, was without merit, saying the 
applicants apparently lost sight of, or purposely overlooked, 
“the very pertinent fact that section 5 provides a special degree 
of proof in acquisition cases where a railroad is involved.” 


“As previously shown,” continued the conference, ‘“Con- 
gress provided special treatment where a railroad is involved 
in order that the public interest might be protected by the pres- 
ervation of an independent highway transport system. At the 
same time a railroad could acquire highway interests where a 
coordinated rail-highway service transporting rail business is 
advantageous to the railroad and to the public. The Commis- 
sion’s policy in this and like proceedings follows this line of 
reasoning.” 

The power of the Commission to place limitations in a cer- 
tificate to be acquired was evident from section 5(2)(b), said 
the conference. 

The conference argued that the decision was supported by 
the evidence, and after reviewing the argument of the appli- 
cants, said it was apparent they considered that, because of 
past operations under lease, the rail subsidiary should be per- 
mitted to continue the same operations. It said the applicants 
completely missed the point that what was of primary concern 
to the Commission was the interests of the public rather than 
those of the railroad. Later, countering the applicants’ claim 
that they had been deprived of property rights without due 
process of law, the conference again referred to the argument of 
the applicants that approval of lease of the operating authority 
conferred a vested property right on the purchaser. The argu- 
ment was general in nature and overlooked fundamental con- 
siderations that were of vital importance in the proceeding, the 
conference said, and reviewed the decision in the Barker case. 
As a result of that and subsequent decisions, it said, the appli- 
cants had been placed on notice that the Commission did not 
intend that railroads should be permitted to perform an all- 
motor service competitive not only with rail operations but also 
with those of independent motor carriers. The purchaser had 
been given a full and complete hearing, it said, adding that “it 
had not received any property rights as a result of this pro- 
ceeding, which it can now claim to have been deprived of with- 
out due process of law.” 


The conference also said the applicants’ objections to the 
further hearing were not sustainable, saying the Commission 
had power to hold as many hearings as it deemed necessary to 
have before it all of the facts necessary to reach a fair decision. 
That was a necessary premise to the law of administrative pro- 
cedure, said the conference. 


NEW PENNSY COACHES 


The Pennsylvania Railroad placed on exhibit at the Union 
Station, Chicago, last week, several of its new reclining-seat 
coaches, 103 of which it plans to put in service in the near 
future. The seats in the coaches not only are of the reclining 
variety, but may be swung in a complete circle so that groups 
of four can be formed. Other improvements include newly de- 
signed mechanical air conditioning; air-operated car doors which 
require merely a touch of a lever to open; oversize wash rooms 
and toilets, and side-door entries. The added facilities and wider 
seat spacing reduce the seating capacity of the coaches to 44 
passengers each. The exhibited coaches will shortly be placed 
in service on the Pennsylvania’s Trail Blazer, with others to be 
added to other trains as soon as they are delivered. The rail- 
road’s new passenger equipment program also includes 256 
sleeping cars and new dining, lounge and observation cars. 
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January 11, 1947 


Pullman Co. Submits Ticket 
Refund Changes to I. C. C. 


In connection with exceptions to examiner’s proposed 
report, Pullman Co. advances four proposed changes 
in its tariff to govern refunds on space released on day 
of departure, based on its experience under the tariff 
that became effective August 1 


Because of its experience under a tariff providing for the 
redemption of Pullman accommodations under certain condi- 
tions, effective August 1, the Pullman Co. has suggested four 
changes in the tariff for the Commission’s consideration, in 
connection with its exceptions to the proposed report of Exam- 
iner Charles W. Berry in No. 29590, Redemption of Sleeping and 
Parlor Car Tickets. 

The examiner recommended that the Commission find just 
reasonable, under conditions described in the report, a rule 
requiring redemption of sleeping car and parlor car tickets a 
reasonable length of time before departure of the train for 
which they were sold. He further recommended finding just and 
reasonable a rule providing for redemption of sleeping or parlor 
car tickets by city or depot ticket agents if presented not later 
than the day in advance of the departure of trains for which 
sold to permit reservations being released and replaced on sale, 
and for redemption of tickets for seat accommodations if pre- 
sented sufficiently in advance of train departure to permit re- 
lease of reservations and their replacement in sale. 

In its exceptions, the Pullman Co. dealt with certain changes 
in the tariff recommended by the examiner. 

e Commission, division 2, ordered an investigation con- 
cerning the reasonableness and lawfulness of rules and regula- 
tions governing the redemption of sleeping and parlor car tickets 
proposed by the Pullman Co. in tariff I. C C.. Nos. A-20 and 
A-33. The new regulations became effective August 1, and the 
hearing was held September 17, 1946 (see Traffic World, Dec. 
21, p. 1641). : 

As to its suggested amendments to the tariff, submitted for 
the Commission’s consideration before filing an amended tariff, 
the Pullman Co. said: 


As stated . . . the present refund tariff had been in effect only a 
short time prior to the hearing on September 17. It was evident, how- 
ever, even then, that after the time the new tariff. went into effect there 
had been sharp reduction not only in tickets returned for cancellation 
on day of departure, but also in the total number of tickets returned 
for cancellation, including the day of departure and preceding days. 
It was made clear in testimony that respondent did not desire to main- 
tain any redemption rule which would unnecessarily burden travelers, 
and that when traffic conditions changed it would be respondent’s 
intention to make appropriate changes in the tariff to meet existing 
conditions. . . . With the experience gained since the hearing, respond- 
ent believes that the amendments outlined below can and should be 
made. They are therefore submitted for the Commission’s considera- 
tion in advance of filing an amended tariff. The effect of these pro- 
posed amendments would be to permit refunds under conditions where 
they are not now authorized, and at the same time to adhere to the 
basic idea of the tariff that there will be certainty of refund only 
when the ticket is cancelled on the day in advance of departure. 


In substance, without being reduced to tariff language, the 
Pullman Co. said the amendments would be as follows: 

(a) Provision for refund of a ticket canceled on day of 
departure if similar accommodations are available and had been 
available on the preceding day. 

(b) Provision for ticket agent to refund a ticket canceled 
on day of departure if he can verify that the space covered by 
that ticket had been sold before departure. 

(c) Provision for ticket agent on day of departure to ex- 
change a ticket issued for accommodations on one train for 
accommodations on another train departing the same day on the 
same railroad. 

(d) Provision for full refund from point of resale where 
accommodations covered by a ticket canceled on day of de- 
parture, or by an uncanceled ticket, are used by the Pullman 
pucker for transfer of a passenger from other accommoda- 

ons. 

“The above four provisions for suggested amendments to 
the tariff apply where tickets have been canceled on the day of 
departure,” said the company. “They relax the existing tariff 
to the extent described in these provisions. Where the passenger 
has failed to cancel the space covered by his ticket either before 
or after departure of the car for which sold, the amended tariff 
would provide for refund only where the space covered by the 
ticket has been resold, if the reason for non-use was other than 
missed railroad connection or accommodation unavailable. A 
Passenger who takes no action to cancel should not be accorded 

@ same relaxing privileges which would be given to one who 
releases the space purchased.” 
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The Pullman Co. excepted to three recommendations of the 
examiner. It said a recommendation that the Commission find 
any arrangement or contract with the rail carrier permitting 
the latter to reserve accommodations without purchase of a 
Pullman ticket, and which resulted in permitting any person to 
enjoy or receive greater or other privileges, immunities or 
preferences not accorded all passengers who purchased Pullman 
tickets, unjust, unreasonable, and unduly preferential, was un- 
sound in law and impracticable in railroad and Pullman opera- 
tion. The company said the railroads issued regulations cover- 
ing the reservation of sleeping car accommodations and the 
Pullman Co. took no part in the making of.such regulations. 
It also said the investigation did not embrace any phase of the 
subject of contracts between the Pullman Co. and railroad com- 
panies, and later said the Pullman Co. could not permit or 
refuse to permit railroads to handle reservations in any particu- 
lar manner. On the other hand, it said, the railroads, under 
contract provisions, permitted the Pullman Co. to collect fares 
for the use of accommodations and that the Pullman Co.’s 
responsibility to the passenger began with the sale of the sleep- 
ing car ticket. 

The company said the examiner’s recommendations, re- 
lating to refund of a portion of through sleeping car fare from 
an intermediate station when space was released at origin, was 
impracticable from a traffic standpoint. It said the examiner 
recommended finding unjust and unreasonable failure to incor- 
porate a rule providing for the redemption of tickets for accom- 
modations in Pullman cars where the-space was released at 
origin in time to permit release within the time limits at inter- 
— stations at which there was a reasonable expectation of 
resale. 

It said the examiner concluded that a rule for general ap- 
plication should be adopted on the basis of a single exceptional 
case mentioned in the testimony—that of a thorough accom- 
modation from Washington, D. C., to Oklahoma City, Okla., in 
connection with which, some time in advance of the departure 
of the car from Washington, all unsold space in the car was 
released to St. Louis for sale there. Space in other cars in the 
train was released on departure to intermediate stations, it said, 
that “in a car such as this through Washington-Oklahoma City 
car, it is fair to recognize space given up at Washington on the 
day of departure as being actually placed on sale at St. Louis 
the required time in advance, to permit of refund of fare paid 
from that point.” Because of this exceptional arrangement for 
the handling of vacant space, it continued, the refund beyond 
St. Louis would be authorized in consideration of the space hav- 


ing been released the day preceding departure as required by 
the tariff. 


The Pullman Co. said most through service throughout the 
country was governed by a materially different set of conditions. 
It said that, on a through train running from Chicago to the 
Pacific Coast there would not be the same opportunity for re- 
sale of space given to an intermediate station. On such a train, 
it continued, the space was held at. the initial point until de- 
parture time. Unsold space, it said, including any released on 
day of departure, was released by telegraph to an intermediate 
station to take care of any late demand that might develop 
there. ‘On passing that point the space was released to another 
rn and so on throughout the entire trip, it said, and con- 
tinued: 


This describes the practice long followed on through trains. The 
demand for accommodations is at point-of-origin terminals. It is this 
demand which the tariff is intended to protect against late cancella- 
tions. If released space is sold enroute, proportionate refund is made. 
But hindrance to late cancellations would be proportionately lifted if 
the ticket holder, by tariff rule, should be assured of partial refund 


whether or not the accommodations are resold from an intermediate 
station. 


The Pullman Co. said another recommendation of the exam- 
iner’s would be met by elimination of the paragraph that was 
merely a counterpart of the paragraph specifying that tickets 
would be redeemed under the conditions stated. The elimi- 
nated paragraph, it said, specified that tickets would not be 
redeemed unless those conditions were complied with, subject to 
named exceptions. If the counterpart provision created uncer- 
tainty it should be removed from the tariff, the company said. 

In connection with the examiner’s recommended approval 
of the provisions for refund as contained in the tariff, the com- 
pany said it was qualified by a suggestion that the amendment 
paragraph be amended to provide certain hourly limits on the 
day in advance of departure. This suggestion, it said, would 
have application only to accommodations which would be taken 
at passing stations, adding that the principal demand for accom- 
modations was at terminals where the car started. It said the 
amount of traffic originating at stations where cars passed late 
at night was not large enough to necessitate a departure from 
the uniform application of the present tariff rule that a ticket 
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agent would redeem a ticket returned to him for cancellation 
any time preceding the day the train passed his station. It said 
the advantages of the day-in-advance-of-departure requirement 
outweighed the benefits suggested for application to passengers 
boarding trains at passing stations and that an amendment of 
the nature mentioned was undesirable. 

As to the examiner’s suggestion that a rule should be in- 
corporated into the tariff to the effect that car service employes 
examine diagrams and, as far as possible, resell accommodations 
in order of their cancellations before they sold similar units not 
previously sold, the Pullman Co. said such a rule would add 
nothing to the practice of the company. Moreover, it said, under 
the first suggested amendment to the tariff submitted for the 
Commission’s consideration, there would be provision for refund 
under most conditions where the car service employes would 
have sold accommodations similar to those covered by late- 
cancelled tickets. : 

Closely linked with the aforementionel suggestion was one 
that the tariff provide a rule that when a unit of space of the 
same kind that had not been sold at the time of cancellation 
was sold before the released unit, refund would be made to the 
purchaser of the released space on basis of the amount received 
from the sale of the similar accommodations. The company 
said such a rule would mean in substance that no sale of accom- 
modations could be made on day of departure without consulting 
the diagrams to determine whether there had been a like unit 
of space cancelled; and if more than one, which unit was can- 
celled first. The company again called attention to the purpose 
for which the tariff was issued—namely, to secure release not 
later than the day in advance of departure of any space that 
the purchaser of a ticket would not use. It said a tariff rule 
such as suggested would further remove the incentive for early 
cancellation and would be unfair and unreasonable. 

However, it said, one of the suggested amendments would 
contain provision for refund where similar accommodations 
were available and had been available on the preceding day. 
Beyond that, it continued, it was believed that a rule requiring 
a refund under the conditions suggested by the examiner should 
not be incorporated in the tariff. 

_In conclusion, the Pullman Co. said the filing of an amended 
tariff containing the changes outlined by it would be deferred 
until the Commission had an opportunity to consider them in 
connection with the examiner’s recommendations and the com- 
pany’s exceptions. It said such changes would, it believed, meet 
present traffic conditions and overcome the imperfections men- 
tioned in the proposed report while at the same time preserving 
the essential provisions of the tariff. The paramount need, it 
said, was for early release of space covered by tickets that would 
not be used. When accommodations for which there was hea 
demand had been sold, provision for refund should be held to 
closely-defined lines, it said. 

The Pullman Co. said the case was submitted on “these 
exceptions and brief, and upon the brief dated October 30, 1946.” 
It said oral argument was not requested. 


Commission Asked for First 
Declaratory Order 


After two denials of the application in MC F-3046, Ted 
V. Rodgers—Control; Rodgers Motor Lines, Inc.—Purchase— 
Roy Ovens, the parties have filed with the Commission the first 
petition under section 5(d) of the administrative procedure 
act of June 11, 1946, asking the Commission to issue a declar- 
atory order to terminate the proceeding and remove uncer- 
tainties. 

Section 5(d) of the administrative procedure act reads: 


(d) Declaratory Orders.—The agency is authorized in its sound dis- 
cretion, with like effect as in the case of other orders, to issue a 
declaratory order to terminate a controversy or remove uncertainty. 


The prayer of the petitioners reads as follows: 


... your petitioners respectfully pray that your Commission, in 
its sound discretion, and with like effect as in the case of other orders, 
issue a declaratory order to terminate the proceeding and to remove 
uncertainties apparent therein by declaring whether the revision of 
the stock structure of vendee as herein proposed, or any other change 
in stock ownership, will permit approval of the transfer of the inter- 
state rights of vendor to vendee or such other direction as will meet 
with favorable consideration by your Commission; and that authority 
for operation under lease by vendee of the operating rights and property 
of vendor be extended pending consideration hereof. 


In its report on further hearing, the Commission, division 4, 
affirmed the findings of the prior report, 40 M. C. C. 483, denying 
the application (see Traffic World, Oct. 5, 1946, p. 895). The 
division said that, although actual management of the Rodgers 
company had been placed in the hands of Ted V. Rodgers, Jr., 
the relationship between himself, Ted V. Rodgers, Sr., and 
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Hugh J. Rodgers, representing 77.5 per cent of the Rodgers 
stock, and their community of interest in other joint ventures 
warranted the conclusion that they were affiliated with each 
other. The division also found, in the prior report, that the 
Rodgers company was under common control with Eschenbach 
& Rodgers, Inc., Scranton, a contract carrier. 

The petition for a declaratory order describes a proposed 
revision of the stock structure of the Rodgers company to sub- 
stitute for the presently authorized issue of 200 shares of 
common voting stock, 110 shares of Class A, with no power 


to vote or control management of the corporation, and 90 shares © 


of Class B stock, with exclusive working power to control and 
manage the corporation. It said Ted V. Rodgers, Sr., since the 
last report of division 4, had reduced his stock holdings through 
sale of 5 shares to the superintendent of operations of the 
Rodgers company. He, and Hugh J. Rodgers, the petition said, 
would surrender their present holdings of common voting stock 
and accept the Class A stock, with no power to vote. Thereupon, 
it said, they would own no stock through which they would 
have power of themselves or jointly with other stockholders to 
exercise control. 

The parties said it appeared that the administrative pro- 
cedure act supplied a method to obtain authoritative ascertain- 
ment of “that which would satisfy the administrative policies 
of your Commission.” Further petitions for reconsideration 
would undoubtedly consume more time and effort on the part 
of the Commission, they said, and that the cost of amendment 
to revise the capital structure of the Rodgers company would be 
unnecessary unless the proposal set forth in the petition would 
meet with approval. 


Western Railroads Oppose Boost 
in New York Port Charges 


The western railroads have filed a brief with the Commis- 
sion in No. 29162, Shelton Pitney and Walter P. Gardner, trus- 
tees of the Central Railroad Co. of New Jersey vs. Akron, 
Canton & Youngstown Railroad Co. et al., in which the C. of 
N. J. complained about division of joint through class and com- 
modity rates applicable between points within the lighterage 
limits of New York Harbor, on the one hand, and substantially 
all parts of the United States, and to a limited extent, points 
in Canada and Mexico, on the other hand (see Traffic World, 
Jan. 4, p. 29). The.C. of N. J. trustees want larger allowances 
for the lighterage and carfloatage services the road performs. 

The western roads said they would not discuss the bas c 
question whether the complainant was entitled to increased 
allowances, as that aspect of the case properly must be and 
was left to complainant’s immediate connections. They set 
forth the following points under the general head'ng that there 
was no lawful basis for requiring them to participate either 
prospectively or retroactively in increased allowances to the 
complainant: 


1. There is a distinct difference between the situation in respect of 
traffic to and from stations on western lines and that obtaining to and 
from stations on eastern lines within their own territory where an en- 
tirely different division arrangement is operative among the eastern 
lines. This should not be overlooked because the movement to and from 
the stations on western lines may be a relatively small part of all traffic 
afforded lighterage and kindred service. 

2. The revenues accruing jointly to two groups of carriers, such as 
the western lines, on the one hand, and the eastern lines, on the other, 
should be divided over the divisional points or gateways without any 
deduction on the part of either group of carriers for terminal allow- 
ances accruing in the other’s territory. 

3. In the present instance, on traffic to and from the limited terri- 
tory in Illinois, southeastern Wisconsin and east-bank upper Missis- 
sippi River crossings previously described, western lines do participate 
in a portion of the eastern terminal allowances, but the division ar- 
rangements under which this condition exists is now in the process of 
negotiation between the carriers. 

4. The extent of the western lines’ present participation in New 
York Harbor allowances is an integral part of the division arrangement 
and any increase in the measure of their participation should not be 
made without concurrent consideration of the entire agreement. 

5. Any increase in such participation would have the effect of further 
seriously depressing revenues of western lines that are already too low. 

6. No order should be issued requiring them to participate in a 
definite allowance at New York Harbor, that would interfere with or 
actually prevent the negotiation of an agreement upon a basis of di- 
visions over Chicago and other primary gateways between the western 
lines and the eastern lines, with the lines both east and west of such 
gateways taking care of their own respective terminal disabilities. 

7. For these reasons, the western lines should not be required to 
participate in any increase in the New York Harbor carfloatage and 
lighterage allowances, in the event the Commission should find an 
increase justified. 


After discussing the present divisions and the effect of the 
C. of N. J. proposals, the western railroads said that, on the 
evidence of record and the law could not be required to par- 
ticipate in any increased allowances for carfloatage and lighter- 
age and that the complaint should be dismissed. 
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January 11, 1947 


Forwarder Traffic Costs Examined 
in Motor-Forwarder Hearing 


Cost data regarding the handling of freight-forwarder 
traffic by motor carriers, based in part on material assembled 
by the forwarders themselves and in part on stat'‘stics com- 
piled by the Commission’s Bureau of Transport Economics and 
Statistics, were presented at a “clean-up” hearing begun in 


| Washington, January 6, in No. 29493, Freight Forwarders— 


Motor Common Carriers, Agreements. before Examiners P. O. 
Carter and J. J. Williams. The last previous hearing had been 
held in Chicago (see Traffic World, November 23, 1946, p. 
1354). 

This Commission investigation was instituted pursuant to 
the amendment of section 409 of the interstate commerce act 
by H. R. 2764, the forwarder-motor rate bill, signed by Pres- 
ident Truman in February, 1946, permitting establishment of 
special arrangements for compensation by freight forwarders 
of motor carriers whose services they used. The investigation 
was to determine and prescribe reasonable, just and equitable 
terms and conditions, “including terms and conditions govern- 
ing the determination and fixing of the compensation to be paid 
or observed. under which freight forwarders utilize the serv- 
ices and instrumentalities of common carriers by motor vehicle 
... under arrangements between such freight forwarders and 
common Carriers... .” 


The hearing of January 6 included a discussion of whether 
a voluminous collection of data submitted by freight forward- 
ers in compliance with a Commission order should be admitted 
for the record, and of difficulties of preparing a proposed order 
in the proceeding as asked by the Commission; examination of 
data prepared by William A. Howells, of Seat Pleasant, Md., 
statistician employed by the Freight Forwarders Institute; a 
ruling by the examiners that tariffs could be entered in the 
record only by specific reference; and an announcement by the 
examiners that they would recommend issuance of a proposed 
report in the proceedings. 


Want Data Available 


Freight forwarders were represented by James L. Givan, 
Washington, D. C., Acme Fast Freight; Robert E. Quirk, Wash- 
ington, and J. K. Cunningham, National Carload‘ng Cornora- 


| tion; Giles Morrow, Washington, Freight Forwarders Institute; 


and Harry C. Ames, Washington, and Fred N. Melius, Jr., New 
York City, Universal Carloading and Distributing Co., Inc. 
The American Trucking Associations. Inc., was reprezented by 
Samuel W. Earnshaw and Peter T. Beardsley, Washington; the 
National Industrial Traffic League by John S. Burchmore, Chi- 
cago; the Chicago Association of Commerce by Arthur Schwiet- 
ert. its director of traffic; the Southern Motor Carriers Rate 
Conference by Edgar F. Watkins, Atlanta, Ga.; and the Com- 
mission’s Bureau of Transport Economics and Statistics by 
Gilbert J. Parr. 

Messrs. Burchmore and Quirk sugzested that all returns 
made by freight forwarders in response to a Commission, divi- 
Sion 2, order of June 7, 1946, directing freight forwarders to 
file specific information relating to forwarder-motor service, 
be made available to counsel and the Commission. The exam- 
Iners at a previous hearing had ruled that this large collection 
could not be physically introduced in the record. Examiner 
Carter said there were two ways in which the material might 
be placed in the record: (1) by incorporating it entirely, or 
(2) by incorporating designated portions by stipulation. A rul- 
ing, he said, would be announced. 

The order of division 2 called for the filing of returns to 
supply detailed information concerning intercity motor carrier 
service and compensation under joint forwarder-motor carrier 
rates in assembly or distribution service and interstation 
service, 

Mr. Howells was questioned concerning an exhibit pre- 
pared by him and introduced in the record pertaining to an 
analysis of forwarder motor carrier service, which was a revi- 
Sion of an exhibit presented by him at the Chicago hearing. 
A second exhibit of Mr. Howells related to an application of 

osts developed in the cost section of the Bureau of Transport 
pee and Statistics with reference to freight forwarder 
raiic, ): 


Forwarder Business on a Test Day 


On questioning by Mr. Burchmore, Mr. Howells showed, 
rom his forwarder motor carrier service exhibit, prepared 
Tom data assembled by the forwarders, that on a test day 
ere were 24,658 off-line forwarder shipments in all assembly 
ind distribution service in the United States. and that their 
otal weight was 11,559,636 pounds. Mr. Howells said this rep- 
fesented the business that moved through freight forwarders’ 
locks on that date and that it was moved by approximately 
400 carriers. He said he could not answer a question by Mr. 
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Burchmore with respect to what proportion the 24,658 ship- 
ments were of the total freight forwarder business of the coun- 
try that day. He said not all carriers handling forwarder traf- 
fic were represented in the compilation. 

Mr. Burchmore referred to Mr. Howell’s figures showing 
4,478,362 pounds of forwarder traffic handled in the country in 
the distribution service only on the test day, and asked if 
1,012,777 pounds handled in the Pacific region related to ship- 
ments originating only in that area. Mr. Howells said the figure 
would include those shipments and shipments from other areas 
such as the eastern seaboard. The test day, he said, was last 
August 7. Mr. Burchmore then cited 59 cents a hundred pounds 
shown in the exhibit as motor carrier compensation for this 
forwarder distribution traffic in Western Trunk Line region 
and 40 cents shown for. the central states, and asked what 
services motor carriers rendered for which they received 59 
cents in terms of miles. Mr. Howells said he did not refer to 
miles in his exhibit. 

In response to a question by Mr. Burchmore as to whether 
the carriers participation in the forwarders’ study were im- 
portant factors in the regions for which they were listed, Mr. 
Howells said that out of the five carriers selected for the 
Western Trunk Line region three were Class I, and he named 
Union Freightways, Neilsen & Petersen, and L. A. Tucker 
Truck Lines, Inc. 

Citing a table of Mr. Howells showing clerical expense in 
the handling of forwarder shipments by motor carrier, Mr. 
Burchmore observed that the total cost a shipment for the 
United States, $0.13677, was lower than that for three regions 
given, namely, New England $0.17051, Southern $0.14215, and 
Western Trunk Line $0.29068. He asked Mr. Howells if this 
might not indicate, for example, that the figures for the Middle 
Atlantic region were lower than for the other regions, and Mr. 
Howells said they might be. 


Ask for Proposed Report 


Mr. Burchmore referred to the difficulty of preparing and 
following the analyses in the instant proceedings, and the 
character of the evidence, and asked that the parties have an 
opportunity to review a report of the examiners. He said coun- 
sel should have adequate opportunity to brief the questions 
involved. Mr. Quirk referred’ to section 8 of the new adminis- 
trative procedure act requiring a recommended report whether 
the parties désired it or not and requested a proposed report. 
It was at this juncture that the examiners announced they 
would recommend to the Commission that a proposed report 
be issued. 

C. J. Burrill, of the International Forwarder Co., Chicago, 
was called to the stand on the second day’s hearing and Mr. 
Howells was recalled to clear up various points not earlier 
touched on. 

Mr. Earnshaw sought to obtain from Mr. Burrill a method 
of ascertaining on how many shipments at one of his company’s 
plants on a test day there could be obtained information on 
forwarder compensation. He asked if complete information 
could be obtained from drivers without consulting anyone else 
and Mr. Burrill said that it would be possible in very few 
instances. 

Mr. Watkins sought to ascertain why 24 forwarder ship- 
ments referred to on a form submitted by a southern forwarder 
showed that the truck performing the operations moved 55 
miles while the shipments were shown as moving 60 miles 
each. Mr. Morrow asked if it were not possible that the motor 
carrier might have traveled 55 miles and had some shipments 
that went beyond that by way of other carriers. 


Atlanta Bureau Asks Ruling 


Allan Watkins, attorney of the Atlanta Freight Bureau, 
filed with the Commission in the instant proceeding an appeal 
of that bureau relating to the exclusion from the record by 
Examiner Carter at the Chicago hearing of certain parts of an 
exhibit of E. L. Hart, witness. He asked the Commission to 
overrule the examiner’s action. The rejected material, said 
the appeal, was intended to show that the time in transit, inso- 
far as the shipper was concerned, was no different when a ship- 
ment was transported by freight forwarder or by motor carrier. 

“The Commission is required by the national transporta- 
tion policy to consider the comparison of the services of the 
respective transportation agencies,” said the appeal. “If the 
service performed by the motor carriers for the freight for- 
warders is the same as that performed for another shipper, 
that shipper is entitled to the same rate as charged the freight 
forwarder. Otherwise, the ordinary shipper who uses the serv- 
ices of a freight forwarder is paying a premium for no addi- 
tional service.” 


A. T. A. Exhibits Explained 
Following Mr. Howells’ second appearance in the hearing 


in No. 29493, John: C. McWilliams, Washington, D. C., cost 
analyst and consultant, took the stand to explain exhibits he 
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had prepared on behalf of the American Trucking Associations, 
Inc. His exhibits comprised the third group of special cost 
studies introduced in the instant proceeding, the others having 
been those of Mr. Howells, on behalf of the Freight Forwarders 
Institute, in the current Washington hearing and the Chicago 
hearing, and a_.study presented by Mr. Parr for the Commis- 
sion’s Bureau of Transport and Economics and Statistics at the 
Chicago hearing. 


Typicality of Carriers 


Mr. McWilliams presented an exhibit comprising traffic and 
cost analyses of operations of 34 selected motor carriers in 
Central Territory and said he had checked and edited the in- 
formation concerning the carriers that had come to his office. 
In response to a question by Mr. Earnshaw with respect to 
whether he had checked the representativeness of the carriers, 
Mr. McWilliams said that with one exception he had found that 
they were typical of their region in connection with factors such 
as operating ratio and unit costs. The carriers, he said, were 
“99.1 per cent” typical in accordance with the bases used in 
their selection. 

Mr. Quirk asked Mr. McWilliams why he selected 34 car- 
riers instead of 32 or 28. Mr. McWilliams said he made contacts 
with all common carriers of general freight that were subject 
to the Commission’s order in the instant proceeding and that 
for the purposes of his exhibit it was necessary to have a mini- 
mum number. Only 34, he said, furnished the traffic study data 
that were needed. He agreed with Mr. Quirk that the fact that 
34 were selected had nothing to do with typicality and that 18, 
as suggested by Mr. Quirk, might have been typical. 

Mr. McWilliams’ study covered revenues and expenses of 
the participating carriers, traffic statistics for intercity ship- 
ments, operating and traffic statistics for the 1946 second quar- 
ter, a time analysis of pick-up or delivery shipments, a traffic 
analysis and an analysis of operating expense. He also pre- 


sented a second exhibit showing, among other things, compari- - 


sons of certain forwarder traffic costs based on Mr. Howells’ 
figures introduced at the Chicago hearing, and relating to car- 
riers in both Central and Middle Atlantic territories. 


Clerical Costs Compared 


In a computation of clerical cost a shipment, based on a 
prior exhibit of Mr. Howells, Mr. McWilliams pointed out totals 
showing the clerical cost on commercial motor shipments was 
13 cents more than on forwarder shipments. In a study of the 
distribution of assembly and distribution traffic by regions, 
computed from Mr. Howells’ exhibit, he noted substantial varia- 
tions between the percentages handled by forwarders and by 
motor carriers in two regions. In the Central states, he said, 
the statistics showed the forwarders handled 35.15 per cent of 
the national total of this type of traffic as compared with 22.09 
per cent handled by motor carriers, and in the Pac‘fic area, 9.41 
per cent of the national total was carried. by forwarders as 
compared with 34.57 by motor carriers. 


A tabulation of average weight of forwarder and motor- 
carrier shipments in the assembly and distribution service, as 
computed from Mr. Howells’ exhibit, showed, said Mr. McWil- 
liams, that the average weight did not vary much in the figures 
for the entire country, but that there was some variation in 
the regional figures. 


Mr. McWilliams also presented a traffic and cost analysis 
from a study of 17 carriers in Middle Atlantic Territory for 
the second quarter of 1946 and offered comments on an exhibit 
introduced by Mr. Howells in the current Washington hearing. 


A. T. A. Common Carrier Exhibits 


Following cross-examination of Mr. McWilliams a number 
of rate exhibits were introduced by R. J. McBride, manager of 
the Regular Common Carrier Conference of the A. T. A., show- 
ing first-class motor-carrier rates on specific dates between 
points-in different territories. These were in addition to rate 
exhibits previously introduced in the proceeding by motor- 
carrier representatives, and to exhibits earlier submitted by 
the forwarders to show flat rates paid motor carriers for for- 
warder services. 


Mr. Earnshaw sought to introduce for the record a state- 
ment showing a difference in methods used by Mr. McWilliams, 
on the one hand, and Messrs. Howells and Parr, on the other, 
in arriving at certain cost computations. On objection of for- 
warder representatives, the statement was not received, Exam- 
iner Carter stating that the examiners desired to avoid a late 
introduction of exhibits that might be of a controversial nature. 
A request by Mr. Earnshaw for permission for access to forms 
assembled by the forwarders showing certain commodity and 
rate data was held over for discussion by the examiners until 
the following day, January 9, and the hearing was adjourned 
to that day. 


, 





TRAFFIC WORLD 


Bus Association Contests I. C. C. 
Power Over Furlough Fares 


The National Bus Traffic Association, as agent and in 
behalf of the motor carriers respondents in I. and S. M-2708, 
Cancellation—Furlough Fares, has petitioned the Commission 
to cancel its order suspending the bus tariffs that proposed to 
reduce, effective December 1, 1946, reduced furlough fares 
accorded military personnel, and to enter into an investigation. 
The schedules were suspended until January 30. 

The association said the reduced fares had been established 
pursuant to the permissive provisions of section 22 of the inter. 
state commerce act, and said the carriers had no objection to 
—— of the “preferential furlough fares” until Janu- 
ary 30. 

The association, as did the railroads in connection with the 
suspension until January 30 of rail tariffs proposing to cancel 
reduced furlough fares, argued that the Commission had no 
power to compel institution or continuance of section 22 re. 
duced rates (see Traffic World, Dec. 21, p. 1654). 

It said the attempt made by the military branches to obtain 
continuance of the reduced fares was similar to an attempt 
made following World War 1. In Interchangeable Mileage 
Ticket Investigation, 77 I. C. C. 200 (1923), the association 
said, the Commission ordered the railroads to sell $90 scrip 
books at a discount of 20 per cent. The Supreme Court of the 
United States, in U. S. vs. New York Central Railroad, 263 
U. S. 603 (1924) reversed the Commission on the ground that 
it had misinterpreted the law to require the issuance of mileage 
tickets at a discount, said the association, adding that, on 
rehearing, the Commission upheld the railroads. 

Continuance of the proceeding would be futile and a waste 
of time and money for all concerned, said the association, in 
view of the Commission’s lack of power. It observed that the 
Commission was engaged in a general investigation of bus 
fares, in MC C-550, Investigation of Bus Fares, in which, it 
said, the Commission was investigating all phases of the general 
rate structure of respondents. Further pursuit of the instant 
proceeding would entirely duplicate what was already involved 
in the general case, it said, adding that “this is no time to 
embark upon such futile and extravagant litigation.” 

It said the Military Branches had not stated a valid cause 
for continuing the futile proceeding in their ultimate purpose, 
the relief sought, nor in the underlying allegations in support 
of their petition. Among other things, the association said the 
sole claim made was that the proposed action of the carriers 
displeased the War Department because it removed one of 
the minor attractions in the recruiting program, and that, at 


present, with the small amount of furlough traffic available,| 


the extraordinary accounting required, etc., furlough traffic 
was more expensive to handle than ordinary traffic. 
“Finally, and most importantly,” the association continued, 


“the motor carriers no longer desire to grant the preference.| 


The motor carriers respectfully submit that the claims of the 


Military Branches that the effect of the removal of the prefer- 


ences would be a 100 per cent increase in the rates paid by 


military personnel on furlough is utterly untrue as applied to) 
the motor carriers, as is the claim that the Military Branches! 
were misled in the early correspondence concerning the estab-| 


lishment of such fares. . . . Military personnel on leave are 
not entitled to a preference any more than, if. as much as, 
veterans of ‘the fighting war.’ The motor carriers have never- 
theless maintained in effect through the Christmas furloughs 
the preferences hereinbefore described. They respectfully re- 
quest that the Commission not compel them to continue such 
preferences in the future.” 

The association asked the Commission to cancel, without 
further hearings or pleadings, its orders, and to permit the 
tariffs to become effective January 30. 
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New Haven Asks Higher 
Passenger Fares 


The trustees of the New York, New Haven & Hartford 


Railroad Co. have petitioned the Commission for authority 10 


increase the passenger and commutation fares of that railroad. 
They ask authority to increase basic one-way fares in 
coaches to 2.5 cents a mile, in parlor and sleeping cars to 3) 


cents a mile, sufficient to be added to the fares resulting 0 


these bases so that they will end in 0 or 5, with a minimum 
one-way fare of 20 cents. They propose to increase commutation 
fares by 20 per cent, Interline one-way basic fares in coaches, 
parlor and sleeping cars, between stations on the New Havel 
and stations on connecting lines to be correspondingly increased 


to reflect the increases on the New Haven. 
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January 11, 1947 


Applied to the estimated volume of travel for 1947, said 
the trustee, the proposed increases would produce additional 
revenue of about $6,570,000. They said that “although there is 
no outstanding order by this Commission with respect to the 
New Haven’s commutation fares, petitioners here seek ap- 
proval of the proposed increase in said fares and authority 
to make the fares, so increased, effective, without suspension, 
at the earliest date practicable, on five days’ notice.” 

Referring to the Commission’s authorization in Ex Parte 
162, Increased Railway Rates, Fares, and Charges, 1946, the 
trustees of the New Haven estimated that the increases would 
result in an average increase of about 19.8 per cent in freight 
revenue, or about $13,700,000 based on an estimated freight 
volume a “little under” the 1946 level. 

In 1947, as compared with 1946, said the trustees, they 
were faced, on an annual basis, with wage increases (granted 
in 1946) amounting to $15,365,000; increased cost of fuel, ma- 
terials and supplies, $4,135,000; increased railroad retirement 
and unemployment taxes, due to the Crosser bill, $1,700,000, 
a total of $21,200,000, or $7,500,000 in excess of the anticipated 
additional revenue. 

After taking into account a carry-back federal income tax 
credit of about $2,705,000, which they said was a non-recurring 
item, the trustees said the estimated income account for the 
New Haven for 1947 reflected a deficit in net income of 
$7,125,000, “which is substantially equivalent to the amount by 
which the increase in wages and railroad retirement and un- 
employment taxes, and increased cost of fuel, materials and 
supplies exceeds the anticipated increased revenues.” 

The trustees said the New Haven was in a unique position 
as compared with other railroads with respect to its passenger 
service in that it earned an unusually large portion of its gross 
revenues from that source: 48 per cent of its total operating 
revenues in 1946. Consequently, they said, the estimated in- 
crease of 19.8 per cent in freight rates would produce an 
increase of only 9 per cent in total operating revenues. 

They said the New Haven, for many years prior to the 
war, had shown heavy deficits in net railway operating income 
from passenger service operations on the basis of the Commis- 
sion’s prescribed formula for determining the separation of 
freight and passenger service operating results. This condition 
was changed in the war years 1942-1945, they said, but that 

“the situation in that respect, however, is rapidly reverting to 
the pre-war status.” For the first 10 months of 1946, they 
said, the New Haven’s passenger operations showed a deficit 
of $635,848 in net railway operating income after a federal in- 
come tax carry-back credit of $1,577,138. For the entire year, 
they added, the deficit would be even greater, and “still greater 
in 1947 unless relief can be obtained.” 


As to the present level of passenger fares, the New Haven 
trustees referred to Passenger Fares and Surcharges, 214 
I. C. C. 174 (1936) in which they said the Commission had 
prescribed as maximum reasonable fares for the iriterstate 
transportation of passengers in standard equipment, 2 cents a 
passenger-mile, one way and round trip, in coaches, and 3 cents 
a passenger-mile, one-way and round trip, in Pullman cars, 
and permitted a minimum charge of 10 cents for all classes 
of equipment. That order was still in effect, they said, as 
modified by the order of January 21, 1942, in Ex Parte No. 148, 
Increased Railway Rates, Fares, and Charges, 1942, to the 
extent necessary to permit the increase of 10 per cent therein 
authorized, and by the order of December 5, 1946, in Ex Parte 

' 162, continuing the ten per cent increase in effect without the 
expiration date prescribed in certain intervening orders. 
“Petitioners therefore seek a further modification of said 
order of February 28, 1936, as later modified, to the extent 
necessary to enable them to increase the basic one-way fares 
in coaches, parlor and sleeping cars as herein proposed, effec- 
tive at the earliest practicable date on five days’ notice,” said 


@ the trustees. 
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lRevised N. Y. Cartage Rule Draws 


Suspension Requests 


The Port of New York Authority, the Shippers Conference 
of Greater New York, and the New Jersey Industrial Traffic 
League of Newark, N. J., have asked the Commission to sus- 
pend and investigate proposed revised rules published in Agent 
Curlett’s tariff I. C. C. A-856, item 4550, Rule A-190, and item 
4575, Rule A-191, published to become effective January 16. 

According to the protesting interests, the proposed revised 
rules would restrict application of cartage charges from car- 
ners’ stations or piers in New York “to piers of steamship 
Companies in New York Horbor on traffic destined to points in 
the United States via south Atlantic or Gulf coast ports when 
hot moving on joint rates.” 
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-- The proposed schedule would destroy the through route 
with respect to intercoastal traffic, they said and that, in with- 
drawing the cartage service to steamship piers in connection 
with intercoastal traffic, violated section 3(4) of the interstate 
commerce act. At the same time, they said, the competing ports 
of Philadelphia, Baltimore, and Norfolk would be afforded ar- 
rangements whereby a through route for intercoastal traffic was 
available through those ports. 

They said they were reliably informed that connecting water 
carriers had not consented to the proposed revised rule. 

The Intercoastal Steamship Freight Association has also 
asked suspension of the rules, saying the only apparent purpose 
of the proposed rules was to prevent their application to inter- 
coastal traffic, destined to Pacific Coast ports. This, it said, 
would impair the flow of domestic commerce by water to Pacific 
Coast ports, and unduly prefer ports, port districts, localities 
and receivers of goods on the south Atlantic and Gulf coast. 


Inland Proposes Seasonal Service: 
Kansas City, Mo.—Omaha, Neb. 


Inland Waterways Corporation, operating the Federal 
Barge Lines, has asked the Commission in W-381, Sub. 2, for 
authority to institute a new operation as a common carrier of 
commodities generally, except live stock and perishable freight, 
in the season from March to November: 


Between Kansas City, Mo., and Omaha, Neb., and all intermediate 
ports, one round trip at each port per month. Applicant proposes to 
perform the above service in non-self-propelled vessels with the use 
of separate towing vessels. In addition applicant proposes to perform 
service as a common carrier by towing vessels in the performance of 
general towage. 


Inland said it would use two dry cargo barges and one 
towboat over the proposed route, with such future additions 
as traffic volume required. At the Commission it was said the 
application was filed after one experimental trip by Inland. 

It estimated 11,150 net tons of cargo, with gross revenue 
of $71,220 on northbound traffic, and 6,200 net tons, with gross 
revenue of $19,380 southbound, a grand total of 17,350 net tons 
and $90,600 gross revenues. Northbound, Inland listed avail- 
able traffic as: Coffee; iron or steel, angles, sheet, structural; 
agricultural implements; beer; boxes, fibre; carriers, empty 
returned; roofing, iron or steel, and tri-sodium phosphate. 
Southbound it listed bulk wheat and canned goods in its esti- 
mate of available traffic. 


Arbitration of T. W. A. Dispute 
Begins in Chicago 


Arbitration of the 16-month controversy between Trans- 
continental & Western Air, Inc., and the Air Line Pilots Asso- 
ciation, over rates to be paid pilots and copilots of the company’s 
Constellation and Skymaster planes flying domestically and 
internationally, began January 3 in a courtroom of the United 
States Customs House, 610 South Canal street, Chicago. 

Members of the arbitration board are George A. Spater, 
attorney, of New York City, representing the company; Robert 
N. Buck, of Kansas City, pilot, representing the union; and 
Frank W. Swacker, attorney, of New York City, chosen by the 
National Mediation.Board after failure of the airline and the 
pilots to agree on a neutral member. Mr. Swacker is chairman 
of the board. 

A 25-day strike of 1,100 T. W. A. pilots was ended Novem- 
ber 15 when both parties agreed to abide by the decision of a 
three-man arbitration board. Each side will have three days for 
presentation of its case, with an additional day each for re- 
buttal plus a half-day each for further argument. The arbitra- 
tion agreement calls for an award from the board within ten 
days after the close of the hearings (see Traffic World, Novem- 
ber 23, p. 1375). 

Willard H. McEwen, attorney for the pilots’ association, 
said that it was the purpose of the A. L. P. A. to settle the dis- 
pute in such a manner that the possibility of future disputes 
will be minimized. The dispute, he told the board, developed out 
of certain technological changes resulting from the war, es- 
pecially faster planes and overseas operations. 

Leonard P. Moore, counsel for the air line, stated that the 
carriers hope to determine a sound economic program for the 
industry as a result of the arbitration. As a result of decision 
No. 83 under the National Industrial Recovery Act, handed 
down in 1933, there are three factors important in determining 
pilots’ wages, he said: A base pay, ranging from $1,600 to 
$3,000 yearly; hourly pay ranging from $4 to $7.50; and mileage 
pay, with a bonus for miles flown in excess of 8,500 monthly. 

“In flying overseas, T. W. A. has two competitors, Pan 
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American and American Overseas, neither with domestic oper- 
ations, and both paying a straight monthly wage,” Mr. Moore 
continued. “It will be difficult for us if our overseas pilots are 
to be paid on a different base.” 

He urged that the dispute over wages to be paid overseas 
pilots be resolved on the basis of a flat monthly rate. In answer 
to a question from Chairman Swacker, Mr. Moore said that the 
three-factor wage formula applied only to domestic operations 
and not to overseas flying. 

As first witness for the pilots association, W. F. Judd, a 
company pilot captain flying from Rome, Italy, presented mod- 
els of the five different planes which had been flown by T. W. A. 

Larger aircraft make increasing demands on the skill, re- 
sponsibility, and ability of the pilot, J. H. Imeson, a witness for 
the Air Line Pilots Association, testified January 6 before the 
three-man arbitration board which is hearing the controversy 
between the association and Transcontinental & Western Air, 
Inc., in Chicago. 

An earlier witness, Captain J. H. Roe, of Kansas City, Mo., 
said that a pilot, before being eligible for employment, must 
possess the following: A minimum of at least 1,200 hours logged 
flying time; possession of a val'd commercial pilot’s license, 
an instrument rating, and a federal telephone rad‘o license; 
three years of college education or its equivalent; certain age 
and physical qualifications; and ability to pass rigid company 
physical, mental, and psychological examinations. 

The pilots are asking for monthly rates of compensation 
ranging from a minimum of $258.33 for a first year first pilot 
of a C-54 to a “possible but improbable” maximum of $1,247.87 
for a Constellation eight-year first pilot. For international 
fiying, pilots are asking that $100 a month be added to the base 
pay of both types of equipment. Copilots’ rates of compensa- 
tions would range from a $220 monthly minimum to a $647.37 
maximum, with $50 extra monthly when flying internationally. 

An air line pilot will average one hour performing services 
on the ground for the company, for every hour he actually puts 
in flying, Captain L. M. Williams, a pilot for Transcontinental 
& Western Air, Inc., testified January 7 before the arbitration 
board in Chicago. 

Captain A. J. Michelson, T. W. A. Constellation pilot, of 
Beechhurst, N. Y., one of the last witnesses to appear for the 
A. F. L. Air Line Pilots Association, stated that the introduc- 
tion of the faster Constellation craft on the country’s air lines 
has resulted in “stacking,” confusion, and many near-collisions 
over airports, particularly during “instrument weather,” and 
that this places additional strain and responsibility on the pilot. 


New Agreement Averts 
Chicago Drivers Strike 


A Chicago city drivers’ wage dispute that appeared to be 
headed for a strike similar to that of June, 1945, which lasted 
11 days and brought more than 14,000 federal troops to the 
city, was averted late January 4 when agreement on a new 
two-year contract was reached between truck operators and 
representatives of 14,000 union drivers. 


Officers of the independent Chicago Truck Drivers Union 
Local 705 accepted the terms of the settlement immediately, 
but leaders of the AFL International Brotherhood of Team- 
sters Union Local 705 said the agreement would have to be 
ratified by AFL drivers. 

The new contract, retroactive to January 1, 1947, provides 
a guaranteed 40-hour week; time and one-half for work before 
8 a. m. or after 5 p. m., over 40 hours a week, and on Saturdays; 
double time for Sunday work; if called to work on Saturdays, 
to be guaranteed four hours; and improved vacation and holiday 
benefits. 


New hourly wage rates -will range from $1.30 for trucks 
up to two tons capacity, to $1.60 for trucks of over 20 tons 
capacity. . 

The agreement will give Chicago drivers a weekly wage 
increase of approximately 56 per cent,” said Walter McCarron, 
general manager of the Illinois Motor Truck Operators Associa- 

- tion. “They received a better contract than did the New York 
drivers. Truck operators in this city will be up against it unless 
they can receive a boost in truck rates.” 

Mr. McCarron predicted that a result of the steep wage 
increase would be the diversion of freight to the railroads. 


The Illinois Motor Truck Operators Association, the Cart- 
age Exchange of Chicago, and the Central Motor Freight Asso- 
ciation, represented the operators in the negotiations. The 
meeting which resulted in an agreement was held in the office 
of Howard A. Plank, United States conciliator, at 222 West 
Adams street. 

























TRAFFIC WORLD 


Wider Railroad Use of Cachets 
for Stamp Collectors Urged 


Robert S. Henry, assistant to the president, Association of 
American Railroads, has advised railroad public relations off 
cers that he has been informed by the Post Office Department 
of willingness of that department to cooperate with individual 
railroads in arranging cachets—specially marked envelopes of 
a commemorative nature—for special dates and/or events of 
public interest, and in issuing appropriate Post Office Depart- 
ment press releases relating to such cachets, prized by many 
stamp collectors. 

Mr. Henry said that several railroads had sponsored or 


U. § 
Tex 


“ Lh) 4 ° A 
approved “first-day covers” for commemorative envelopes, in and c: 
connection with railroad anniversaries and developments (par- tory | 
ticularly in connection with first runs of new trains), but that unifot 
Post Office Department officials had stated that rail interest State: 
in this form of publicity had been “almost negligible when con- 7 I 
sidering the hundreds of opportunities which have been avail. ae 
able to them for activities of this sort,” while, on the other U. ai 
hand, these officials spoke with enthusiasm of the widespread had r 
use by the airlines of special cachets for publicity purposes, in 7 
commemoration of first flights on new air mail routes, exten-™ Steele 
sions of existing routes in domestic service, or in connection twee! 
with inauguration of foreign flights of United States airlines Railr 
or the opening of new airports. Mr. Henry said the office off form: 
the Third Assistant Postmaster General estimated that theref 4 Sul 
were from 5,000,000 to 10,000,000 stamp collectors in the coun-@ thoug 
try, and that, as a result of “special cachet” publicity reachingg§ years 
them, as many as 400,000 to 600,000 first day covers of a par- 7 
ticular cachet or stamp issue had passed through the mails.§ py Ji 
He added that, on some occas:ons, the Post Office Department Comr 
had set up a special booth in a post office for the cancellation] Mills 
of first day or commemorative covers. comn 
“A cachet may be placed on envelopes by the mailers§ to bi 
themselves, or for them by civic or business groups sponsoring§ comn 
the cachet, by hand-stamping or printing advertisements or§ ment 
illustrations which do not resemble a postmark or a postage vice 
stamp on the back or on the left portion of the address side} the f 
of the envelopes used for mailing purposes, provided they do} sion, 
not obstruct the return card,’ Mr. Henry said. conti 
CHANGES IN DOCKET that 
Hearing in MC-C 779, assigned for January 7, at Ottumwa, Ia., was orde 
cancelled. = grou 
Hearing in MC 4405, Sub. 174, assigned for January 8, at Chicago, the | 
Ill., was postponed to January 10, at Sherman Hotel, Chicago, IIl., orde: 
before Examiner Myers. clain 
Hearing in MC 4239, Sub. 3, assigned for January 8, at Concord,™@ reco 
N. H., was postponed to January 29, at State Comm., Concord, N. H.,@ that 
before Jt. Bd. 186. tran: 
Hearing in 29276, |. & S. 5412 and Fourth Section Application 21575, | 
ass:gned for January 8, at Washington, D. C., was postponed to a date com 
to be fixed. fixec 
Hearing in MC 30837, Sub. 47, assigned for January 9, at Chicago,™ petit 
Ill., was cancelled. into 
Hearing in MC 106968, Sub 1, assigned for January 9, at San Diego,™@ rate 
Calif., was transferred to January 9. at Civic Center Bldg., San Diego, petit 
Calif., before Jt. Bd. 47, instead of Jt. Bd. 45. pow 
Hearing in MC 106143, Sub. 8, assigned for January 9, at Detroit, fron 
Mich., was postponed to January 14, at Hotel Fort Shelby, Detroit, : 
Mich., before Examiner Flood. tari! 
Hearing in MC 102384, Sub. 7, assigned for January 9, at Detroit, 
Mich., was postponed to January 14, at Hotel Fort Shelby, Detroit,§% eont 
Mich., before Jt. Bd. 57. amo 
Hearing in MC-C 784, assigned for January 9, at Sioux City, Ia., 
was cancelled, pay 
Hearing in MC 1968, Sub. 38, assigned for January 10, at Carlsbad, Men 
N. M., was transferred to January 10, at County Court, Carlsbad, N. M.j§ note 
before Examiner Borroughs. juds 
Hearing in MC 70451, Sub. 68, assigned for January 8, at Sioux cau: 
City, Ia., was postponed to February 3, at Warrior Hotel, Sioux City. sub 
Ia., before Jt. Bd. 92: to t 
Hearing in MC 106811, Sub. 2 TA, assigned for January 9, at u 
Peoria, Ill., was cancelled. Po 
Hearing in MC 33056, Sub. 2, assigned for January 10, at Boston, Pur 
Mass., was cancelled. @ par 
Hearing in MC 32783, Sub. 57, assigned for January 8, at Lexington, Cov 
Ky., was cancelled. app 
Hearing in MC 107498, assigned for January 8, at Odessa, Tex./@ this 
was postponed to a date to be fixed. ano 
Hearing in |. & S. 5443, assigned for January 9, at Washington, on 
D. C., was cancelled and reassigned for January 21, at Washington, . 
D. C., before Examiner Weems. Tew 
Hearing in MC-FC 31215, assigned for January 9, at Washington, 
D. C., _ postponed to January 23, at Washington, D. C., befor yng 
Jt. Bd. 12. : 
Hearing in MC 192, Sub. 1, _now assigned for January 7. at Quincy, 09 
Ill., is postponed to February 4, at U. S. Ct., Quincy, Ill., befor Al 
Jt. Bd. 179. gen 
Hearing in MC 4405, Sub. 174, now assigned for January 10, # 
Chicago, Ill., is postponed to February 6, at Sherman Hotel, Chicag¢@ pay 


Ill., before Examiner Myers. 
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U. S. Supreme Court Settles 
Texas Truck Rate Case 


Agreeing with the federal-district court below that shippers 
and carriers could not by private agreements defeat the statu- 
tory purpose of the state of Texas to require payments of 
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States, by an opinion handed down January 6, in No. 79, 
Leo H. Steele, Petitioner, vs. General Mills, Inc., reversed the 
U. S. Circuit Court of Appeals for the Fifth circuit, which itself 
had reversed the district court. 


The effect of the Supreme Court’s decision was to permit 
Steele to recover from General Mills, Inc., the difference be- 
tween common carrier truck rates prescribed by the Texas 
Railroad Commission with respect to contract haulage per- 
formed by Steele and the lower rates collected by Steele under 
a supplemental agreement between him and the shipper, al- 
though Steele’s suit had been filed about three and one-half 
years after the effectuation of the supplemental agreement. 


The Supreme Court, whose opinion in the case was written 
by Justice Black, observed that Steele’s permit from the Texas 
Commission, authorizing transportation of goods for General 
Mills in Texas, was subject to a provision under which the 
commission’s tariffs and orders prescribed as a minimum rate 
to be charged by contract carriers the rate prescribed for 
common carriers. Justice Black said the supplemental agree- 
ment between Steele and General Mills was made without ad- 
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postage# vice to the state commission. He said Steele sued to recover 
ress side} the full rate fixed by prior general orders of the state commis- 
they do} sion, prescribing common carrier rates as provided in the 
contract. 
“The respondent’s answer,” said Justice Black, “admitted 
) that it had paid less than the tariff rate fixed in prior general 
. F orders, but denied legal liability to pay that rate on several 
» “8, WASH srounds. It denied that respondent’s rates were governed by 
Chicago, the commission’s prior general rate orders or by the special 
ago, Ill,m@ order granting petitioner a permit as a contract carrier. It also 
claimed that a state two-year statute of limitations barred 
Concord,@ recovery for part of the amount claimed. It further alleged 
d, N. H.@ that petitioner had led respondent to believe that his type of 
ion 21575 transportation was not subject to regulation by the railroad 
to a datem Commission, and that no prior general or special orders had 
fixed petitioner’s transportation rates. In reliance upon the 
. Chicago,™ petitioner’s representations, respondent alleged, it had entered 
into the supplemental agreement to pay less than the tariff 
an Diego,@ rate here claimed. Respondent pleaded that by this conduct 
an Diego,@ petitioner was estopped from claiming that the commission had 
t Detroit, Power to or had fixed a rate for petitioner’s transportation, or 
. Detroit, il predicating his cause of action upon the commission’s 
riffs.” 
t Detroit, After stating that the district court had rejected all of these 
,» Detroit,™ contentions of General Mills, Inc., Justice Black cited the finding, 
City, Ia.) 2mong others, of that court that the original agreement to 
y, “““ pay the commission-fixed rate was valid and that the supple- 
Carlsbad, Mental agreement to pay less than that rate was void. He 
ad, N. M.j@ noted that the Circuit Court of Appeals, in its reversal, one 
judge dissenting, concluded that Steele should not recover be- 
at Sioux™ cause the agreement to pay less than the full rates was a 
loux City. subterfuge, that neither party had any intention of living up 
ary 9, af to the agreement, and that their conduct amounted to a fraud 
upon the state commission and tended to interfere with “the 
it Boston,™ Purity of the administration of the law, such as puts both 
parties in pari delicto with no rights to seek advantage of re- 
.exington,@ Covery.” He said that, in its opinion denying rehearing, the 
appeals court reaffirmed its former holding and stated that 
ssa, Tex. @ this was “a suit by one party in particeps criminis, against 
ashington. 220ther in like situation under a fully executed contract, where- 
ashington,™ 1 it was sought to penalize to the extent of $37,000 and to 
reward the prime offender in like amount.” 
— “Whether the Circuit Court of Appeals’ judgment does 
” undermine the transportation policy of Texas is a question of 
at Quincy, such importance that we granted certiorari to review the case,” 
., befor Said Justice Black, referring to a contention of the attorney 
general of Texas. 
a Re In further discussion, the U. S. Supreme Court said, in 


uniform transportation rates, the Supreme Court of the United. 
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The - district court’s holdings that the commission’s rate fixing 
orders applied to petitioner’s business, that they were not subject 
under Texas law to the collateral attack here made, and that petitioner 
could not carry respondent’s goods at less than the rates fixed were 
well buttressed by state statutes and court decisions. No arguments 
here made by respondent or state decisions on which it relies refute 
the district court’s reasoning or conclusion. .. . 

Respondent does not refute what the Texas courts have frequently 
decided, that agreements by railroads to cut charges to below tariff 
rates are unlawful and that no doctrine of estoppel or pari delicto can 
be invoked to defeat payment of the full tariff rate. . . . No Texas 
decisions referred to by the Circuit Court of Appeals or by the respond- 
ent here indicated that the state’s public policy is any different or less 
effective in protecting the integrity of motor carrier rates than rail- 
road rates. ... 

Under Texas law the payment of commission-fixed carrier rates is 
not merely a private obligation between shippers and carriers. The 
duty to pay is a public one. ... And, . . . with reference to a railroad, 
no carrier can ‘‘by means of estoppel ‘or by any other device’ escape 
the performance of this public duty.’’ While the doctrine of pari- 
delicto might be applied in Texas to some types of contracts so as to 
defeat recovery . .. we are satisfied that the Circuit Court of Appeals 
erred in holding that Texas court would apply it in this case. Applica- 
tion of the doctrine of pari delicto in this proceeding, therefore, where 
the federal court has jurisdiction by reason of diversity, would result 
in applying a rule of law in the federal courts different from the rule 
we believe has been applicable in the state courts. Such a result can- 
not be approved... . 

The judgment of the Circuit Court of Appeals is reversed and that 
of the district court is affirmed. It is so ordered. 


Highest Court Rejects Revision 
of Seatrain Rights by I. C. C. 


A certificate finally granted by the Interstate Commerce 
Commission to Seatrain Lines, Inc., authorizing operation by 
Seatrain as a common carrier by water of commodities gener- 
ally between the ports named in the certificate, was not subject 
to revocation by the Commission, and the Commission was with- 
out authority to revoke that certificate, the Supreme Court of 
the United States decided as, in an opinion in No. 61, United 
States and Interstate Commerce Commission, Appellants, vs. 
Seatrain Lines, Inc., it affirmed a dec'sion of the federal district 
court for the Delaware district, adverse to the Commission. 

The Commission, after having granted to Seatrain a certi- 
ficate, effective August 10, 1942, authorizing transportation of 
“commodities generally,” had reopened the proceeding a year 
and a half later for the purpose of determining whether the 
certificate should not be modified so as to limit the authority 
to the transportation of liquid cargoes and bulks, empty rail- 
road cars, and property loaded in freight cars received from and 
delivered to rail carriers and transported without transfer from 
freight cars between the ports of New York, N. Y., New Orleans, 
La., and Texas City, Tex. The Supreme Court, in its opinion, 
written by Justice Black, with Justice Rutledge noting con- 
currence in the result, spoke of a distinctive type of carriage 
performed by Seatrain, whereby loaded rail cars could be 
hoisted and transported in Seatrain vessels, eliminating trans- 
fer of freight from car to ship. The text of the opinion follows: 


Seatrain is and long has been a common carrier of goods by water. 
Its harbor facilities and vessels have been constructed to enable it to 
perform a distinctive type of water carriage. Loaded railroad cars can 
be hoisted and transported in its vessels, thereby eliminating such 
things as trouble, time and breakage, said to be incident to loading 
and unloading goods from railroad cars. See United States vs. Penn- 
sylvania R. R., 323 U. S. 612. Seatrain vessels also have tank space for 
carriage of liquid cargoes in bulk. 

Part III of the Interstate Commerce Act, 54 Stat. 929, 49 U. S. C., 
Sec. 901, et seq., subjected water carriers to the jurisdiction of the 
Interstate Commerce Commission. Section 309 (a) of that Act required 
them to obtain certificates of public convenience and necessity from 
the Commission. The same section contains a proviso commonly re- 
ferred to as the grandfather clause. It provides that any water carrier, 
with an exception not here material, which was in bona fide operation 
as a common carrier by water on January 1, 1940, shall be entitled to 
a certificate to continue operations over the route or routes which it 
had been serving previous to that date without determination by the 
Commission of the question of public convenience and necessity. 

May 28, 1941, Seatrain filed two applications with the Commission 
to. obtain certificates for two different routes, one of which it had 
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operated since 1932, and another which it had begun to operate in 1940 
shortly after passage of the water carrier provisions. Seatrains appli- 
cation described its operation on each route as that of a ‘‘common 
carrier by water of commodities generally.’’ After due notice had been 
given to all interested parties, Division 4 of the Commission conducted 
investigations, satisfied itself as to the right of Seatrain to be granted 
both applications under the provisions of the act, made appropriate 
findings, and concluded that Seatrain was entitled to engage in trans- 
portation on both the routes as ‘‘a common carrier by water of com- 
modities generally.’’ A single certificate to carry ‘‘commodities gen- 
erally between the ports of New York, New Orleans, and Texas City, 
by way of the Atlantic Ocean and the Gulf of Mexico’’ was accordingly 
issued to Seatrain. By its terms it became effective August 10, 1942, 
subject ‘‘to such terms, conditions, and limitations as are now or may 


hereafter be, attached to the exercise of such authority by the 
Commission.’’ 


A year and a half later, January 27, 1944, the Commission, on its 
own motion, ordered that the proceedings be reopened for the purpose 
of determining whether the 1942 certificate should not be modified so 
as to deprive Seatrain of the right to carry commodities generally. Sea- 
train appeared and moved to vacate and rescind the Commission's 
order to reopen the proceedings on the: ground that the Commission 
was without statutory authority to make the alteration proposed. Sea- 
train’s motion was rejected. At the subsequent hearing on the pro- 
posed modification, Seatrain declined to offer evidence, resting its case 
entirely on the Commission’s lack of authority to reconsider and alter 
the original certificate. After argument, the Commission entered an 
order cancelling the former certificate and directing that a different 
one be issued. 260 I. C. C. 430. The proposed new certificate in effect 
deprived Seatrain of the right to carry goods generally between the 
ports it served, and limited it to operations only ‘‘as a common carrier 
by the ‘Seatrain’ type of vessel, in interstate or foreign commerce, in 
the transportation of liquid cargoes and bulks; of empty railroad cars; 
and of property loaded in freight cars received from and delivered to 
rail carriers and transported without transfer from freight cars be- 


tween the ports of New York, N. Y., New Orleans, La., and Texas 
City, Texas.’’ 


Seatrain then brought this action before a three-judge District 
Court under 28 U. S. C. Secs. 41 (28), 47, to set aside the Commission’s 
order. The District Court set aside the order on the ground that the 
Commission had exceeded its statutory authority in reopening the pro- 
ceeding and altering the certificate. The-.District Court further held 
that even if the Commission would have had power under different 
circumstances to alter a certificate, it should not have done so in 
this case where, as the Court found from evidence before it but which 
had not been before the Commission, Seatrain had expended large 
sums of money in reliance upon the complete validity of its certificate. 
64 F. Sup. 156. We need not consider the Commission’s objection to 
the District Court’s admission of evidence not heard by the Com- 
mission since we agree with the District Court that the Commission 
was without authority to cancel this certificate. 

In altering Seatrain’s certificate, the Commission held that a 
certificate authorizing the carriage of ‘‘commodities generally’’ does 
not embrace the right to carry loaded or unloaded railroad cars; that 
consequently the original certificate granted Seatrain actually deprived 
it of any future right to carry railroad cars—its chief business; that 
issuance of the original certificate to carry commodities generally was 
consequently an inadvertent error patent on the face of the record 
which the Commission has the right and power to change at any time 
the matter comes to its attention. But Seatrain argues that, far from 
restoring the right to which it was entitled under the original pro- 
ceedings, the new order actually results in a drastic limitation on the 
nature of the equipment and service Seatrain is privileged to employ 
in loading and carrving freight, and could bar delivery or receipt of 
freight to or from any consignees except railroads. 

We need not determine the Commission’s statutory power to cor- 
rect clerical mistakes, since we are persuaded from Seatrain’s applica- 
tions for its certificates, from the information supplied to the Commis- 
sion indicating that Seatrain had long transported goods of all kinds 
loaded in freight cars to consignees other than railroads, from the 
findings of the Commission, and from the course of the earlier decisions 
of the Commission regarding Seatrain, that the issuance of the original 
certificate was not an ‘inadvertent’? error which the Commission’s 
subseauent action was intended to correct. For all these indicate that 
prior to and at the time of the issuance of the Seatrain certificate it 
was the understanding of Seatrain and the Commission that its trans- 
portation of ‘‘commodities generally’’ included carriage of freight cars 
and that carriace of freight cars would not exclude carriage of com- 
modities generally. Moreover, the Seatrain application was not reopened 
for consideration by the Commission until its decision in Foss Launch 
& Tug Co., 260 I. C. C. 103, decided December 18, 1943. There the 
Commission pointedly ruled for the first time that a certificate to carry 
“commodities generally’? did not authorize water carriage of loaded 
or unloaded freight cars—so-called ‘‘car-ferry service.’’ Thus it seems 
apparent that the Seatrain proceedings were reopened not to correct 
a mere clerical error, but to execute the new policy announcd in the 
Foss case. This conclusion is supported by the fact that in prior 
proceedings involving Seatrain, the Commission had reiected the con- 
tention that Seatrain’s vessels could be classed as ‘‘car ferries,’’ and had 
concluded that they were ocean going water carriers. 


Since the proceedings apparently were not reopened to correct a 
mere clerical error but were more likely an effort to revoke or modify 
substantially Seatrain’s original certificate under the new policy an- 
nounced in the Foss case, the question remains whether the act au- 
thorizes such alterations. The water carrier provisions are part of the 
general pattern of the interstate commerce act which grants the Com- 
mission power to regulate railroads and motor carriers as well as water 
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carriers. The Commission is authorized to issue certificates to all three 
types of carriers. But it is specifically empowered to revoke only the 
certificates of motor carriers. Section 212 (a), Part II interstate com- 
merce act, 49 Stat. 555, 49 U. S. C. Sec. 312 (a). In fact, when the water 
carrier provisions were pending in Congress, the Commission’s spokes. 
man, Commissioner Eastman, seems specifically to have requested the 
Congress to include no power to revoke a certificate. The commissioner 
explained that while the power to revoke motor carriers’ certificates 
was essential as an effective means of enforcement of the motor carrier 
section, it was not necessary to use such sanctions in the regulation of 
water carriers. It is contended nonetheless that the Commission has 
greater power to revoke water carrier certificates, where Congress 
granted no specific authority at all, than to cancel and revoke motor 
carrier certificates where specific but limited authority was granted, 
But in ruling upon its power to revoke motor carrier certificates, the 
Commission itself has held that unless it can find a reason to revoke a 
motor carrier’s certificate, which reason is specifically set out in Sec, 
212 (a), it cannot revoke such a certificate under its general statutory 
power to alter orders previously made. Smith Bros. Revocation of 
Order, 33 M. C. C. 465. 


It is argued, however, that this proceeding does not effect a partial 
revocation of Seatrain’s certificate, but is merely an exercise of the 
Commission’s statutory power under Sec. 309 (d) to fix ‘‘terms, condi- 
tions and limitations’’ for water carrier certificate holders. Whether 
the Commission could, under this authority, have imposed a restriction 
in an original certificate as to the type of service a water carrier could 
utilize to serve its shippers best is by no means free from doubt. Yet 
the alleged authority to alter a certificate after it has been finally 
granted so as to limit the type of service is certainly no greater than 
the Cornmission’s authority to limit the type of service when issuing 
the original certificate. It is of some significance that Sec. 208 which 
prescribes the authority of the Commission in granting certificates to 
motor carriers authorizes the Commission to ‘‘specify the service to be 
rendered’’ by those carriers. But Sec. 309. which empowers the Com- 
mission to grant certificates to water carriers does not authorize the 
Commission to specify ‘‘the service to be rendered.’’ Furthermore, 
Sec. 309 (d) relating to water carrier certificates specifically provides 
“that no terms, conditions, or limitations shall restrict the right of the 
carrier to add to its equipment, facilities, or service within the scope 
of such certificate, as the development of the business and the demands 
of the public shall require . . .’’ The language of this section would 
seem to preclude the Commission from attaching terms and conditions 
to a certificate which would deprive the public of the best type of serv- 
ice which could be rendered between ports by a water carrier. In view 
of this difference between the statutory authority of the Commission to 
prescribe the service of water carriers and of motor carriers, our deci- 
sions relating to the Commission’s power as to motor carriers in this 
respect are not controlling as to the Commission’s power to regulate the 
details of the service of water carriers. We can find no authority for 
alteration of Seatrain’s certificate from the Commission’s power to fix 
“‘terms and conditions.’’ 


Nor do we think that the Commission’s ruling was justified by the 
language of Sec. 315 (c) which authorizes it to ‘“‘suspend, modify, or 
set aside its orders under this part under such notice and in such 
manner as it shall deem proper.’’ That the word ‘‘order,’’ as here used, 
was intended to describe something different from the word ‘“‘certifi- 
cate’’ used in other places, is clearly shown by the way both these 
words are used in the act. Section 309 describes the certificate, the 
method of obtaining it, and its scope and effect, but it nowhere refers 
to the word ‘‘order,’’ Section 315 of the act, having specific reference 
to orders, and which in subsection (c), here relied on, authorizes sus- 
pension, alteration, or modification of orders, nowhere mentions the 
word ‘‘certificate.’’ It is clear that the ‘‘orders’’ referred to in 315 (c) 
are formal commands of the Board relating to its procedure and the 
rates, fares, practices, and like things coming within its authority. But 
as the Commission has said, as to motor carrier certificates, while the 
procedural ‘‘orders’’ antecedent to a water carrier certificate can be 
modified from time to time, the certificate marks the end of that 
proceeding. The certificate, when finally granted, and the time fixed 
for rehearing it has passed, is not subject to revocation in whole or 
in part except as specifically authorized by Congress. Consequently, 
the Commission was without authority to revoke Seatrain’s certificate. 
That certificate, properly interpreted, authorized it to carry commodi- 
ties generally, including freight cars on the routes for which the 


certificate originally issued. The judgment of the District Court is 
affirmed. 





Temporary Injunction Denied in 
Hoboken Ferry Abandonment Case 


After argument on December 31, 1946, in New York City, 
in the New York federal southern district court, a motion of 
the West 23d. Street Ferry Association, Inc., et al., for a tem- 
porary injunction for setting aside two Commission orders in 
the so-called Hoboken Ferry Co. abandonment case, was denied, 
the Commission has been advised. 


It was said that the case would be argued on its merits in 
the court although the certificate of abandonment in question 
was made effective by the Commission at 11:59 p.m., the same 
date the injunction motion was argued. 


An order of division 4, in Finance No. 14920, Hoboken 
Ferry Co., et al., Abandonment, had permitted the Hoboken 
Ferry Co. to abandon, and the Delaware, Lackawanna & West- 
ern Railroad Co. to abandon operation of, a 1.33-mile ferry line 
extending from Hoboken, N. J., to West 23d. Street, New York 
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City, subject to the “Burlington” conditions for employe pro- 
tection (see Traffic World, October 26, 1946, p. 1090). 

The West 23d. Street Ferry Association, Inc., and other 
protestants in the Commission proceeding, had petitioned the 
Commission for reconsideration, further hearing, and oral ar- 
gument, contending, among other things, that division 4 had 
erred in permitting abandonment of what they described as the 
“only existing and remaining ferry line extending from Ho- 
poken, N. J. to West 23d. Street, New York City.” Their petition 
was denied by the same Commission order that fixed the effec- 
tive date of the abandonment as December 31. 

The protestants brought suit in the New York court to set 
aside the two Commission orders on December 26, the proceed- 
ing having been styled as No. 1025, West 23d. Street Ferry 
Association, Inc., et al., vs Hoboken Ferry Co., D. L. & W. 
railroad, the Commission, and the United States of America. 


NEW B. & O. COACH TRAIN 

Mrs. Robert A. Taft, wife of Senator Taft, of Ohio, at cere- 
monies at the Union Station in Washington, D. C., January 7, 
christened the new luxury coach streamliner, the Cincinnatian, 
the Baltimore & Ohio is placing in service between Wash‘ngton, 
Baltimore, and Cincinnati January 19. The “twin” was likewise. 
christened at Cincinnati by Mrs. W. R. Kellogg, wife of the city 
manager of Cincinnati. It is said that the new train will have 
the fastest schedule ever set between the points to be served. 
Director Johnson, of the O. D. T., and Roy B. White, president 
of the B. & O., participated in the ceremony at the Union Sta- 
tion in Washington. Potomac River water was used to christen 
the train in Washington. 


White Becomes Head of Senate 
Interstate Commerce Group 


Senator White, of Maine, became the chairman of the new 
Senate committee on interstate and foreign commerce when, on 
January 6, the Senate adopted a resolution desionating Repub- 
lican members of the committees of that body which were 
— under terms of the legislative reorganization act of 
1946. 

Senator Reed, of Kansas, whose hopes for assignment to the 
chairmanship of the interstate and foreign commerce commit- 
tee vanished when Senator White, outranking him in seniority, 
decided to accept that chairmanship as well as the position of 
Senate majority leader, did not participate in discussion of the 
committee assignments when the resolution was brought before 
the Senate, although there had been predictions that he would 
carry his fight for the chairmanship to the floor of the Senate 
(see Traffic World, Dec. 28, 1946, p. 1725, and Jan. 4, p. 32). 
Earlier, he had issued a statement in which he expressed the 
view that Senator White, while serving as Senate minority 
leader in the 79th Congress, had been so preoccupied with those 
duties that he had attended only four out of a total of 67 ses- 
sions of the Senate interstate commerce committee. It was 
Senator Reed’s contention that in his new post of majority 
leader Senator White would not be able to devote to his com- 
mittee chairmanship the time and attention that that office 
required. Z 

As originally offered, the Senate committee-membership 
resolution designated minority as well as majority party mem- 
bers of the various committees, but prior to its adoption the 
list of minority appointees was withdrawn by Senator Barkley, 
Senate minority leader, who objected to the ratio of minority 
to majority representation on some of the committees, not 
including the committee on interstate and foreign commerce, 
however. 

Republicans named on the latter committee, in add'tion to 
Senator White, are: Senators Tobey, of New Hampshire; Reed; 
Brewster, of Maine; Hawkes, of New Jersey; Moore, of Okla- 
homa, and Capehart, of Indiana. All except Senator Brewster 
were members of the old Senate interstate commerce committee 
in the 79th Congress. Senator Brewster was a member of the 
Senate commerce committee, now merged into the new com- 
mittee headed by Senator White. Democratic members of the 
committee named in the resolution as originally introduced 
were: Senators Johnson, of Colorado; Stewart, of Tennessee; 
McFarland, of Arizona; Magnuson, of Washington; Myers, of 
Pennsylvania, and McMahon, of Connecticut. Senator Magnuson 
was a member of the old Senate commerce committee; the 
other Democrats named served on the old Senate interstate 
a committee under the chairmanship of former Senator 

eeler. 

Under terms of the legislative reorganization act, the num- 
ber of standing committees of the Senate was reduced from a 
total of 33 to a total of 15, and the act contained a further pro- 
vision that “each senator shall serve on two standing committees 
and no more; except that senators of the majority party who are 
members of the committee on the District of Columbia or of 
the committee on expenditures in the executive departments 

may serve on three standing committees and no more. 
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Proposed Transport Legislation 
Offered in Senate and House 


Representative Bulwinkle, of North Carolina, revives 
proposal to exempt agreements of I. C. C.-regulated 
carriers from application of anti-trust laws. St. Law- 

_ rence Seaway measure reintroduced. Various meas- 
ures affecting aviation and rail transport presented in 
first sessions of 80th Congress 


Among more than 600 bills and resolutions introduced in 
the first few days of activity of the 80th Congress were many 
measures affecting the field of transportation. 

One of these legislative proposals was H. R. 221, intro- 
duced by Representative Bulwinkle, of North Carolina, destined 
to be known as “the Bulwinkle bill of the 80th Congress,” since 
a similar bill by the same author in the 79th Congress (H. R. 
2536) was designated, by transportation people at least, simply 
as “the Bulwinkle bill.” The language of H. R. 221 is the 
same as that of H. R. 2536 as passed by the House and sent to 
the Senate in December, 1945. Under its provisions, agree- 
ments of carriers regulated by the Commission, including agree- 
ments covering establishment of rate bureaus, would be exempt 
from application of the anti-trust laws after approval of such 
agreements by the Commission. 


H. R. 2536 was amended in several respects by the Senate 
interstate commerce committee when reported by that com- 
mittee on June 14, 1946 (see Traffic World, June 22, p. 1875). 
An effort to bring the bill up for consideration in the Senate 
in the closing days of the 79th Congress was unsuccessful, as 
Senator Barkley, then majority leader, gave priority to other 
legislation. 

Seaway Proposal Renewed (Again) 


Representative Kilburn, of New York, introduced H. R. 
13, calling for approval of the U. S.-Canada agreement of 
March, 1941, with respect to the Great Lakes-St. Lawrence 
Basin, except articles VII and IX thereof, so as to pave the 
way for completion of the St. Lawrence seaway. 


Representative Angell, of Oregon, introduced H. R. 12, to 
amend the railroad retirement act of 1937 so as to provide for 
payment of benefits with respect to the month in which an 
annuitant or pensioner dies. 

Representative Walter, of Pennsylvania, introduced H. R. 
152, to establish a Department of Civil Aviation. 

Representative Welch, of California, introduced H. R. 155, 
to amend the federal highway act and other acts to permit the 
allocation of federal funds to the construction, reconstruction, 
or maintenance of publicly owned toll bridges or toll roads. 


McCarran Aviation Bills 


Senator McCarran, of Nevada, introduced S. 1, to create 
an independent Civil Aeronautics Authority and an independent 
Air Safety Board, to promote the development and safety and 
provide for the regulation of civil aeronautics, and to promote 
world leadership by the United States in aviation. He intro- 
duced, also, S. 3, to provide for training of air-traffic control- 
tower operators; S. 4, authorizing advanced training in aero- 
nautics of technical personnel of the Civil Aeronautics Adminis- 
tration; S. 5, providing for adequate aeronautical training for 
the youth of the United States; and S. 7 and S. 11, bills to 
amend the civil aeronautics act of 1938 in certain respects. 

Delegate Bartlett, of Alaska, introduced H. R. 191, to ex- 
tend the federal aid and highway acts to the territory of Alaska, 
and H. R. 198, to provide increased retirement benefits for 
certain employes of the Alaska Railroad. 

Representative Bradley, of Michigan, introduced H. R. 217, 
amending the act of February 8, 1895, regulating navigation 
on the Great Lakes and their connecting and tributary waters, 
by revising certain navigation and anchorage rules, including 
rules affecting lighting of ships. 

Representative Powell, of New York, introduced H. R. 280, 
to amend the interstate commerce act so as to prohibit the 
segregation of passengers on account of race of color. 

H. R. 283, a bill “to promote the safety of employes and 
travelers upon railroads, and to protect the public by requiring 
certain common carriers by railroad to install and maintain 
communication systems,” was introduced by Representative 
Price, of Illinois. 


Would Investigate Air Transport 


Representative (Mrs.) Smith, of Maine, introduced H. Res. 
20, providing for a study and investigation of the service, oper- 
ations and administration of commercial air transport com- 
panies in the United States and of their regulation by “the 
Civil Aeronautics Board and the Civil Aeronautics Administra- 
tion. (Mrs. Smith introduced similar legislation in the 79th 


Congress and announced at that time dissatisfaction with serv- 
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ice of certain air carriers in. the New England area.) 

Under terms of H. R. 476, introduced by Representative 
Peterson, of Florida, aid would be provided for “the readjust- 
ment in civilian life of those persons who rendered wartime 
service in the United States merchant marine.” 

Representative Mansfield, of Montana, introduced H. R. 
481, to create a commission to be known as the Alaskan Interna- 
tional Highway Commission. 

Representative Canfield, of New Jersey, introduced H. R. 
505, to prohibit the tranportation of certain inflammable tex- 
tile fabrics in interstate commerce. 

Representative Sikes, of Florida, proposed, in H. R. 536, 
to require common carriers by railroad to install reflectors on 
railroad cars. 

Senate Gets Bulwinkle Bill 


Senator Reed, of Kansas, on January 8 introduced in the 
Senate the Bulwinkle bill in the form in which it was reported 
by the Senate interstate commerce committee last June. 

Senator Hill, of Alabama, introduced S. 46, described by its 
title as “a bill to supplement the national transportation policy 
and to aid in achieving such policy.” The b‘ll would direct 
the Commission to require carriers by rail, water and motor 
to establish reasonable joint through routes and facilities for 
the transportation of property with reasonable rates, charges, 
classifications, rules and regulations applicable thereto; that all 
rates and charges of all carriers for hire be free from “discrimi- 
nations, preferences, prejudices and inequalities which are in- 
jurious to commerce and shall be in reasonable relationship to 
the cost of the service and the revenue needs of the carriers” 
and that no limitation or restriction designed to lim‘t or prevent 
competition be imposed on any such carrier or on any transpor- 
tation service that would have the effect of increasing the cost 
of service to the public. The bill also would establish as an 
independent agency in the government a Federal Transporta- 
tion Authority for the purpose, among others, of conducting 
“continuous investigations with respect to the transportation 
system and the transportation needs of the nation, the economy 
and fitness of carriers and the measures and policies which 
should be adopted for the maintenance and operation of such 
transportation system and to effectuate the national transporta- 
tion policy.” A “public transportation counsel” and a National 
Transportation Advisory Committee also would be set up under 
provisions of the bill. 


Bill for Census of Transportation 


S. 6, introduced by Senator McCarran, of Nevada, would 
provide for a census of transportation, including information as 
to the extent to which each business establishment mak~s use 
of each of the principal means of transportation and the extent 
to which each establishment furnishes its own transportation 
facilities. 

The McCarran bill identified as S. 11 would prohibit the 
making by the United States of agreements with foreign nations 
relating to air transport operations “except by treaty.” 

One of the titles of S. 72, the so-called anti-monopoly bill 
reintroduced by Senator Morse, of Oregon, is directed to “elim- 
inating discriminatory freight rates, calls for a uniform classi- 
fication of property and a uniform scale of rates, and requires 
the Commission to “prepare and make public, with‘n nine 
months from the effective date of this section, a proposed scale 
of rates for each class of property as defined in the classification 
provided for” in another section of the bill. 

Representative Bulwinkle introduced H. R. 222, calling for 
an investigation of the causes and characteristics of thunder- 
storms in connection with promotion of safety in aviation. 

Senator Morse introduced S. 75, to amend the definition of 
vessels of the United States and officers so as to include with'n 
the term “officers” chief radio-telegraph operator and assistant 
radio-telegraph operator. 

Representative Kefauver, of Tennessee, introduced H. J. 
Res. 45, providing for payments for the purpose of equaliz'ng, 
as between the different regions or territories of the United 
States, freight charges for the transportation of defense mate- 
rials “during the existing emergency.” He introduced, also, H. R. 
520, to amend the railroad retirement act of 1937 so as to pro- 
vide for an annuity for total and permanent disability after ten 
years’ service. : 

Senator McCarran introduced S. 14, amending existing law 
with respect to definitions of and penalties for theft- of sh'p- 
ments moving in interstate commerce. 

Representative Jennings, of Tennessee, introduced H. R. 
242, to amend the employers’ liability act so as to limit venue in 
actions brought in United States district courts or in state 
courts under such act. 


- MAIL SERVICE TO GERMANY AND JAPAN 

Business communications of a non-transactional nature, 
limited to ascertainment of facts and exchange of information, 
would be accepted, effective January 2, for mailing to Germany 
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or Japan, and ordinary letters not exceeding one ounce in weight 
would be accepted for mailing to Japan, with the same weight 
limit on such letters remaining in effect as to Germany the 
Post Office Department announced. Transmission of documents, 
such as birth, death, or marriage certificates, wills, legal no- 
tices, etc., to either Japan or Germany was authorized, but 
enclosure of checks, drafts, securities or currency would con. 
tinue to be prohibited, it said. Closing of business deals and 
contracts by mail, and correspondence concerning German ex- 
ternal assets, would not be permitted, the department stated, 


Prevention of Transport and Other 
Strikes Sought by Truman 


In his message to the Eightieth Congress, January 6, Pres- 
ident Truman spoke at length on the need of improving rela- 
tions between management and labor and recommended that 
Congress provide for the appointment of a Temporary Joint 
Commission to inquire into the “entire field of labor-manage-. 
ment relations.” On that subject he said: 


The President, the Congress, and management and labor have a 
continuing responsibility to cooperate in seeking and finding the solu- 
tion of these problems. I therefore recommend that the commission 
be composed as follows: twelve to be chosen by the Congress from 
the members of both parties in the House and the Senate, and eight 
representing the public, management and labor, to be appointed by 
the President. 

The commission should be charged with investigating and making 
recommendations upon certain major subjects, among others: 

First, the special and unique problem of nation-wide strikes in 
vital industries affecting the public interest. In particular, the com- 
mission should examine into the question of how to settle or prevent 
such strikes without endangering our general democratic freedoms. 

Upon a proper solution of this problem may depend the whole 
industrial future of the United States. The paralyzing effects of a 
nation-wide strike in such industries as transportation, coal, oil, steel, 
or communications can result in national disaster. We have been able 
to avoid such disaster, in recent years, only by the use of extraordinary 
war powers. All those powers will soon be gone. In their place there 
must be created an adequate system and effective machinery in these 
vital fields. This problem will require careful study and a bold ap- 
proach, but an approach consistent with the preservation of the rights 


of our people. The need is pressing. The commission should give this 
its earliest attention. 


Second, the best methods and procedures for carrying out the 
collective bargaining process. This should include the responsibilities 
of labor and management to negotiate freely and fairly with each other, 
and to refrain from strikes and lockouts until all possibilities of nego- 
tiation have been exhausted. 

Third, the underlying causes of labor-management disputes. 

Some of the subjects presented here for investigation involve long- 
range study. Others can be considered immediately by the commis- 


sion and its recommendations can be submitted to the Congress in 
the near future. 


.I recommend that this commission make its first report, including 
specific legislative recommendations, not later than March 15, 1947. 


Condemns Certain Strikes 


Earlier, in his message, the President said it was essential 
“to improve the methods for reaching agreement between labor 
and management and to reduce the number of strikes and 
lock-outs.” 

“We must not, however,” he continued, “adopt punitive 
legislation. We must not, in order to punish a few labor lead- 
ers, pass vindictive laws which will restrict the proper r‘ghts 
of the rank and file of labor. We must not, under the stress 
of emotion, endanger our American freedoms by taking ill- 
ae action which will lead to results not anticipated or 

esired.” 


The President urged strengthening of free collective bar- 
gaining as the process for determining wages and working 
conditions. He proposed a four-po‘nt nrogram to reduce in- 
dustrial strife, including legislation dealing with jurisdictional 
strikes growing out of differences between or among unions. 

“I consider jurisdictional strikes indefensible,” said he. 

_ President Truman also condemned strikes of minority 
unions to compel employers to deal with them despite a legal 
duty to bargain with the majority union. Legislation to pre- 
vent such strikes was clearly desirable, said he. Provision also 
must be made for peaceful and binding determination of d's- 
putes between unions as to kind of work to be performed. He 
said a second unjustifiable practice was the secondary boycott 
when used to further jurisdictional disputes or to compel em- 
ployers to violate the national labor relations act, but that not 
all secondary boycotts were unjustified. Boycotts intended to 
protect wage rates and working conditions should be distin- 
guished from those in furtherance of jurisdict’onal disputes, 
said he, adding that the structure of industry sometimes re- 
quired unions, as a matter of self-preservation, to extend the 
conflict beyond a icular employer. He said, therefore, there 
should be no blanket prohibition against boycotts. 

“The appropriate goal is legislation which prohibits sec- 
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ondary boycotts in pursuance of unjustifiable objectives, but 
does not impair the union’s right to preserve its own existence 
and the gains made in genuine collective bargaining,” said he. 

“A third practice that should be corrected is the use of 
economic force, by either labor or management, to decide issues 
arising out of the interpretation of existing contracts. ... 
Legislation should be enacted to provide machinery whereby 
unsettled disputes concerning the interpretation of an existing 
agreement may be referred by either party to final and binding 
arbitration.” 


Mediation, Voluntary Arbitration Urged 


The President recommended extension of the facilities 
within the Department of Labor for. assisting collective bar- 
gaining. He said there was need for integrated governmental 
machinery to provide the successive steps of mediation, volun- 
tary arbitration, and—ultimately in appropriate cases—ascer- 
tainment of the facts of the dispute and the reporting of them 
to the public. Such machinery, said he, would facilitate and 
expedite the settlement of disputes. The President’s third point 
was “the broadening of our program of social legislation to 
alleviate the causes of workers’ insecurity.” He said that, in 
this connection, Congress should consider the extension and 
broadening of our social security system, better housing, a 
comprehensive national health program, and provis‘on for a 
fair minimum wage. His fourth point was that relating to the 
creation of a Temporary Joint Commission. 


Truman Tells Congress Don’t Overlook 
Social Security for Rail Workers 


In his economic report to Congress, as required under the 
employment act of 1946. President Truman, January 8, among 
other things recommended that Congress “amend the social 
security laws to extend the benefits of old-age and survivors’ 
insurance to the occupational groups now excluded, and to in- 
clude under unemployment the employes of all establishments, 
regardless of size, in the industries now covered by the unem- 
ployment compensation tax act.” 

“In expanding general social security, the Congress 
should not overlook the railway workers, whose protection is 
under separate laws,” said the President. 

Congress at its last session passed and the President signed 
the so-called Crosser bill increasing benefits to railroad work- 
ers under the railroad retirement and railroad unemployment 
insurance acts and this legislation, according to “Labor,” the 
organ of a majority of the railroad unions and brotherhoods, 
is under attack of the “railroad lobby” which is seeking its 
repeal at this session of Congress. 

“Labor” repeats statements to the effect that the average 
monthly payment under the federal social security systern for 
men quitting work at 65 is now $24.83. 

“Under railroad retirement the average is just: about $70 
a month,” says “Labor.” 

It is stated that the maximum annuity payable under rail- 
road retirement is now $120 a month but that will rise even- 
tually to $180. 


“Naturally, benefits under the railroad retirement system ° 


cost more than under the federal social security system,” says 
“Labor.” “They are worth more.” 

The railroad retirement system is supported by a tax on 
payroll borne equally by the employer and the employe. 

Effective January 1, under the Crosser act, the tax on each 
became 5% per cent of so much of the compensation of each 
employe as is not in excess of $300 multiplied by the number 
of months in the calendar year with respect to which compen- 
sation is paid. The tax in 1946 was 3% per eent for employer 
and for employe, or a total of 7 per cent, as against the present 
total of 11% per cent. 

The corresponding tax under the social security system has 
been limited to 1 per cent each for employer and employe. 


Suggests U. S. Contributions 


There have been suggestions in the past that the govern- 
ment ought to contribute to the support of the social security 
systems and if it did that, under the President’s recommenda- 
tion as to not overlooking the railroad workers, it may be 
anticipated, it is pointed out, that the question of having the 
government bear part of the cost of the railroad retirement 
system probably would arise. The President in his economic 
report expressed uvproval of the idea of government support 
for social securitv. Said he: 


Our present social insurance system is financed by employe and 
employer contributions. We must recognize, however, that the em- 
ployers’ contributions and the employers’ payroll tax curtail mass 
Purchasing power and increase businessmen’s costs. From an economic 
Point of view, it would be desirable to finance a part of the social 
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security system out of the general budget. Therefore I propose that 
the Congress, in working out a system of financing an expanded social 
security program, give full consideration to the economic as well as 
the social import of various methods of taxation for this purpose. 


Earlier, in his report, the President said the social security 
program had not kept pace with the times “nor with our in- 
crease in general living standards.” 

“Many individuals are not covered by the present provi- 
sions of the act, and the benefit payments to those covered are 
inadequate under today’s conditions,” said he. 

The President also recommended increases in unemploy- 
ment insurance benefits. 


Regional Development and Rates 


In another part of his economic report the President said 
wide regions of this country still held the promise of tremen- 
dous economic development. 

“The government,” said he, “should examine particularly 
the contribution it can make toward this development by stimu- 
lating production and distribution of low-cost hydroelectric 
energy, by developing flood control and navigation, by improv- 
ing roads, by enforcing fair competitive rates of transportation, 
by removing barriers to truck transportation, by land drainage 
and irrigation projects.” 

With respect to federal-aid programs, including road and 
airport construction, Mr. Truman said he had asked for a study 
of federal grants to state and local governments to determine 
to what extent revised standards for the distribution of these 
grants “may take into account more fully the needs for sup- 
port that exist in various parts of the country.” 


Transport Interests Represented 
in Registered “Lobbyist” List 


Organizations of rail and motor carriers, railroad and water 
carrier employe unions, and groups concerned with development 
of inland waterways are among those represented in a list of 
registrations filed with the clerk of the House of Representa- 
tives and with the secretary of the Senate and published in the 
issue of the Congressional Record covering the proceedings of 
the first days session of the 80th Congress, January 3. 

Provisions of the federal regulation of lobbying act (title 
III of the legislative reorganization act of 1946) apply to “any 
person... who... directly or indirectly solicits, collects, or 
receives money or any other thing of value to be used prin- 
cipally to aid, or the principal purpose of which person is to 
aid, in the accomplishment of any of the following purposes: 
(a) The passage or defeat of any legislation by the Congress of 
the United States; (b) to influence, directly or indirectly, the 
passage or defeat of any legislation by the Congress of the 
United States.” Registration under the act is required of “any 
person who shall engage himself for pay or for any considera- 
tion for the purpose of attempting to influence the passage or 
defeat of any legislation by the Congress...” 

The following organizations in the field of transportation, 
with the individuals indicated as representing them and infor- 
mation concerning their activities, were included in the “lobby- 
ist” registration list published in the Congressional Record for 
January 3: 

Association of American Railroads: J. Carter Fort (A. A. R. vice- 
president and general counsel). According to the published data, 
“registrant’s services for the association cover a wide field, including 
appearances before the courts, the Interstate Commerce Commission, 
and other administrative tribunals, and preparation of legal opinions, 
etc., and, as a relatively small part, the presentation of views to Con- 
gress on matters affecting transportation. For all such services, he re- 
ceives annual compensation of $40,000 from the association which is not 
allocated as between the different services rendered.’’ Association re- 
imburses him for ‘‘actual out-of-pocket expense incident to his duties, 
such as traveling expenses, including hotel bills, taxicab fares, etc.’’ 

American Trucking Associations, Inc.: John V. Lawrence, Wash- _ 
ington, managing director; receives annual salary of $16,500, plus ex- 
pense allowance for ‘‘out-of-pocket expense such as taxi fare and other 
transportation, hotel bills when out of town;’’ has responsibility for 
management of functions of A. T. A. Roland Rice, Washington, A. T. A. 
general counsel, receives annual salary of $11,000, paid, as in the case 
of Mr. Lawrence, for ‘‘the sum total of service performed’ and not allo- 
cated as to any particular assignments or duties. 

Pennsylvania Railroad: Frank J. McCarthy, Washington, D. C.; 
‘full-time employment, consisting of various phases of the business of 
the Pennsylvania Railroad Co., only a part of which concerns legisla- 
tion,’’ for which registrant receives $14,790 a year, plus expense money 
in amount ‘‘actually and necessarily expended in behalf of the Penn- 
sylvania , , .”” John E. Dougherty, Washington, D. C., paid $7,052.88 a 
year, and William H. Tinney, Washington, D. C., paid $5,842.88 a year, 
description of employment and expense money allowance in each in- 
stance being the same as that in the case of Mr. McCarthy. 


Rail Brotherhood Registrants 


Brotherhood of Railroad Trainmen: Martin H. Miller, Washington 
(national legislative representative of the B. R. T.), ‘‘elected by con- 
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ventions of Brotherhood of Railroad Trainmen, held quadrennially,”’ 
with ‘‘annual salary of $12,180, for all services rendered’’ to the B. R. T., 
and with ‘‘reimbursement of usual and ordinary office expenses.’’ Earl 
C. Bassett, Washington, assistant to the national legislative representa- 
tive, with ‘‘annual salary of $7,309 for all services rendered to the 
Brotherhood of Railroad Trainmen’”’ and with ‘‘reimbursement of trans- 
portation expense.’’ 

Brotherhood of Railway & Steamship Clerks, etc.: Hartman Barber, 
Washington (temporarily stationed in Cincinnati), with compensation 
of $4,836 a year, plus expense allowance for ‘‘postage, taxi and street- 
car fare, teiephoning; traveling expenses when away from headquarters 
such as hotel, train fare, baggage, Pullman, and meals.”’ 

Brotherhood of Railroad Signalmen of America: D. C. Cone, vice- 
president, Washington; principal duties include ‘‘the handling and pro- 
gressing of grievances as well as negotiation of agreements covering 
wages and working conditions and other activities of a labor organiza- 
tion, all of which is in no way either directly or indirectly connected 
with legislation;’’ receives $5,250 a year, which compensation ‘‘covers 
all service rendered, whether directly connected with labor activities or 
legislation or both.’’ No expenses allowed while registrant is in Wash- 
ington; actual expenses allowed when away from Washington. 

Brotherhood of Locomotive Engineers: John T. Corbett, Washing- 
ton (assistant grand chief engineer), receives $893.90 a month in wages, 
with office rent and stenographer’s wages paid by the brotherhood; no 
other personal expenses paid while in Washington, but expenses al- 
lowed for hotel room, meals, baggage, train fares and Pullman berth 
while away from Washington on work assigned from brotherhood head- 
quarters. 

Brotherhood of Maintenance of Way Employes: E. L. Doyle, Wash- 
ington; annual salary, $8,600, plus allowance for actual traveling and 
office expense. 

Order of Railway Conductors of America: W. D. Johnson, Wash- 
ington, vice president and national legislative representative, received 
salary of $6,500 a year until November 1, 1946, thereafter $8,500 a 
year; engaged in ‘‘organization representation activities, including the 
handling and progressing of grievances, wage movements, and other 
activities of a labor organization in no matter either directly or indi- 
rectly connected with legislation.’’ Gets expense allowance when away 
from headquarters of $6 a day at hotel and $3.75 a day en route, plus 
transportation expense until November 1, 1946, and thereafter not 
exceeding $8 per day at hotel and $5 per day en route. O. R. C. pays 
office rent of $52 a month and secretary’s salary of $150 a month. 

Railway Labor Executives’ Association: A. E. Lyon, executive secre- 
tary, Washington; receives salary of $9,000 a year, with no segregation 
as to portion of that amount constituting compensation for legislative 
activities, plus allowance for ‘‘actual expenses which average about 
$50 per month, including reimbursement of personal travel expenses 
while away from Washington headquarters. 

Brotherhood of Locomotive Firemen and Enginemen: Jonas A. 
McBride, Washington; receives salary of $7,000 a year, plus “all 
necessary expenses.’’ 

International Association of Machinists (and District 44 of I. A. of 
M.): Nels Peter Alifas, Washington; receives salary of $8,000 a year 
as chief executive of district No. 44; no actual limit set on legitimate 
expenditures, but ‘‘personal legislative expenses usually about $10 per 
month and transportation.’’ W. H. Gorman, Clifton Forge, Va., for 
district No. 66, I. A. of M.; ‘‘carried on salary by the organization as 
representative, receives no extra compensation when called in on 
legislative work,’’ but receives expense allowance of $9 per day. Newton 
Patrick Weathersby, Washington, for district No. 44; receives $4,000 
a year as secretary-treasurer and assistant to district president; no 
actual limit set om legitimate expenditures, but legislative expenses 
usually are about $10 or $15 per month for transportation. 


Longshoremen’s Representative 


International Longshoremen’s and Warehousemen’s Union: Harriet 
Bouslog, Washington; receives $28 per week ‘‘(one third of weekly 
salary, maximum of one-third of time spent in legislative work when 
Congress is in session),’’ plus expense allowance estimated at $5 per 
week. 

Cc. I. O. Maritime Committee: Hoyt S. Haddock, Washington; esti- 
mated compensation for ‘‘lobbying,’’ which ‘‘occupies a minor part of 
time,’’ $50 quarterly, plus ‘‘whatever is incurred in way of expenses.”’ 
Seth Levine, Washington; estimated compensation for lobbyist activity, 
$10.50 a week ‘‘(one tenth of salary of $105 per week).’’ Registrant 
holds position of research consultant and ‘‘spends nearly all of his 
time on research work.’’ Gets expense allowance for ‘‘whatever is 
incurred.’’ 

Mississippi Valley Association: Lachlan Macleay, St. Louis, Mo.; 
receives $15,000 a year, plus allowance for actual expenditures. William 
Allen, Washington, D. C., receives $4,000 a year, plus reimbursement 
of ‘‘actual expenditures.’’ 

National St. Lawrence Project Conference: Tom J. McGrath, Wash- 

ington; receives ‘‘one hundred dollars per day for work necessarily 
erformed on behalf of such conference,’’ plus unspecified allowance 
or expenses, including office expense, such as rent, stenographic help, 
telephone, telegraph, supplies, etc., and traveling and incidental ex- 
penses. 

Alaska Transportation Co.: Grosscup, Ambler & Stephan, Seattle, 
Wash, (law firm serving as general counsel to Alaska Transportation 
Co.); receives $250 a month retainer for general legal work, plus ‘‘fees 
for additional work, including legislative problems, computed pri- 
marily on per diem basis of $75 to $100 for work done in their law 
offices and $125 for work requiring absence from their offices,’’ plus 
“actual out-of-pocket expenses.’’ 

National Rivers and Harbors Congress: William H. Webb, Wash- 


ington; receives salary of $4,940 a year, plus necessary office, traveling, 
and personal expenses. 


Ramspeck Registers 


Announcing that he had registered under the “congressional 
lobbying act” (title III of the legislative reorganization act of 
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1946), Robert Ramspeck, executive vice-president of the Air 
Transport Association of America, said that though he had been 
advised by legal counsel that such registration by him was not 
necessary, he considered his action as a safeguard against mis- 
construction of his activities, “since our industry is regulated by 
the government and therefore necessitates more or less con- 
stant liaison with federal and state agencies and officials.” He 
observed that the so-called lobbying act required registry by 
those whose “principal’’ business was to influence legislation. 
He said his principal business was to direct the work of a trade 
association and that his work was only incidentally concerned 
with legislation. He formerly was a member of Congress from 


Georgia. 


Wartime “Deals” of M. C. and W. S. A. 
Censured in House Unit Reports 


Merchant marine committee sharply criticizes account- 
ing practices of federal shipping agencies, points to 
need for legislation to empower Government Account- 
ing Office to check on property accounts, and claims 
its investigations have resulted in saving of many mil- 
lions of dollars of tax money. Continuation of several 
inquiries by 80th Congress urged. Activities of com- 
mittee summarized in general report; details of investi- 
gations and findings stated in separate reports on tax 
liability of subsidized ship operators, sale of ships to 
United States Lines and Grace Line, Inc., and account- 
ing practices of Maritime Commission and War Ship- 
ping Administration 


In four printed reports, one summarizing its activities in 
connection with investigations of wartime transactions involv- 
ing the Maritime Commission and the War Shipping Adminis- 
tration, the other three reports covering separately as many 
phases of its investigations, the House committee on merchant 
marine and fisheries has censured severely some of the wartime 
practices of the commission and the W. S. A. involving large 
expenditures of government money and has recommended con- 
tinuance by the 80th Congress of some of the inquiries under- 
taken but not concluded by the committee in the 79th Congress. 

“In our investigations,” said the committee in its general 
report, “we have devoted most time to those in which moneys 
could be recovered for the government’s account. As a direct 
result of the committee’s efforts in this direction, many millions 
of dollars have been saved, with the financial return to the 
government resulting from our hearings paying for the com- 
mittee’s costs many times. In addition to recovery of funds on 
past transactions, it is our belief that the effect of the com- 
mittee’s work has been to act as a deterrent upon unwise action 
by officials of the agencies within our jurisdiction. It is our 
belief that the possibility of future congressional investigation 
acts as a substantial force to prevent and avoid transactions 
contrary to the law, contrary to the intent of the Congress, and 
contrary to the best interests of the nation and its treasury.” 

The reports issued by the committee as constituted in the 
79th Congress (Representative Bland, of Virginia, chairman), 
in addition to the general report, dealt separately with the fol- 
lowing: (1) Investigation of accounting practices of the Mari- 
time Commission and War Shipping Administration; (2) tax 
liability of subsidized ship operators, and (3) sale of ships to 
the United States Lines and Grace Line, Inc. 


“Unsound” Practices Alleged 


With respect to the accounting practices of the commission 
and the now defunct W. S. A., the committee said it had con- 
cluded that those practices, which it had investigated as a result 
of charges by the Comptroller General that there were serious 
irregularities in the accounting operations and procedures of 
those agencies for the fiscal years ended June 30, 1943, and June 
30, 1944, were “unsound, that the accounts did not accurately 
reflect actual fact, and that the result of maintaining incomplete 
and inaccurate accounts was to jeopardize the financial interests 
of the government.” 

“While no actual fraud was found,” the committee con- 
tinued, “the records were in such a chaotic state as to have 
made possible serious monetary loss to the government. Most 
important, your committee discovered that many accounting 
records which reflected moneys owed by private companies to 
the government had not been processed and that no effort had 
been made to collect these moneys. For example, no effort had 
been made to collect the many millions of dollars due to the 
government for repairs made by the War Shipping Adminis- 
tration during the war years which were chargeable to private 
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owners of vessels, while additional sums estimated at $23,000,- 
000 and $12,000,000.were found to be recoverable through the 
processing of other records. Under urging from your committee, 
the Maritime Commission is now undertaking to process these 
records and to reccver the amounts due. 


“In addition, your committee has been instrumental in re- 
quiring the Maritime Commission to set up a special commit- 
tee in conjunction with the General Accounting Office to pro- 
vide for changes in the accounting methods used by the 
Commission in order to insure that future records will be kept 
in accordance with sound accounting practice and that future 
losses will be avoided. Your committee recommends that dur- 
ing the 80th Congress a further check be made by the commit- 
tee on the merchant marine and fisheries upon the moneys 
recovered by the commission as a result of the committee’s 
revelations and upon the measures taken to improve the com- 
mission’s accounting system.” 

Operations of the accounting systems of the commission 
and W. S. A. in the years 1943 and 1944, the committee said, 
precluded the government from allocating the cost of mate- 
rials to ships in an amount approaching $1,000,000,000. It said 
failures of these accounting procedures “opened the door to 
possibilities of loss, waste, overpayment, and possible fraud” 
and that “the inadequacies of their accounting practices made 
it difficult, if not impossible, to check upon whether such losses, 
waste, or fraud actually occurred.” 


Corrective Efforts Held Inadequate 


It said the explanations the two agencies gave for the 
“failures” of their accounting systems was that adequate man- 
power was not available and that they expanded too rapidly 
to bring their accounting records into accord with actual facts. 
However, said the committee, its study led it to conclude that 
“little effort was made to correct them (the accounting weak- 
nesses) and inadequate attention was given to the purposes 
and the functions of the accounting system.” 

“We concur generally in the statements made by the 
Comptroller General with respect to accounting procedures and 
practices as set forth in the 1943 and 1944 audit reports,” said 
the committee. 


Its recommendations on these matters included one that 
“one or more members of the Maritime Commission should be 
given primary responsibility for the maintenance of adequate 
accounting records, and that member should be required to 
report to the full commission monthly as to all steps being 
taken to insure that accurate and current accounts are being 
maintained.” It said closer coordination between the commis- 
sion’s operating divisions and its accounting division should be 
established. 


“Legislation should be enacted,” it added, “authorizing the 
General Accounting Office to audit and check upon the property 
accounts of government agencies as well as upon their finan- 
cial transactions. Your committee has been informed that the 
General Accounting Office at this time has no authority to 
check upon the property accounts and that accountability for 
property once purchased by a government agency is solely in 
the head of that agency. Your committee believes that check 
should be made by the General Accounting Office over govern- 
ment property in the same manner as is made over expend- 
itures by the various agencies to insure against misuse or 
waste. 


“Legislation should be immediately introduced and en- 
acted requiring government officials and the heads of govern- 
ment agencies to keep accurate books and records. . . . This 
legislation should . . . authorize the General Accounting Office 
to establish a standard system for keeping government ac- 
counts, subject to adiustments to meet the needs of the indi- 
vidual agencies. . . . Your committee requests the Comptroller 
General to prepare drafts of legislation of this type for sub- 
mission during the 80th Congress.” 


Tax Liability Inquiry 


Dealing with the question of tax liability of subsidized ship 
operators, the committee noted that under the 1936 merchant 
marine act the earnings of ship operators who received operat- 
ing-differential subsidies were deposited in statutory reserve 
funds which were exempted from all federal taxes. It pointed 
out that in 1942 all merchant ships operated on subsidized 
routes had been requisitioned by the government and that no 
further subsidies thereafter had been paid. 

“Despite this, however,” it continued, “subsidized operators 
continued to deposit most of their earnings in their statutory 
reserve funds and to claim tax exemption for the earnings so 
deposited when making their income tax returns. . . . Since 
1942 and the discontinuance of subsidy payments, the Mari- 
time Commission had both permitted and required these de- 
posits in reserve funds. Since 1942 no effort had been made 
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by the Treasury Department to collect any taxes on these 
earnings.” 

The committee said that the Treasury Department, after 
its attention had been brought to the matter by the committee, 
determined that these wartime earnings of the subsidized lines 
were subject to taxation. It added that, soon after the com- 
mittee had held hearings on this situation, negotiations had been 
begun between the Commissioner of Internal Revenue and the 
subsidized operators. 

“The committee has just been informed,” continued the 
general report, “that a basis for settlement of the government’s 
tax claims against the subsidized operators has been reached. 
Under this agreement, the subsidized operators will pay into 
the Treasury an amount tentatively estimated at $38,000,000 
in a Your committee takes great pride in this achieve- 
eG: 2S 


Sale, Requisition of Ships 


In explanation of the situation leading to its investigation 
of the sale of ships by the commission to United States Line 
and the Grace Line, the committee said that early in 1945 the 
commission agreed to sell nine new ships to the United States 
Lines and three new ships to the Grace Line, but that, in their 
applications to purchase those ships, the two companies stated 
their purchase was conditioned on requisitioning by the com- 
mission of 12 older vessels of substantially similar types which 
the two companies had bought from the commission between 
1941 and 1943. The committee said the commission agreed to 
this; that in its contracts for the sale of the new ships the 
commission agreed to give the two lines the full benefit of 
any downward adjustments in price which would be afforded 
to subsequent purchasers of ships under the then pending ship- 
sales bill, but that no similar provision for a downward adjust- 
ment in the price paid by the commission for the requisitioned 
ships was made. 

_“From a dollar-and-cents standpoint,” said the committee, 
“this treatment on two differing price bases resulted in a 
benefit of several millions of dollars to the lines and a converse 
cost to the government of the same amount. . . . Your com- 
mittee has been assured by the Maritime Commission that 
steps will now be taken to require that the purchase of new 
ships and the requisition of the older boats be treated on the 
same basis and that the adjustments provided by the ship sales 
act shall be applied to the ships traded in as well as to the 
new vessels. It has been estimated that the amount saved by 
the government through the committee’s action on these trans- 
actions will be a minimum of $3,000,000. . . .” 

_ In discussion of the ship transactions between the com- 
mission and the two steamship companies in its separate report 
covering those transactions, the committee said that the com- 
mission paid Grace Line, Inc., a total of $4,058,781 for three 
ships it requisitioned; that this was $908,781 more than the 
unadjusted statutory sales price and $1,285,327 more than the 
floor price at which such vessels would be sold under the ship 
sales act, and that Grace Line paid $6,173,932 for three ships 
it bought from the commission but was entitled, under a down- 
ward readjustment to the ship sales act price as stipulated in 
the sales contract, to “a rebate on the purchase price of at 
least $1,253,932 and probably more.” 

The committee said the total paid by the commission for 
nine United States Lines ships it requisitioned was $9,102,259 
—“$27,741 less than the unadjusted statutory sales price and 
$661,733 greater than the floor price under the ship sales act” 
—whereas the price paid by the United States Lines for nine 
ships under the construction differential subsidy contract was 
$12,565,249, as against an. unadjusted statutory sales price for 
the same vessels of $9,450,000 and a floor price of $8,620,362, 
“which means that the company will be entitled to a rebate of 
from $3,115,249 to $3,944,887 without being liable for any ad- 
justment downward on the ships traded in.” 


Criticism by Committee 


After referring to a letter it had received from Chairman 
Smith, of the Maritime Commission, dated October 24, 1946, in 
which it was stated that the transactions in question were re- 
ceiving full careful consideration of the commission and that 
the committee would be advised of action taken by that body, 
the committee said it now appeared that the requisitioned ships 
and the purchased ships would be treated by the commission 
on the same basis for the purpose of adjustment, and added: 

Your committee is of the opinion that the transactions here under 
discussion were unwise, were detrimental to the best interests of the 
government and the taxpayer, and were contrary to the intention of 
the Congress as shown by existing legislation. The Maritime Commis- 
sion and its employes who were involved in these transactions must be 
severely criticized by your committee for having permitted them to 
occur. Full efforts must now be made by the commission to rectify the 
result of the action which has been taken. .. . 


In its “general” report on its activities in 1946, the com- 
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mittee discussed, in addition to the subjects heretofore noted, 
investigations and hearings it had conducted with respect to 
the Colonial Navigation Co., supervision of the ship sales act, 
— disposal, shipyard profits, and Alaskan shipping prob- 
ems. 


Colonial Navigation Co. Ship Sale 


It said the W. S. A. had paid to the Colonial Navigation 
Co., for three ships requisitioned early in the war, the amount 
for which the ships had been insured; that the committee had 
found that amount to be far in excess of the true value of the 
ships; that the company had not fully revealed all salient facts 
regarding the basis for their valuation; that the W. S. A. had 
been remiss in its fixing of the price and in failure to obtain 
a complete disclosure of the facts involved, and that, following 
the making of a request by the committee for institution of 
action by the Department of Justice to recover the excess pay- 
ments, the committee had been informed that the Colonial 
Navigation Co. had offered a compromise settlement to the 
Justice Department, which was still being negotiated. The 
committee said it was clear that part of the payments in ex- 
cess of the true value of the ships would be recovered by the 
government. : 

On the subject of its activity in connection with the prep- 


aration and enactment of the ship sales act of 1946, the commit- * 


tee said that its policy of closely supervising Maritime Com- 
mission ship sales under that act could not be carried out in 
the course of the congressional recess in the last few months 
of 1946, but that the committee was convinced of the necessity 
of continuance of such supervision “during the coming Con- 
gress.’ 

“Information developed by the committee staff during the 
recess,” it added, “indicated that the ship disposal program has 
been slow and that substantial delays have developed. At the 
same time, it appears that the commission is making a substan- 
tial effort to handle a huge job fairly.” 


Shipyard Return and “Bonus” 


As to disposal of Maritime Commission shipyards, the com- 
mittee said it had information that such yards and shipbuilding 
materials within them valued at many millions of dollars were 
being disposed of to private operators who were being paid 
additional substantial sums of money to take the yards. In the 
case of the California Shipbuilding Co., for example, it said, a 
yard costing $25,000,000 and surplus materials costing $14,000,- 
000 were sold by the commission under an agreement which 
provided that the company would be paid an additional $2,500,- 
000 for taking them. The committee said the commission sought 
to justify this transaction by saying that the yard and the 
property had been returned and the additional payment had 
been made to the company in return for its assuming the com- 
mission’s obligation, under terms of its lease, to restore the 
property to its original condition. The committee said final 
action on this matter had not been taken, and urged that the 
80th Congress continue the study of the shipyard disposal 
problem. 

Dealing with wartime shipyard profits, the committee in- 
cluded in its discussion the statements that the shipyard oper- 
ators’ “basic defense” against charges of excessive profits was 
that the profits they made were but a small fraction of the 
total volume of their contract and that a large part of their 
profits had been recovered by the government in the form of 
taxes; that the committee’s hearings on the question of ship- 
yard profits had not been completed, and that “it is probable 
that during the next Congress substantial further study must 
be given to this matter.” 

The committee summed up the problem of shipping in the 
Alaskan trade by saying that private operations in that trade, 
in which the ships were now operated by the Maritime Com- 
mission, must be resumed, under a provision of law, on March 
1, 1947; that the private operators who had plied their ships 
between Alaska and the U. S. west coast before the war now 
contended that they would be unable to operate the ships unless 
they received substantial freight rate increases, while the people 
of Alaska argued that such increases would boost their living 
costs and hinder. development of Alaska, and that, as a result 
of hearings held by a merchant marine subcommittee:and find- 
ings of an advisory group, “legislation can be introduced in the 
new Congress adequate to handle this situation.” 


Other Matters Investigated 


Matters that it had handled without hearings were then 
discussed by the committee in its “general” report. These sub- 
jects, and salient points made in. the report concerning each 
of them, were: 

Return of chartered ships: The committee’s staff brought 
to the attention of the W. S. A. findings by investigators that 
there were substantial delays in return of ships chartered by 
the W. S. A. from private owners in the war period, but the 
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result that the W. S. A. was needlessly paying monthly charges fees 
for inactive ships ranging from $2,000 to $12,000. Steps were § with 
— taken by the W. S. A. to eliminate and shorten. these , 

elays. — s br: 

Limitations on the number of contractors permitted to bid Aes 
for reconversion jobs: Under a W. S. A. policy, the number of § settle 
contractors who could bid on any ship reconversion job—re- § Line, 
moval of.armament and war installations and the making of § conc1 
necessary repairs—was limited to from four to six, with a § rene 


policy of rotation among all the contractors, in the area in 
which the work was to be done. Consequently, in an area such 
as that of New York harbor, only four to six contractors were ] 


permitted to submit bids on any reconversion contract, though | ance 
about 25 contractors were qualified to bid. The committee, J allow 
believing that the cost of repair jobs was increased by removal] § for u 
of competition, prevailed on the W. S. A. to permit all qualified § tract 
contractors to bid. dian 

\ 


Speeding of interim charters: Prior to the taking effect of 
the ship sales act of 1946, delays in the making of surveys of D 


individual government-owned ships to ascertain their condition § vessel 
before turning them over to charterers resulted in losses of § opera 
charter hire which ranged upward from $250 a day for a Liberty J >* ™ 
ship and $400 a day for a Victory ship. The W. S. A. hastened Rl 
the survey process as a result of “information furnished com- ~ 
mittee investigators,” and ships were placed in hands of private 
charterers more quickly. I 
Concrete Ship Inquiry 304. 
___ Concrete ships: About $172,000,000 was spent by the Mari- } plete 
time Commission in the war period for construction of con- | the Pp 
crete ships. A preliminary report by the committee staff noted | ment 
that this matter had been investigated by a Senate committee | Com: 
and indicated desirability of further study by the House mer- perio 
chant marine committee. check 
Freight forwarders: Complaints received by the commit- § “exce 
tee charged preferences were made by the W. S. A. in alloca- § been 
tion of W. S. A. freight to foreign freight forwarders. The § by tk 
committee said this matter was dealt with through correspond- § or W: 
ence and discussion with W. S. A. representatives and that “a § His t 
solution satisfactory to the forwarders” was developed. It § Com] 


added that it also received a complaint concerning Maritime 
Commission action on “the proposed Pacific Conference freight 
rate agreement, which would have precluded freight forwarding 
charges being paid,” and that this matter, too, was handled 
through correspondence to the complainants’ satisfaction. 


$22,861 for ‘Memory Course” 


Payment for memory course: Testimony was received that 
the Human Engineering Co. received substantial payment for 
a “memory course” given to shipyard employes; that charges 
for this course were disallowed by the Maritime Commission, ff &*°Ct 
but that the claim was finally compromised by the making of a dustr 
payment of $22,861.67 to the company. The committee said f 
this was “a complete waste of government funds,” but that it™™ont 
had learned it was impossible to recover the amounts that C. P. 
had been paid. Prodt 


Requisition of the vessel “Seaandbee:” The committee was bes 
advised fraudulent representations had been made to the Cc p 
W. S. A. by the owner of the vessel “Seaandbee” with the§ ~ 7, 
result that a price higher than the true value of the ship had §since 
been paid to the owner. Subsequently, the owner was indicted, § outpw 
and the committee learned that, as a condition to acceptance _ 
the d 
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$500,000 to the government. 


Ship Sales to Foreigners 


Charter and sale of vessels to foreigners: Complaints were 
made that certain charters of U. S. ships to foreigners were 
detrimental to the U. S. merchant marine, in that the for- 
eigners were able to operate at costs substantially lower than 
those of American competitors. Objection was also made to the 
chartering by the W. S. A. of ships to American operators who 
then space-chartered them to foreigners. The committee said 
these matters had been discussed with the commission and the 
W. S. A. and that, in most cases, a satisfactory explanation of 
the action taken was made or remedial:measures instituted. 

Insurance paid on lost vessels: The committee said this 
problem was a vast one, that it could not be dealt with ade- 
quately because of the press of other work, and that it should and r 
be dealt with by the next Congress. — : 

Miscellaneous: The committee held a hearing concerning 9 
a Coast Guard requirement that the W. S. A. fireproof ships§j,;. 
before returning them to their owners. Its staff inquired _intoft,; ; 
Maritime Commission action in disposal of Richmond Yard os : 
No. 3, on bidding by W. S. A. employes on surplus vessels, on the ti 
employment in the Panama Canal Zone, on plate fractures on vol 
welded vessels, on the “Yukon” ‘disaster, and/on payment off; y 
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fees to agents who negotiated “just-compensation” settlements 
with the commission. Aye 

The committee listed the following subject matters, with 
a brief discussion of each, under the heading of “unfinished 
investigations”: (1) Supervision of the ship sales act; (2) 
settlement of transactions with United States Lines and Grace 
Line, Inc.; (3) shipyard profits; (4) accounting practices; (5) 
concrete ships; (6) shipyard disposal; (7) tax liability; (8) 
renegotiation; (9) contract changes, and (10) Alaska problems. 


“New Matters” for Investigation 


It designated the following as ‘new matters”: (1) Insur- 
ance paid for lost vessels; (2) trade-in of obsolete vessels; (3) 
allowances of just compensation; (4) requisition for title and 
for use; (5) examination of the ship subsidy program; (6) con- 
tract — ; (7) ship repairs, and (8) purchase of Cana- 

jan vessels. 
¥ With respect to the last-named subject, the committee said: 


During the war $164,000,000 was paid Canada for 100 Canadian 
vessels, which were then turned over by the Maritime Commission for 
operation by Great Britain. During the next Congress efforts should 
be made to determine why this huge sum was paid to an allied nation 
for vessels to be used in the common cause, particularly when these 
vessels were turned over to another ally for operation. 


Weichel Bill Calls for Audit 


Representative Weichel, of Ohio, a member of the House 
merchant marine committee, on January 6 introduced H. R. 
324, calling for a special investigation, examination and com- 
plete audit of the Maritime Commission and the W. S. A., for 
the purpose of determining, as he explained in a separate state- 
ment, “what became of $21,000,000,000 spent by the Maritime 
Commission and the War Shipping Administration during the 
period of the war.” He said there had been “absolutely no 
check and accounting of property purchased” by those agencies 
“except that which they make themselves,” and that there had 
been no periodic check as to whether the property purchased 
by those agencies went into ships, whether it was given away, 
or whether it was still in existence and with the government. 
His bill would require that the audit proposed be made by the 
Comptroller General. 


Steel Needs for Freight Cars 
Subject of Conference 


The Civilian Production Administration announced that a 
meeting had been scheduled with its Steel Products Industry 
Advisory Committee on January 10 to. discuss the steel needs 
for new freight cars, freight car repairs and other urgent steel 
requirements. The meeting was expected to be attended by top 
- somes representing a cross section of the entire steel in- 

ustry. 

Approximately 7,000 new freight cars would be required 
monthly in 1947 to meet minimum needs of the railroads, 
C. P. A. estimated. With steel tight in virtually all types of 
products, particularly in sheet steel, the committee and govern- 
ment officials were expected to weigh the requirements of the 
freight car builders against needs of other consumers, said the 
C. P. A., adding: 

The nation’s railroads have not made any substantial progress 
since V-J Day in replacing their war-worn rolling stock. Freight car 
output dropped to 3,828 units in October from 4,016 in September be- 
cause of labor and material shortages. At the October production rate, 


the domestic .order backlog of 69,000 cars would require almost two 
years’ production. 


On December 17, 1946, C. P. A. acted ta improve the supply situa- 

tion for railroad equipment manufacturers by stopping virtually all 
exports of steel for freight car making purposes. C. P. A. had pre- 
viously provided some informal aid to manufacturers of certain types 
of freight cars. 
Repairs on freight cars have shown some improvement, the agency 
said, with the order backlog on ‘‘bad order’’ freight cars dropping from 
82,808 units in July, 1946, to 67,294 on November 1. However, this 
backlog must be reduced considerably to make sufficient equipment 
available for today’s needs. 


HARVESTER ON CAR SHORTAGE 


In an effort to improve the current transportation situation 
caused by the shortage of transportation equipment, the Inter- 
national Harvester Co. will broadcast a message to shippers 
and receivers of freight on the company’s radio program, “Har- 
vest of Stars,” the afternoon of January 12. The message will 
be given through 149 stations of the N. B. C. network. 

_ “International Harvester is making every effort to ease 
this grave transportation crisis by loading and unloading every 
reight car and truck promptly on arrival at our plants and 
branch houses,” the message states in part. “We are urging 
the thousands of International dealers to do the same... . The 


this policy of quick loading and unloading are rendering a valu- 
able service to the nation.” 





111 


1946 Rail Loadings Totaled 
41,341,205 Cars 


Loading of revenue freight on the railroads of the United 
States in 1946 totaled 41,341,205 cars, according to complete 
reports for the year, thé Association of American Railroads 
has announced. This was a decrease of 576,915 cars or 1.4 per 
cent below the preceding year. 
mee Total loadings by commodities in 1946 compared with 1945 
ollow: 

Per Cent Per Cent 


1946 1945 Increase Decrease 

Grain and grain products... 2,497,336 2,733,968 8.7 
ER ON, vc dies big'ts apache 924,016 893,525 3.4 
BP a ee ee ene 8,005,162 8,296,208 3.5 
CN Bo dccvbe ene chee Se shank 586,947 694,707 15.5 
Forest products .......... 2,263,567 2,038,992 11.0 
ON rk scistche cess densa 1,995,172 2,474,336 19.4 
Merchandise, L.C.L, ...... 6,336,465 5,528,509 14.6 
Miscellaneous ...........- 18,732,540 19,257,875 2.7 

NE nirctns akcamcnene 41,341,205 41,918,120 1.4 


Loading of revenue freight the week ended December 28, 
1946, totaled 627,967 cars, an increase of 121,990 cars or 24.1 
per cent above the corresponding week in 1945, and an increase 
of 43,091 cars or 7.4 per cent above the same week in 1944. 

Loading of revenue freight for the week ended December 
28, which included Christmas holiday, decreased 208,214 cars 
— per cent below the preceding week, said the A. A. R., 
adding: 


Miscellaneous freight loading totaled 286,983 cars, a decrease of 
86,325 cars below the preceding week, but an increase of 52,383 cars 
above the corresponding week in 1945. . 

Loading of merchandise less than carload lot freight totaled 97,677 
cars, a decrease of 24,588 cars below the preceding week, but an in- 
crease of 10,022 cars above the corresponding week in 1945. 

Coal loading amounted to 135,969 cars, a decrease of 62,341 cars 
below the preceding week, but an increase of 35,046 cars above the 
corresponding week in 1945. 

Grain and grain products loading totaled 44,553 cars, a decrease of 
8,778 cars below the preceding week but an increase of 9,708 cars above 
the corresponding week in 1945. In the Western Districts alone, grain 
and grain products loading for the week of December 28 totaled 31,112 
cars, a decrease of 5,504 cars belodw the preceding week but an increase 
of 7,935 cars above the corresponding week in 1945. 

Livestock loading amounted to 11,153 cars, a decrease of 4,500 cars 
below the preceding week and a decrease of 326 cars below the corre- 
sponding week in 1945. In the Western Districts alone loading of live- 
stock for the week of December 28 totaled 8,203 cars a decrease of 
3,712 cars below the preceding week, and a decrease of 342 cars below 
the corresponding week in 1945. 

Forest products loading totaled 27,605 cars, a decrease of 18,916 
cars below the preceding week but an increase of 11,766 cars above the 
corresponding week in 1945. 

Ore loading amounted to 10,194 cars, a decrease of 2,298 cars below 
the preceding week but an increase of 2,479 cars above the correspond- 
ing week in 1945. 

Coke loading amounted to 13,833 cars, a decrease of 468 cars below 
the preceding week but an increase. of 912 cars above the corresponding 
week in 1945. 

All districts reported increases compared with the corresponding 
week in 1945, and all reported increases compared with same week in 
1944 except the Southwestern, 


Cumulative Loading 


1946 1945 1944 
4°WOOKE Of JANUATY ¢ .o6 occ cccccscse 2,883,620 3,003,655 3,158,700 
4 weeks of February................ 2,866,710 3,052,487 3,154,116 
5 WU OR DERI oo isc.c ce tise casesee 3,982,229 4,022,088 3,916,037 

ee | a rr 2,604,552 3,377,335 3,275, 
fo OE es oe eee ee 2,616,067 3,456,465 3,441,616 
SW OE Ns ig 0 0b ve 0's ene 00-004 4,062,911 4,366,516 4,338,886 
QE Bh as kb 2s oc sctwccGees 3,406,874 3,379,284 3,459,836 
SS Gy le NI one cies cc abdecds 4,478,446 4,100,512 4,473,872 
4 weeks of September............... 3,517,188 3,255,757 3,527,162 
4 WEREES BF OCUODEE. .i.8 oe Ssikgcecs 3,680,314 3,151,185 3,598,245 
5 weeks of November............... 4,220,275 4,011,044 4,172,739 
Weelk-of December -F....5..6.6.cckccsse 729,084 776,376 793,156 
Week of December 14............... 828,787 771,594 750,242 
Week of December 21.............. 836,181 687,845 762,972 
Week of December 28.............. 627,967 505,977 584,876 
IE eo cad Eels wae slew sneha 41,341,205 41,918,120 43,408,295 


Loadings for First Week of 1947 


Revenue freight loading the week ended January 4 totaled 
687,428 cars, according to the Association of American Railroads. 
This was 9.5 per cent above the preceding week; 5.3 per cent 
above the corresponding week last year, and six-tenths of one 
per cent above the corresponding week of 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 44,673 cars, 120 above preceding 
week and 732 above corresponding 1946 week. 

Livestock, 14,365 cars, 3,212 above preceding week and 
6,543 below corresponding 1946 week. 

. ©€oal, 167,751 cars, 31,782 above preceding week and 22,021 
above corresponding 1946 week. 
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Coke, 13,635 cars, 198 below preceding week and 820 
above corresponding 1946 week. ; 

Forest products, 32,891 cars, 5,286 above preceding week 
and 6,618 above corresponding 1946 week. 

Ore, 10,588 cars, 394 above preceding week and 1,420 above 
corresponding 1946 week. . 

Merchandise, 1. c. 1., 97,536 cars, 141 below preceding week 
and 250 below corresponding 1946 week. 

Miscellaneous, 305,989 cars, 19,006 above preceding week 
and 9,632 above corresponding 1946 week. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 3,415 
freight cars and an average daily shortage of 20,303 freight 
cars for the week ended December 28, according to the car 
service division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 9; auto 
box, 93; flat, 208; gondola, 565; hopper, 235, and miscellaneous 
cars, 2,305. 

The shortage was made up as follows: Pla‘n box, 16,223; 
auto box, 35; flat, 60; gondola, 680; hopper, 2,647; and miscella- 
neous cars, 658. 


Freight Commodity Statistics 


The Commission has issued statement M-500, prepared by 
its Bureau of Transport Economics and Statistics, of freight 
commodity statistics of Class I steam railways for April and 
May, 1946, showing freight traffic originated, freight traffic 
terminated, total freight traffic carried, and freight revenue, 
by classes of commodit*es and regions. 

For April, 1946, the compilation showed. as to both carload 
and less-carload traffic, a total of 86,213,408 tons of revenue 
freight originated. 86 885,390 tons terminated, total freizht traf- 
fic (including duplicat’ons) of 169,726,979 tons, and freight rev- 
enues amounting to $444,676.386. 

Carload traffic accounted for 2,369.396 carloads or 84,095,- 
221 tons of revenue freight originated, 2,400,027 carloads, or 
84,804,447 tons term‘nated, and total freicht traffic (including 
duplications) of 4,952,256 carloads or 165,609,564 tons, with car- 
load freight revenues of $404,881,461. 


As to forwarder traffic, included in the carload manufac- 
tures and miscellaneous n.o.s. item. the compilation showed a 
total of 17,308 carloads, or 305.447 tons, of revenue freight 
originated, 18,507 carloads, or 321,199 tons, terminated, total 
freight traffic (including dupl‘cations), 39,318 carloads, or 688,- 
673 tons, and $6,832,837 of freight revenue. 


Commodity Statistics for May 


For May, 1946, the compilation showed, as to both carload 
and less-carload traffic, a total of 87,440,351 tons of revenue 
freight revenue originated, 82,376,464 tons terminated, total 
freight traffic (including duplications) of 164,043,716 tons, and 
freight revenues of $418,703,550. 

Carload traffic accounted for 2,309,873 carloads or 85,531,- 
464 tons of revenue freight originated, 2,232,905 carloads or 
80,488,806 tons term‘nated, total freight traffic (including du- 
plications) of 4,665,514 carloads or 160,286,157 tons, and freight 
revenue of $382,263,941. 


As to forwarder traffic, included in the carload manufac- 
tures and miscellaneous n.o.s. item, the compilation showed a 
total of 16,628 carloads, or 296,701 tons, of revenue freight 
originated, 18,286 carloads, or 313,748 tons, terminated, total 
freight traffic (including duplications) of 38,394 carloads, or 
669,763 tons, and freight revenues of $6,851,805. 


Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, totaled 
52.928,093,000 in September, 1946, as compared with 52,659,- 
247,000 in September, 1945, and 433,053,420,000 in the nine 
months ended with September, 1946, as against 534,826,560,000 
in the like 1945 period, according to a compilation by the Com- 
mission’s Bureau of Transport Economics and Statistics of 
revenue traffic statistics of those roads, statement M-220. 

Revenue tons carried in September, 1946, amounted to 
242,414,014 as against 228,510,692 in September, 1945, and 1.912,- 
600,448 in the nine months ended with September, 1946, as 
against the corresponding 1945 figure of 2,202,150 466. Freight 
revenue totaled $515,834,823 in September, 1946, as compared 
with $488,523,049 in September, 1945, and $4,204,985,578 in the 
nine months ended with September, 1946, as against $5,175,- 
277,330 in the corresponding 1945 period. 

Revenue passengers carried totaled 64,469,264 and pas- 
senger revenues amounted to $95,331,216 in September, 1946, 
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as against 70,753,666 revenue passengers and revenues of $140,. 
155,027 in September, 1945. For the nine months ended with 
September, 1946, revenue passengers carried totaled 605,051,140 
and passenger revenues amounted to $991,627,376, as against 
669,928,510 revenue passengers and $1,263,226,776 in revenues 
for the like 1945 period. 

Freight traffic averages for September, 1946, compared 
with September, 1945, respectively, were reported as follows: 

Miles a revenue ton a road, 218.3 and 230.4; revenue a 
ton-mile, 0.975 cent and 0.928 cent; and revenue a ton a road, 
$2.13 and $2.14. 

For the nine months ended with September, 1946, compared 
pote the like 1945 period, freight traffic averages were, respec- 
tively: 

Miles a revenue ton a road, 226.4 and 242.9; revenues a 
ton-mile, 0.971 cent and 0.968 cent; and revenue a ton a road, 
$2.20 and $2.35. 


Department of Commerce Transport 
Unit Comments on 1947 


The freight traffic outlook for 1947 indicates a continuation 
of the high level established in the second half of 1946, according 
to an article to appear in the January issue of “Domestic Com- 
merce,” monthly publication of the Department of Commerce. 
The article was prepared by James C. Nelson, chief of the trans- 
portation division, Office of Domestic Commerce. 

After noting the decline of common-carrier passenger traffic, 
ascribed to the loss of military travel and the greater use of 
private automobiles, the article says it appears likely that fur- 
ther production of new passenger automobiles will be reflected 
in further declines in rail and bus passenger traffic in 1947. 
Competition for remaining traffic will be keen, with improved 
equipment, it says. 

As to the intercity for-hire trucking industry, the article 
says it carried more tonnage in 1946 than in 1945 and that, 
because of the close relation between the level of industrial 
production and the demand for trucking service, the entire 
trucking industry will benefit from any increase in the output 
of goods in 1947. It says it is less clear what may be the extent 
of any diversion to the trucking industry due to increases in 
rail freight rates authorized by the Commission. 

“A rise in local trucking business seems likely because of 
traffic arising from transfer of goods to and from the terminals 
of other carriers, and a larger volume of retail and wholesale 
deliveries as consumer goods become available in greater quan- 
tities,” the article says. 

Saying intercity bus transportation presents a mixed pic- 
ture, it says the industry expects its traffic volume in 1947 
will decline below the present level, but will be somewhat 
higher than that of 1941. 

The article predicts that shipping operations by American 
water carriers in the foreign trade will continue at record levels 
in 1947, but says that, in domestic trades, water freight rates 
remain relatively low despite some measure of relief resulting 
from the rail freight rate increases, adding that the outlook is 
not so encouraging. 

As to air traffic, the article says, in part: 


It may be expected that there will continue to be a marked rise in 
air cargo traffic during 1947. Within recent months air freight programs 
have been inaugurated by all but a few of the scheduled airlines which 
did not already have such programs. Steps are now being taken to 
provide a through air freight service on a nation-wide basis. Direct air 
express service will also become more widely available during the 
coming year as the newly certificated feeder airlines bring this service 
to additional communities, * * * 

Since the end of the war a large proportion of the total air-cargo 
business has been handled by non-scheduled and contract carriers. * * * 
It is difficult to project the outlook for the growth of the non-scheduled 
services, partly because so little is known about their present economic 
characteristics and partly because of the uncertainty regarding possible 
future regulation of their operations. 

In recent months airline passenger traffic has been increasing 
rapidly, at least partially through diversion from surface carriers, par- 
ticularly the railroads. During August, 1946, airline passenger miles 
amounted to more than one-sixth of rail coach traffic and about 40 per 
cent of rail Pullman traffic. These ratios compared: with 6.5 per cent 
and 14.4 per cent, respectively, as of the end of the war. 

Since the recent data relate to a period when airline capacity was 
still short on many routes, it may be expected that some further degree 
of diversion may take place in the future unless, of course, there is 
some change in the competitive situation brought about by a significant 
change in either rail or air fares or quality of service. 


I. C. C. PRACTITIONERS 
The following have been admitted to practice before the 
Commission: 


J. W. Cornell, Boise. Idaho; Robert Teall Hatter, New York, N. Y.; 
Garry Jackson Jeffries, Roundup, Mont.; E. Garnett, Mercer, Jr., Kil- 
marnock, Va.; and Michel Provosty, New Orleans, La. 
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I. C. C. Issues Study of Rails’ 
Freight Traffic Position 


Freight traffic study compares production, actual rail 
tonnage, and potential rail tonnage on basis of 1928. 
Also shows fluctuations in rail freight revenue com- 
pared with production. Trends in carload and 1. c. 1. 
traffic compared 


The Commission has made public a study, “Fluctuations 
in Railway Freight Traffic Compared with Production, Class I 
Steam Railways, 1928-1944.” 

The study, issued as information, not considered or adopted 
by the Commission, was prepared by E. S. Hobbs, a statistical 
analyst on the staff of the Commission. It comprises 45 mimeo- 
graphed pages and carries the designation, statement No. 4625. 

In an explanatory section, it was said the study continued 
a series issued by the Commission’s Bureau of Transport Eco- 
nomics and Statistics, the last of which closed with the year 
1941. It said the production data for 1941 included in the pre- 
vious issue were largely preliminary and had been revised on 
the basis of final data. The explanation continued: 


The primary purpose of this study is to indicate the relative freight 
traffic position of the railways with respect to the trends since 1928 
in the production of the items included in each of the 156 railway 
freight carload commodity classes. The process followed answers the 
question as to how much more (or less) traffic would the railways have 
handled in each year if the tonnage handled by them had shown the 
same percentage relationship to the 1928 traffic as the associated tons 
of production in each year did to the production of 1928. 

Another purpose accomplished in this study is to answer the, ques- 
tion as to what was the absolute proportion of the total tonnage of the 
production associated with each class of commodities that the railways 
were able to translate into actual traffic. For the first time in issuing 
this series of studies, tonnage of production is given for all the com- 
modity classes with the single exception of less-than-carload freight 
(class 710) which is not distributed in the reports by the different kinds 
of commodities shipped. 

The ratio of railroad tons to tons of production for a commodity 
class is therefore understated to the extent that the l.c.l. tons appli- 
cable are not included. 

Inasmuch as l.c.l. shipments may consist of commodities that, if 
shipped in carload lots, would fall in most, if not all, of the carload 
commodity classes, the l.c.l freight trend was compared with the 
general production trend. 


It was explained that the term “potential railway tons” 
as used in the study included in each year the same proportion 
of the total production as obtained in 1928. Any excess of the 
potential railways tons over the actual railways tons repre- 
sented a loss that might have resulted in part from a shift of 
traffic to competing forms of transport and in part from indus- 
trial adjustments that reduced the need for transportation, such 
as the relocation of a factory at the source of the raw material 
used, said the study. On the other hand, it said, the railway 
traffic position relative to 1928 traffic and production might 
have improved to such an extent that it actually showed a gain 
in lieu of a loss in the case of some commodity classes. 


Indexes of Production and Rail Traffic 


The first table in the study sets forth indexes of production 
and railway freight traffic from 1928 to 1944, using 1928 as 100, 
comparing actual railway tonnage indexes with potential rail- 
way tonnage indexes, and carrying also an index of railway 
freight revenue. 


Commenting on this table, the study said in 1936 the index 
number was 86.5 for both production of commodities and poten- 
tial railway tonnage. Prior to that year, it said, the index of 
potential tonnage was always greater than the other, but that 
after 1936 the index of production was greater except in 1942, 
and in 1941, when it was the same. 


“The significance of this crossing of the two trends in 1936 
is that, before 1936, the commodity classes having the higher 
indexes of production carried greater weight in the railroad 
tonnage,” said the study, “but after 1936 the classes of com- 
modities exhibiting the lower trends of production, with the 
exceptions noted, prevailed in the railroad tonnage. In every 
year from 1929 to 1944 the general index of railway tons was 
always less than either the index of production or the index 
of potential railway tons. This was also true of the commodity 
groups indexes except that in 1929 and 1930 the actual railway 
tonnage was slightly greater than for production in the case 
of Manufactures and Miscellaneous. This observation, however, 
does not apply to numerous individual commodity classes in 
instances where railway transportation was absorbing greater 
proportions of the production tonnage than in the past. The 
deviation in the three indexes, i.e., up or down, was always in 
the same direction, thereby supporting a conclusion that rail- 
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way tonnage is a function of production, although sharing the 
transportation with other forms of transport.” 

Table II in the study showed the ratio of railway tonnage 
to production and to potential railway tonnage for the years 
involved. The study said the ratio of railway tons to tons of 
production declined from 46.8 per cent in 1928 to 40.5 per cent 
in both 1935 and 1944, and that the.1928 rate had not been 
equalled since, owing to the inroads made by the motor trucks 
into the available traffic. It observed that the second column 
of the table, ‘Per cent railway tons of tons of adjusted produc- 
tion,” showed how well the railroads had maintained their 
traffic position relative to the development of production since 
1928. The table follows: 


Table II. Ratio of Railway Tonnage to Production and to Potential 
Railway Tonnage, Class I Steam Railways, 1928-1944 
Per Cent Ry. Per Cent Rail- 


Tons of Tons way Tons 


of Adjusted of Potential 
Year Production Railway Tons 
nis 05h. ot as seeders MOB ee ans a Belkan Se 46.8 100.0 
SE ied oh. td Ais thw: Sgiabsite aes eaigth a «2b eee ee 46.3 98.3 
MES 4 istnin ais oie <. pe Sl snb.a bev OR a ack hake ae 46.5 97.4 
UE oatle shui *s\c Siz cand os adie whee baba hee 45.3 94.1 
ME ae Bh ois ap aks Oth aera e ek ahs 6 hds bh S Go Saad 41.5 87.2 
MASA GN bax a6 IGEN COLE VRE Cx bb AST eee 41.4 87.2 
SA <Go pinta inch enihse 40k Sule YORU a GE Cae Y Seas 42.0 88.2 
SOE 6 5%. awe Es bead sieata apawab’ Reade ot aoe 40.5 85.8 
MES ut New hehe ene oae boGs Soe de ee ce ansehen 39.9 85.3 
BE he apd 5 Bais Las) bao nd pak Geeta shiek 39.3 84.9 
GUS 566s os GOES Se SAA ees Se CORE een ok et peek 35.3 77.7 
Mia bE OS Eis wee BE ea ak De A be Bae 35.8 78.4 
IN ON CPE. a ite Sareea ir, ae ee elt rah, ea Ry 36.3 79.1 
DGS oo 5 om 28 a cca deg ntun Goes S86 antec o ate 37.2 81.2 
as oooh bois onc ass omen ee ae aeas cee 40.2 87.2 
is cw Ags ooh fo 4 hose is A Ren nce Sacha a Wiley Sos eevee 41.5 90.8 
ie onc 5d open hieaen knAS oiee dinsiba as ped oear bam 40.5 89.1 


A third table showed the gross losses in railway tons in 
terms of the excess potential tons over actual railway tons, and 
gross gains in terms of the excess of actual railway tons over 
potential tons, as follows: 


Table III. Losses and Gains in Railway Tons as Measured by Potential 
Tons, Class I Steam Railways, 1929-1944 
——(Thousand Tons) ——_,__ --Pct. Net Loss of 


Gross Gross Actual 
Year Losses Gains Net Loss Potential Ry. Tons 
Mas hs iho one 43,602 19,735 23,867 1.7 1,7 
Bi 6is 0 00 Sivinnee 53,271 21,212 32,059 2.6 2.7 
; eee 74,035 17,003 57,032 5.9 6.2 
MES 25 sk sokadenew 115,849 18,692 97,157 12.8 14.7 
| AR 123,590 18,907 104,683 12.8 14.7 
MOE Diine oss ss shike 129,811 26,019 103,792 11.8 13.3 
MEA us Sa ckiecuie eee 153,992 20,345 133,647 14.2 16.6 
MD Ss asa cs Doane 194,829 26,326 168,503 14.7 17.2 
ME Gi. wish ah gee 212,517 28,681 183,836 15.1 17.8 
A ae 242,017 15,693 226,324 22.3 28.7 
. Sees 272,141 18,034 254,107 21.6 27.6 
Lee eee 292,616 20,113 272,503 20.9 26.4 
be ree eee 329,153 37,280 291,873 18.8 23.1 
CE re 280,455 66,717 213,738 12.8 14.6 
Do ee re 250,913 96,565 154,348 9.2 10.1 
| eee ere 278,211 90,917 187,294 10.9 12.2 


Losses in Rail Tons 
Commenting on this table, the study said: 


The gross losses in railway tons show an unbroken upward trend 
from 1929 to 1941, inclusive, followed by a substantial decrease in 1942 
of 48,698,000 tons which exceeded any decrease either before or after 
1942, Another decrease of 29,542,000 tons followed in 1943 but this was 
largely offset by an increase in the gross losses in 1944 of 27,298,000 tons. 

An increase in the gross gains in 1934 of 7,112,000 tons more than 
offset the increase of 6,221,000 tons in the gross losses. In the years 
1931, 1935, 1938, and 1944, decreases in the gross gains augmented the 
increases in the gross losses. On the other hand, decreases in the gross 
losses in 1942 and 1943 agumented the increases in the gross gains. In 
1930, 1932-1934, 1936, 1937, and 1939-1941, increases in gross losses were 
accompanied by increases in gross gains. 

The net loss in railway tons steadily increased from 1929 to 1941 
except for a small recession in 1934. The advent of the war brought the 
net loss down from 291,873,000 tons in 1941 to 154,348,000 in 1943, al- 
though it rose to 187,294,000 tons in 1944. As a ratio to the potential 
railway tons, the net loss of 187,294,000 tons in 1944 was 10.9 per cent, 
and as a ratio to the actual railway tons, it was 12.2 per cent. This 
would mean that in order to have maintained the same relative level 
of transportation with reference to production as in 1928, the 1944 rail- 
way tons would have required an increment of 12.2 per cent. 


A fourth table showed fluctuations in railway freight rev- 
enue compared with production and in a comment on this table 
the study said the loss in freight revenue reached a maximum 
of $1,492 million in 1941, which, it said. was the culmination 
of a continuous upward trend since 1928, except for a slowing 
down of the loss in 1938. War activity, it said, appeared to 
have had a decided effect in 1942 in checking these losses, cit- 
ing a loss of $140 million in 1942 as less than one-tenth of that 
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in 1941. It observed that in 1943, “the unbroken series of losses 
in prior years was reversed and a gain of $390 million or 5.5 
per cent of the actual revenue was indicated to be followed by 
another gain of $247 million in 1944, which was 3.4 per cent 
of the actual revenue.” The study said the lowest ratio of the 
actual to potential revenue was 72.1 per cent in 1940, although, 
it said, the magnitude of the loss in that year was not as great 
as in 1941. 

Without attempting to determine the degree of improve- 
ment in revenue due to higher rates, diversion from other 
means of transport, shifts to higher rates commodities, or to 
greater haul, the study said the fact remained that there was 
an immense gain of new traffic resulting from the war effort. 
It said that even the benefits resulting from factors such as 
diversion of traffic to the rails and length of haul were also 
direct and indirect results of the war. 


Production and Freight Revenue 


_ _ “Freight revenue per 100 pounds increased from 18.2 cents 
in 1938 to 24.1 cents in 1944, or 32.4 per cent, which, taken in 
conjunction with an increase in the average haul from 318 
miles in 1938 to 473 miles in 1944, or 48.7 per cent, throws 
some light on the ability of the railroads to maintain their 
revenue level with respect to production on a higher plane 
than their tonnage level,” said the study. 
The fourth table follows: 


Table IV. Fluctuations in Railway Freight Revenue Compared with 
Production, Class I Steam Railways, 1928-1944 
Loss in Ratio of Freight revenue Average haul 


railway actual to per 100 pounds per tont 
freight potential ———_______ 
Year revenue revenue Cents 1928=100 Miles 1928=100 
(Thousands) (Per cent) 
1928 pista 100.0 18.2 100.0 318.00 100.0 
1929 $161,183 96.9 18.1 99.5 317.17. 99.7 
1930 276,187 93.8 17.8 97.8 316.21 99.4 
1931 399,549 89.4 18.3 100.5 329.23 103.5 
1932 562,146 81.8 19.2 105.5 346.63 109.0 
1933 717,559 78.2 18.1 99.5 341.77 107.5 
1934 $10,205 77.1 17.5 96.2 336.91 105.9 
1935 955,233 75.1 17.9 98.4 341.05 107.2 
1936 1,028,467 76.9 17.5 96.2 337.29 106.1 
1937 1,272,380 13.4 17.0 93.4 337.43 106.1 
1938 1,127,875 72.5 18.8 103.3 356.05 112.0 
1939 1,296,391 72.3 18.3 100.5 351.21 110.4 
1940 1,423,196 %.1 17.8 97.8 351.13 110.4 
1941 1,491,512 75.6 18.4 101.1 368.54 115.9 
1942 139,898 97.8 21.3 117.0 427.76 134.5 
1943 390,359t 105.8 23.7 130.2 469.07 147.5 
1944 247,458t 103.5 24.1 132.4 473.28 148.8 
+ United States as a system. 
t Gain. 


Less Carload Trends 


The study also carried a table showing total carload freight, 
in connection with which it said the adjusted production series 
in that table was the same as in table I for the grand total of 
carload and l.c.l. freight, as no specific assignment of produc- 
tion of commodities to the l.c.l. traffic was possible. However, 
it continued, the inclusion of l.c.l. tonnage in the grand total 
did not affect the various ratios significantly. Table XI, show- 
ing all l.c.l. freight, follows: 


Table XI. Production and Railway Tonnage, All L.C.L. Freight 
Class I Steam Railways, 1928-1944 


Potential railway 


Adjustea Railway tonnage tonnage Railway 

pro- Per cent of Netloss revenue 

duction Pro- Poten- in rail- per 100 

Year 1928=100 1928=100 duction tial 1928=100 waytons pounds 

(Thous.) (Cents) 
1928 100.0 100.0 13 100.0 100.0 ee 69.3 
1929 104.7 97.5 1.2 93.2 104.7 2,648 71.4 
1930 89.7 80.3 1.2 89.5 89.7 3,481 12,2 
1931 71.3 61.6 po | 86.4 71.3 3,575 74.7 
1932 56.3 41.2 1.0 73.2 56.3 5,571 83.0 
1933 60.7 38.8 0.8 64.0 60.7 8,080 19.7 
1934 65.6 38.8 0.8 59.2 65.6 9,897 78.0 
1935 70.4 38.0 0.7 54.0 70.4 11,977 80.4 
1936 86.5 44.1 0.7 51.0 86.5 15,673 78.7 
1937 93.0 46.5 0.6 50.0 93.0 17,179 76.4 
1938 79.1 39.0 0.7 49.2 79.1 14,838 83.6 
1939 90.9 40.3 0.5 44.3 90.9 18,716 84.8 
1940 . 100.6 39.6 0.5 39.4 100.6 22,644 84.3 
1941 117.5 48.7 0.5 41.5 117.5 25,517 84.8 
1942 125.8 47.4 0.5 37.6 125.8 29,113 96.5 
1943 127.2 51.0 0.5 40.1 127.2 28,297 95.0 
1944 131.0 54.2 0.6 41.4 131.0 28,493 93.0 


The study said the index of l.c.l. railway tons in 1944 was 
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54.2, which, it said, was less than one-half the total carload 
index of 116.4. It continued by saying the l.c.l. downward 
grade became steep as far back as 1930 and reached the bottom 
of 38 in 1935. It said there had been a steady improvement 
since 1935, except for a severe decline in 1938, to a level in 1944 
higher than in any year since 1931, and continued: 


The shipping characteristics of l.c.l. freight are such that they 
render this class of traffic highly vulnerable to competitive forms of 
transport. In fact the higher grades of l.c.l. traffic may be lost to some 
extent to other means of transportation within the railway industry 
itself, such as the railway express service, the forwarder service, and 
the parcel post. 

On the other hand, changes in the methods of wholesale and retail 
distribution of merchandise may result in a substitution of carload serv- 
ice for l.c.l. service, or may eliminate the rail transportation altogether. 

The disparity between the carload and -the l.c.l. per cent of poten- 
tial is even greater than in the case of their indexes of railway tonnage. 
The l.c.l. ratio of potential was 41.5 in 1941 and 41.4 in 1944, so the war 
apparently did not help this traffic from the potential standpoint. The 
carload ratio of potential, however, was 82.4 in 1941 and 90.5 in 1944, 
which was a distinct gain. 

The potential losses in l.c.l. railway tons increased each year from 
1929 to 1937 and again from 1938 to 1942 and in 1944, whereas the car- 
load potential losses receded slightly in 1934 and substantially in 1942 
and 1943. In 1944 the carload losses were 7% times as great as in 1929, 
while the l.c.l. losses were 10% times as great. 

The railway revenue per 100 pounds of l.c.l. freight increased from 
69.3 cents in 1928 to 93.0 cents in 1944 or 34.2 per cent as compared with 
18.2 cents for all freight in 1928 and 24.1 cents in 1944, an increase of 
32.4 per cent. 


The later sections of the study dealt with the data by 
commodity classes and the distribution by motor transport of 
specified commodities. 


Rail Rate of Return Less Than Half 


of Year Ago, on Annual Basis 


Class I railroads of the United States in November, 1946, 
had an estimated net income, after interest and rentals, of about 
$38,400,000 compared with a net income of $34,384,068 in No- 
vember, 1945, according to reports filed by the carriers with 
the Bureau of Railway Economics of the Association of Amer- 
ican Railroads. 

“In the first eleven months of 1946 they had an estimated 
net income, after interest and rentals, of $197,000,000 compared 
with a net income of $506,920,789 in the corresponding period 
of 1945,” said the A. A. R., adding: 


Class I railroads in November, 1946, had a net railway operating 
income, before interest and rentals, of $64,074,383 compared with a net 
railway operating income of $60,714,286 in November, 1945. 

Class I railroads in the first eleven months of this year had a net 
railway operating income, before interest and rentals, of $515,709,057 
compared with $891,275,338 in the same period of 1945. 

Taxes and net earnings for the month of November and for the 
first eleven months of 1945 are after taking credit in the accounts for 
carry-back tax credits. For the month of November, such credits were 
approximately $14,700,000 and for the first eleven months of 1946 they 
amounted to $99,000,000. Both the net railway operating income and 
the net income for November and the eleven months would have been 
correspondingly reduced had these carry-back credits not been made. 

In the twelve months ended November 30, 1946, the rate of return 
on property investment averaged 1.72 per cent, compared with a rate 
of return of 3.46 per cent for the twelve months ended November 
30, 1945. 

The earnings reported above as net railway operating income repre- 
sent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals and other fixed charges are paid. 
Property investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies and cash. 

This compilation as to earnings for the first eleven months of 1946 
is based on reports from all Class I roads, representing a total of 
227,726 miles. 

Total operating revenues in the first eleven months of 1946 totaled 
$6,990,072,083 compared with $8,284,927,965 in the same period of 1945, 
or a decrease of 15.6 per cent. Operating expenses in the first eleven 
months of 1946 amounted to $5,807,723,098 compared with $6,086,670,396 
in the corresponding period of 1945, or a decrease of 4.6 per cent. 

Forty-nine Class I railroads failed to earn interest and rentals in 
the first eleven months of 1946, of which twenty-one were in the East- 
ern District, ten in the Southern Region and eighteen in the Western 
District. , 


Eastern District 


Class I railroads in the Eastern District in the first eleven months 
of 1946 had an estimated net income, after interest and rentals, of 
$19,000,000 compared with a net income of $204,269,500 in the same 
period of 1945. For the month of November alone, their estimated net 
income after interest and rentals, was $9,000,000 compared with $19,- 
037,560 in November, 1945. 

The same roads in the first eleven months of 1946 had a net railway 
operating income, before interest and rentals, of $167,385,054 compared 
with $376,731,573 in the same period of 1945. Their net railway oper- 
ating income, before interest and rentals, in Novémber amounted to 
$20,889,824 compared with $31,556,379 in November, 1945. 

Operating revenues of the Class I railroads in the Eastern District 
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in the first eleven months of 1946 totaled $3,118,988,818, a decrease of 
10.7 per cent compared with the same period of 1945, while operating 
expenses totaled $2,670,456,580 or a decrease of 1.7 per cent below 1945. 


Southern Region 


Class I railroads in the Southern Region in the first eleven months 
of 1946 had an estimated net income, after interest and rentals, of 
$23,000,000 compared with a net income of $69,365,690 in the same 
period of 1945. For the month of November alone, they had an esti- 
mated net income, after interest and rentals, of $5,400,000 compared 
with a net income of $3,140,911 in November, 1945. 

Those same roads in the first eleven months of 1946 had a net 
railway operating income, before interest and rentals, of $72,637,399 
compared with $127,906,557 in the same period of 1945. Their net rail- 
way operating income, before interest and rentals, in November 
amounted to $10,523,844 compared with a net railway operating income 
of $8,918,898 in November, 1945. 

Operating revenues of the Class I railroads in the Southern Region 
in the first eleven months of 1946 totaled $969,959,648, a decrease of 
15.1 per cent compared with the same period in 1945, while operating 
expenses totaled $806,262,147 or an increase of 2.1 per cent above 1945. 


Western District 


Class I railroads in the Western District in the first eleven months 
of 1946 had an estimated net income, after interest and rentals, of 
$155,000,000 compared with $233,285,599 in the same period of 1945. For 
the month of November alone, they had an estimated net income, after 
interest and rentals, of $24,000,000 compared with a net income of 
$12,205,597 in November, 1945. 

Those same roads in the first eleven months of 1946 had a net 
railway operating income, before interest and rentals, of $275,686,604 
compared with $386,637,208 in the same period of 1945. Their net rail- 
way operating income, before interest and rentals, in November 
amounted to $32,660,715 compared with a net railway operating income 
of $20,239,009 in November, 1945. 

Operating revenues of the Class I railroads in the Western District 
in the first eleven months of 1946 totaled $2,901,123,617, a decrease of 


20.5 per cent compared with the same period of 1945, while operating . 


expenses totaled $2,331,004,371, a decrease of 9.6 per cent below 1945. 


RAIL PASSENGER STATISTICS 


Passenger revenues, other than commutation, of Class I 
steam railways, exclusive of switching and terminal companies, 
totaled $55,471,193 in coaches and $34,480,746 in parlor and 
sleeping cars for September, 1946, as against $81,383,692 in 
coaches and $54,243,589 in parlor and sleeping cars for Septem- 
ber, 1945, decreases of 31.8 and 36.4 per cent, according to a 
compilation by the Commission’s Bureau of Transport Eco- 
nomics and Statistics of passenger traffic statistics, other than 
commutation, statement M-250. 

For the nine months ended with September, 1946, passenger 
revenues amounted to $553,320,337 in coaches and $391,534,970 
in parlor and sleeping cars, as compared with $747,703,045 in 
coaches and $471,509,453 in parlor and sleeping cars, decreases 
of 26 per cent and 17 per cent. 


Revenue passengers carried in September, 1946 totaled 32,- 
960,990 in coaches and 3,231,206 in parlor and sleeping cars as 
compared with 41,028,314 in coaches and 4,879,616 in parlor and 
sleeping cars in September, 1945. For the nine months ended 
with September, 1946, revenue passengers carried totaled 316,- 
966,765 in coaches and 35,181,078 in parlor and sleeping cars, 
as compared with 383,368,521 in coaches and 44,633,884 in parlor 
and sleeping cars in the like period of 1945. 


American Buslines Acquires All 
Stock of Burlington Trailways 


American Buslines, Inc., has completed acquisition of the 
entire stock of Burlington Trailways, bus operating subsidiary 
of the Chicago, Burlington & Quincy Railroad, Manferd Bur- 
leigh, new president of American, announced January 7 in Chi- 
cago. A controlling interest in Burlington Trailways was ac- 
quired last March when the Interstate Commerce Commission 
approved American’s purchase of 51 per cent of the stock from 
the Burlington Road. With the recent sale of the remaining 

9 per cent of the stock, the Burlington Railroad withdraws 
from the bus operating business, according to Mr. Burleigh. 

Mr. Burleigh said that Burlington Trailways—which oper- 
ates more than 8,500 route miles from Chicago to Los Angeles 
and San Francisco—will retain its corporate name. 

American Buslines, formed in January, 1945, now operates 
from New York, Washington, Baltimore and Philadelphia to 
Chicago, St. Louis and along the southern route to Los Angeles 
and San Francisco. 

Mr. Burleigh, former president of Great Lakes Greyhound 
Lines, on January 7 assumed the presidency of American Bus- 
lines, succeeding I. B. James, who has retired. Mr. Burleigh, in 
affiliating with American, severed an association with the Grey- 
hound System that began in 1924. 
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Truck Freight Loading High 
in First Postwar Year 


“The volume of freight transported by motor truck held 
at a high level in November, assuring that 1946 will go down 
in the records as the busiest peace-time year in the history of 
the industry,” says the research department of the American 
Trucking Associations, Inc. 

W. A. Bresnahan, A. T. A.’s director of research, said re- 
turns for the first eleven months had made it “a virtual certainty 
that the level attained in 1946 will exceed that of any year 
of record with the exception of the war-year 1943.” 

A. T. A.’s truckloading index figure, computed on the basis 
of the 1938-1940 average as equalling 100, stood at 193 in 
November. Mr. Bresnahan said this was the highest November 
index of record, and added: 


The average index for the first eleven months of 1946 was 184, 
exceeded only by the 187 established in the first eleven months of 1943, 
the industry’s peak year. There is very little chance, however, that 
returns for the full year will push the 1946 volume to the level reached 
in 1943. To do so, the index for December would have to be about 220, 
whereas the highest December index ever recorded was the 185 estab- 
lished in December, 1942. 

It might have been a different story had the industry not been 


hampered by serious strikes in the eastern part of the country during 
the last half of 1946. 


According to the A. T. A. survey, the volume of freight 
transported by motor carriers in November decreased 2.8 per 
cent below October, but increased 19.5 per cent over November, 
1945, said the A. T. A., adding: 


Comparable reports received by A. T. A. from 197 carriers in 40 
states showed these carriers transported an aggregate of 1,978,450 tons 
in November, as against 2,035,420 tons in October and 1,655,164 tons 
in November, 1945. 

Approximately 87 per cent of all tonnage transported in the month 
was hauled by the carriers of general freight. The volume in this 
category decreased 2.6 per cent below October but increased 18.4 per 
cent over November, 1945. 

Transportation of petroleum products, accounting for about 7 per 
cent of the total tonnage reported, showed an increase of 1.2 per cent 
over October and 29.8 per cent over November, 1945. 

Carriers of iron and steel hauled about 2 per cent of the total 
tonnage. Their traffic volume was 4.9 per cent below October but 45.0 
per cent over November, 1945. 

About 4 per cent of the total tonnage reported consisted of miscel- 
laneous commodities, including tobacco, textile products, vehicles, 
vehicle parts, groceries, chemicals, wood, packing house products, rub- 
ber goods and soap products. Tonnage in this class decreased 15.2 per 
cent below October but increased 14.8 per cent over November, 1945. 

Every region showed a decrease in loadings below October except 
the Mid-Atlantic region, where November volume was 29.1 per cent 
above the previous month, but this was due to the region’s low volume 
in October when strikes curtailed a major portion of motor truck move- 
ment of freight throughout most of the region. 

The November tonnage of carriers reporting from the Eastern Dis- 
trict represented a decrease of 0.1 per cent below October but an 
increase of 20.7 per cent over November, 1945. Carriers in the Southern 
Region reported a decrease of 2.6 per cent below October but an 
increase of 19.6 per cent over November, 1945. Tonnage reported from 
the Western District revealed a decrease of 8.0 per cent below October, 
but increased 17.2 per cent over November, 1945. : 


State Highway Safety Meetings 
Jan. 30 Announced by A. T. A. 


For the first time in the history of the trucking industry, 
owners and drivers will gather in simultaneous meetings in 
every state, January 30, to discuss highway courtesy and safety, 
according to an announcement by Ted V. Rodgers, president of 
the American Trucking Associations, Inc. 

One of the features of the meetings will be a coast-to-coast 
broadcast of a special message from President Rodgers, arranged 
through the co-operation of Electric Auto-Lite Company, manu- 
facturers of batteries and other parts and accessories for the 
industry. Mr. Rodgers will deliver his message on the com- 
pany’s Dick Haymes program, CBS 9:00 to 9:30 EST, to a 
listening audience and to compose more than eleven million 
persons. The broadcast will be heard at all of the mass meet- 
ings over loudspeaker equipment tuned in to the program. 

Arrangements for the meetings in every state will be in 
charge of a state chairman for the courtesy and safety cam- 
paign. In many states meetings will be held in six or eight 
cities, each in charge of a local or area chairman. Time and 
locale of these meetings will be announced by the state associa- 
tion chairmen. 


“The pattern for the mass meetings will be fairly uniform,” 
x 


the A. T. A. said. “A typical program will be opened by a local 
or state police traffic official or state safety director, discussing 
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the current status of highway accidents and- fatalities, and 
pointing out the directions which remedial action should take. 
This would be followed by a safety moving picture. Represen- 
tatives of management will be on hand to discuss the operator 
viewpoint on the campaign, and one or more drivers will be 
highlighted on the program to present some realistic observa- 
tions Waned on their actual driving experiences. 


“Representatives of the American Red Cross throughout 
the country are co-operating to present a program of highway 
first aid, showing how trained drivers can lessen the toll of 
fatalities by prompt action at the scene of accidents. 


“A, T. A.’s new sound slide film, ‘Professional Safe Driv- 
ing,’ is being completed in time to get prints in the hands of 
the committee for every mass meeting and will get its first 
showing at that time. It is a joint product of the public rela- 
tions and safety and operations departments of A. T. A. with 
Sun Dial Films of New York handling the actual production. 
The film runs 17 minutes and covers the major features of 
courteous and safe driving. 


“Many of the meeting committees are arranging programs 
providing for cartoon shorts, orchestras and vocalists and other 
features on the entertainment side to make the mass meetings 
fast-tempo affairs.” 


Special target emblems affirming the pledge to drive safely 
and courteously, the A. T. A. said, would shortly appear on “the 
first contingent, more than 50,000 highway units,” and stencils 
carrying the slogan “Safety Is No Accident” will shortly be 
made available to operators through the state associations. 
Shoulder patches and buttons with the target emblem and 
pledge will be worn by participating drivers, it added. 


“Safety Awards Presented 


The A. T. A. announced that 15 drivers for Huber and 
Huber Motor Express, Inc., Louisville, Ky., had received asso- 
ciation awards for safe driving over periods ranging from two 
to eleven consecutive years of driving without an accident. 

Those receiving the awards, and their years of ‘“no-acci- 
dent” driving, were: Sherman Rainbolt, eleven years; C. K. 
Bean, nine years; W. R. Guilfoyle and E. Watkins, eight; Claude 
Tindall and F. Romans, six; R. Riddell, five; Raymond Lloyd, 
Jess Mathis and Dana Goins, four; Billy Arbuckle and A. 
sees. three; Carl Reeder, Virgil Wheeler and Walter Gil- 
ock, two. 


TIRE EXPORT CONTROLS REMOVED 


Removal of export controls over truck and bus tires and 
all types of tubes has been announced by the Office of Interna- 
tional Trade, Department of Commerce. Passenger car tires 
remain subject to export limitations, it said. 

‘A record production of bus and truck tires during 1946 
made possible removal of the restrictions, O. I. T. said. Ac- 
cording to figures made public the Office of Temporary Con- 
trols, production of truck and bus tires during 1946 was 
estimated at 15,900,000 units, compared with 8,221,000 in the 
record prewar of 1940, it added. 

Passenger car tires would be freed from export control 
as soon as the supply was sufficient to insure that shipments 
abroad would not cause an undue drain on the domestic 
market, O. I. T. said. 


Tire Production in 1946 
Reviewed by C. P. A. 


Announcing that an estimated 6,400,000 passenger car and 
motorcycle tires were built in November, the Civilian Produc- 
tion Administration has est'mated total 1946 production at 
67,100,000 units, or 16.000000 more than the previous peace- 
time record of 51,000,000 in 1940. 

“Although the estimated production of passenger car and 
motorcycle tire fell three per cent short of the 69,150,000 unit 
goal for 1946, the rate of manufacture climbed in the year from 
4.2 millions in January to about 6.5 millions in December, or 
wan annual rate of 78,000,000 units,” C. P. A. officials said, 
adding: 


Truck and bus tire production during 1946 was estimated at 15,- 
900,000 units compared with 8,221,000 in the record prewar year of 1940. 
The truck and bus tire goal for 1946 was 13,680,000 units. Production of 
about 2,000,000 tires more than this goal was in response to continuing 
unprecedented demand. 

As greater quantities of natural rubber became available during the 
year, provisions were made for its use in all classes of tires and other 
rubber products through revisions of specification controls in the rub- 
ber order R-1. At the beginning of the year, on an over-all basis, tires 
were being built with about 18 per cent natural and 82 per cent Ameri- 
can-made rubber. At the close. of the year, the proportion was about 
38 per cent natural and 62 per cent synthetic. Larger passenger car 
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and medium size may be made with 23 per cent natural rubber; truck 
tires of 11:00 inch cross section and above may be made with as much. 
natural rubber as desired and from 67 to 94 per cent may be used in 
other sizes of truck tires. 

At the beginning of 1946, the natural rubber which could be used 
in the various sizes of passenger car tires was 2.5 per cent and in truck 
tires from 2.5 to 67 per cent. 

As the year ended, natural and American-made rubber were being 
consumed in the manufacture of rubber products at the all-time record 
rate of about 100,000 tons a month as compared with the consumption 
of about 55,000 tons per month—virtually all natural—in 1940. 

Requirements by industry for new rubber materials in the first 
quarter of 1947 are even higher than those of the fourth quarter of 
1946. Tire production goals for 1947 call for over 75 million passenger 
car and motorcycle tires and more than 12 million truck and bus tires. 
To support such record production, more than one million long tons of 
American-made and natural rubber will be needed. 


PRIVATE MOTOR TRUCK OWNERS MEETING 


William H.. Ott, Jr., general traffic manager, Kraft Foods 
Co., and P. D. McLean, assistant director, National Highway 
Users Conference, will address the eighth annual meeting of the 
National Council of Private Motor Truck Owners at the Hotel 
New Yorker, New York, January 14. A. M. Grean, Jr., vice- 
president of Ward Baking Company and George Wellington, 
chief of the safety section of the Commission’s Bureau of Motor 
Carriers, will speak on proposed changes in Commission regu- 
lations. Mr. Ott and Mr. McLean will outline trends in state 
and federal legislation. 

L. F. Orr, general traffic manager, Pet Milk Co., and H. S. 
Fairbank, deputy commissioner of the federal Public Roads 
Administration, will speak on development of adequate high- 
ways. Robert C. Haven, safety engineer of Continental Baking 
Co., will advocate a highway safety program for private motor 
truck owners, and William A. Quinlan, special counsel, will 
outline legal aspects of current threats against private motor 
truck operation. 

The council predicts that private motor truck owners will 
take a militant stand in defense of the competitive system of 
free enterprise at the meeting, which will be keynoted by a 
luncheon speech titled: “Transportation in a Free Enterprise 
Economy,” to be delivered by Albert Bradley, executive vice- 
president of General Motors. 


MOTOR BUS OPERATORS TO MEET MAY 21-23 


A. W. Koehler, secretary-manager of the National Asso- 
ciation of Motor Bus Operators, Washington, D. C., has an- 
nounced that the association will hold its eighteenth annual 
meeting May 21, 22 and 23 at the Drake Hotel, Chicago. 

The convention program May 21, he said, would begin 
with a general session, and after a luncheon there would be 
panel discussions on such subjects as traffic and operations, 
and maintenance. Panel discussions on safety and labor rela- 
tions the morning of May 22 would be followed by a luncheon, 
after which there would be a general session in which the 
delegates would act on reports and recommendations of the 
panels, elect officers, adopt resolutions and conclude business 
sessions, according to the announcement. Mr. Koehler said 
the N. A. M. B. O. banquet would be held the evening of 
May 22, and that entertainment would be provided for the 
delegates on May 23 at the Evanston Country Club. 


CHICAGO TRUCK MOVEMENT IN LOOP CHECKED 


Beginning January 6, policemen will be stationed on the 
edges of the Chicago loop to check the unnecessary movement 
of trucks through the loop, R. B. Thornton, manager, Central 
Motor Freight Assoc‘ation, has notified member operators. 

Violators will be given an arrest ticket under Code No. 
27-50 which holds it unlawful “for the operator of any veh cle 
. . . designed and used for pulling or carrying freight to drive 
sa‘d vehicle into the district bounded on the north by the south 
line of Lake Street, on the east by the east line of Wabash 
Avenue, on the south by the north line of Van Buren Street, and 
on the west by the east line of Franklin Street.” 

Chicago city officials have notified truck operator associa- 
tions of the drive against unnecessary truck movement through 
on loop when the point of delivery or pickup is beyond the loop 

istrict. - ; 


GREYHOUND SKYWAYS HELICOPTERS 


Greyhound Skyways’ two helicopters were used in the ex- 
perimental air mail pickup service for the New York area, in- 
augurated January 6 by the Post Office Department, the Grey- 
hound corporation announced. For a period of four days, the 
Greyhound rotor planes covered a 108-mile circular route 1n 
New Jersey from the Newark airport. The demonstration was 
similar to previous experiments of the Post Office in Los An- 
geles and Chicago, in which Army helicopters were used. Grey- 
hound has filed application before the Civil Aeronautics Board 
for permission to operate helicopter air-bus service, integrated 


tires are now permitted as high as 67 per cent natural rubber, small with highway bus routes. 
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Consolidation of Terminal Operations 
Considered by Scheduled Airlines 


Large savings seen as result of studies made for air- 
lines. Recommended that airlines take over operation 
of terminal buildings and related ‘terminal facilities. 
Consolidation would permit same speed on ground at 
both ends of journey as now given in the air, report finds 


“Determined to improve service at air terminals both in the 
lobby and on the ramp, reduce their burdensome ground costs, 
and take steps to make airports self-sustaining, the scheduled 
airlines of the United States are continuing to exper:ment with 
consolidation of various term’nal operations,” says the Air 
Transport Association of America. . 

“These experiments follow recommendations in the special 
reports on Air Terminal Operations and Costs made by Joseph 
D. McGoldrick, former comptroller of the City of New Ycrk, 
for the scheduled airlines. 

At the present time each airline at the majority of airports 
handles its passengers, express, mail and freight, with its own 
employes. Under consolidation, there would be one group of 
employes to handle these services for all the airlines using that 
terminal. 

“The report, made in two parts, pointed out that the con- 
solidation of a‘rline operations in the servicing of aircraft on 
the ramp and in the handling of the passenger and his baggage 
and mail, express and freight, from the payroll standpoint alone, 
at the five airports on which the first part of the report was 
based, could make possible savings close to $1,000,000. However, 


- the report stated, because of increased schedules in the near 


future, there will be little likelihood of reducing employes at 
such airports. Consolidation would reduce the number of addi- 
tional employes needed to handle augmented schedules 


Scope. of Reports 


“To insure a gross section of the country’s airports in its 
first report, the McGoldrick group selected cities in var’ous parts 
of the country representative of small, medium, large and very 
large airports, thus covering most types of operations and as 
many different airlines as possible. This gave five airports, the 
operations at which var'ed from four schedules a day operated 
by two airlines, to 171 operated by nine airlines. In these cities 
only actual terminal costs relating to the servicing of aircraft 
on the ramp and to the handl’ng of the passenger and his bag- 
gage and mail, express and freight were considered. 

“In the second report, the McGoldrick group made addi- 
tional surveys with emphasis on terminal services at two 
additional airports and included a study of reservation systems. 

“In advocating that the airlines take over the operation of 
term‘nal buildings and related terminal facilities, the reports 
stressed that under such a plan the commercial possibilities of 
the airport terminals could be so developed as to insure in- 
creased. revenues. These would make a substantial contribution 
toward the self-support of airports and greatly increase the 
— of the airport to air travelers and the general 
public. 

“The method advocated of obtaining better and more pro- 
ductive terminals was the formation of an airline-owned corpo- 
ration which would provide lobby, ramp service and other 
services under contract with airlines at individual airports. The 
corporation might also act in negotiating arrangements for 
financing or leasing airport terminals as well as in negotiating 
with municipalities and maintain and operate terminals owned 
or leased by the corporation’s subsidiaries. 

“Such a method would equip the airlines to perform certain 
services on a consolidated, industry-wide basis and secure the 
terminal facilities which are needed by the rapidly expanding 
air transportation industry. 


More Efficient Use of Personnel 


“In making their stud‘es after an analysis of the functions 
and dut’es of all personnel, the McGoldr'ck group worked out 
standard jobs and assigned standard duties. During this pro- 
gram it was discovered one could tabulate as many as 200 
separate functions that had to be performed at the term‘nal 
building and on the ramp. However, the group reduced their 
tabulations of primary functions to 36 with the knowledge that 
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each of these involved a number of sub-functions. Taking these 
standard job assignments, the investigators obtained from sta- 
tion managers of the various airlines their roster of personnel, 
and matching the duties of these to the degree possible with 
their standard job classifications, they discovered that consoli- 
dated operations would mean a more efficient use of personnel. 
This was in part due to the fact that at the larger a'rports there 
is a meshing of schedules. At one airport, for example, during 
certa‘n hours, airline A has a number of schedules whereas all 
the other lines using this airport have none or only a few. At 
other hours, airline A has one or two schedules while the others 
have a considerable number. Of course, there are times when a 
terminal is confronted with peak hours, peak days and peak 
season. This will be a problem for consolidated operation, but 
such peaks will be less a. problem for consolidated operation 
than they are for an individual airline, according to the report. 
“Using the standard job assignment and consolidated oper- 
ations possible under it as a set up for comparison with the 
present system, the group found there was a large amount of 
idle time at the airports. It ranged from 50 to 80 per cent in 
many cases. This is in no way a reflection on the workers or 
the airlines, the report makes clear, but is the result of flight 
schedules. Nevertheless, this idle time is the key to much of the 
high cost at airports and considerable can be saved through 
consolidation of the terminal operations. Under the present sys- 
tem of individual operations, there is little hope of improving 
the situation as it is necessary to have large enough crews to 
handle high frequency periods. With the present system there 
are also far more ramp facilities, including automotive equip- 
ment, than would be necessary under consolidated operations. 


Possible Savings 

“In presenting figures on possible savings, the reports have 
several tables. 

“One of these estimated that the present personnel used at 
one airport in ramp service numbered 99 with a yearly salary 
total of $353,040. This could be reduced to 76 persons with a 
yearly salary of $266,940. 

“At another airport it was estimated that the present force 
handl‘ng lobby service totaling 114 with a monthly salary of 
5305" could be reduced to 43 with a monthly salary list of 

“A survey of expenses at three airports showed that under 
the present system of individual airline operat'ons, a total of 
730 persons were required in executive, lobby and ramp de- 
partments with a payroll of $1,518,420 annually. Under a con- 
solidated type of operation suggested by the report, the per- 
sonnel could be reduced to 388 and the payroll would be lowered 
to $866,568, a saving of 342 in personnel and $651,852 in salaries. 

“In pointing out that there is a strong and grow'ng tend- 
ency on part of municipalities to demand airports be self-sup- 
porting, the report suggested that one method of reducing and 
possibly eliminating airport deficits would be the operation by 
the airlines of terminal buildings and related terminal fac'lities. 
This would insure development of the commercial possibilities 
of airport terminals. 

“Such a move would equip the industry to secure the ter- 
minal facilities needed as it expands. The reports emphasize 
that th‘s expansion is going to demand not only improved pas- 
senger terminals, but express and freight facilities. 

“In summing up his reports, Mr. McGoldrick expresses the 
belief that the speed the airlines now offer in the air could also 
be offered on the ground at both ends of the journey through 
consolidation of airport operations on an industry-w:de basis.” 


Non-Scheduled Air Carrier 
Regulation Argued 


A cross-section of views of the aviation industry was pre- 
sented in oral argument before the Civil Aeronautics Board, 
begun January 6 in Washington, on a proposed revision by the 
board of section 292.1 of its economic regulations concerning 
operations of air carriers which do not hold a certificate of 
i convenience and necessity authorizing air transporta- 
ion. 

The proposed revised regulation deals principally with 
non-certificated irregular air carriers, divided into two groups 
according to weight classification—non-certificated air cargo 
carriers and non-certificated indirect air cargo carriers; and 
provides for letters of temporary authority (see Traffic World, 
Nov. 30, 1946, p. 1447). 

Now was the opportunity to develop air cargo transporta- 
tion for the already certificated carriers whose operations were 
being conducted at a loss, said Charles H. Murchison. general 
counsel for Pennsylvania Central Airlines Corporation, who 
was among witnesses to appear on behalf of nearly two score 
aviation interests allotted time for argument. 
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Declaring that the proposed economic regulation opened a 
“flood gate” in the air transportation industry, permitting any 
carrier to operate between two cities where the traffic poten- 
tial was most favorable, or not to operate between the desig- 
nated points if such carrier so desired, against which provision 
he was opposed, Mr. Murchison charged that the board’s pri- 
mary obligation was to develop a sound transportation system 
and it was its duty to see that the already certificated carriers 
were placed in a sound economical position before the board 
took any action that would have the effect of further placing 
such carriers “in the red.” He said the scope of the regulation 
should be limited to all the carriers, both certificated and non- 
certificated, in the so-called Air Freight Case, docket 810 et al. 

According to the board’s records, there are presently ap- 
Sw 850 non-scheduled airlines registered with the 

ard. 

The non-scheduled carriers, represented by Struve Hensel, 
general counsel for the Independent Air Freight Association, 
argued in favor of certification to enable common carrier air 
cargo services, supporting the proposed regulation. They asked 
for expedited action by the board in the matter. 

Time for argument was allotted to the following, in addi- 
tion to Pennsylvania Central and Independent Air Freight: 


Minneapolis-St. Paul Metropolitan Airports Commission, National 
Association of State Aviation Officials, Port of New York Authority, 
Department of Interior; Delta Air Lines, Inc., Transcontinental and 
Western Air, Inc., United Air Lines, Inc., Aviation Industries, Aero- 
nautical Training Society, Air Transport Association of America, Indiana 
Aircraft Trades Association, Minnesota Aviation Trades Association, 
National Aviation Trades Association, Pacific Overseas Airlines Cor- 
poration, Sea Air Committee of the Federation of American Shipping, 
Air-Borne Cargo Lines, Inc., Air Dispatch, Inc., Air Travel, Inc., Alle- 
gheny Air Cargo, Inc:, American Air Export and Import Co., Emery Air 
Freight Corporation, Federal Air Freight Co. of California, Inc., Lone 
Star Air Cargo Lines, Inc., Matson Navigation Co., Mutual Aviation, 
Inc., National Skyways Freight Corporation, Puerto Rico Air Transport, 
Ine., Resort Airlines, Inc., Slick Airways, Inc., Southern Airways Co., 
Trans-Caribbean Air Cargo Lines, Inc., Transocean Air Lines, Inc., 
Twentieth Century Air Lines, Inc., United States Airlines, Inc., Uni- 
versal Airlines, Inc., Waterman Airlines, Inc., and Alaska Airlines, Inc. 


Robert E. Kline, Jr., counsel for the Sea-Air Committee, 
representing 11 principal American flag passenger steamship 
lines, declared that, after drawing a distinction between do- 
mestic and foreign commerce, the proposed exemption of non- 
certificated air carriers seeking to engage exclusively in cargo 
transportation was a long step in the right direction. Unfor- 
tunately, however, said he, the regulation disregarded the fact 
that the passenger and the cargo could not be separated. 

“Our foreign trade is replete with examples showing that 
they are individually bound together,” said he. “The trader 
must travel to find his business, and he ships his cargoes over 
the same route. As goes the passenger, so goes the freight, 
and as goes freight so goes the passenger. They are the in- 
separable Siamese twins of foreign trade. 

“We feel that, unless non-certificated irregular passenger 
operation is permitted concurrently with non-certificated freight 
operation in the foreign trade, we shall lose our pioneering 
leadership, our driving force, and the keen edge of our com- 
petitive weapon in the trade war in which we are presently 
engaged.” 

Pan American World Airways System, while not listed in 
the board’s notice of appearances, in commenting on the regu- 
lation supported limitation of exemption for cargo carriers in 
interstate and overseas air transportation to those filing appli- 
cations prior to a particular date and urged similar restrictions 
for cargo carriers in foreign air transportation. It alleged that 
there was greater possibility in the foreign field that such oper- 
ations might prejudice the board’s “freedom” of action because 
relation with foreign governments and foreign entities were 
involved and also that there was less opportunity for board 
control. The carrier suggested danger that foreign mail might 
be considered as property which would be carried by a non- 
certificated air cargo carrier and therefore, argued that regu- 
lation be clarified so as to exclude foreign mail from property 
which non-certificated air cargo carriers might transport and 
particularly to prohibit such carriers from quoting rates to a 
foreign government for carriage of mail except on compliance 
with the same requirements applicable to certificated carriers. 
It said there was no need for blanket 3-month exemption pro- 
vided in the regulation for overseas and foreign transportation 
and that provisions were not clear as to whether certificated 
carriers might be included in this exemption. Also, it said that 
definition of non-certificated air carriers should be included in 
the regulation. 

The Minnesota Aviation Trades Association, in its com- 
ment, said it recognized need for safety regulation and also 
economic regulation of larger non-scheduled operators, but it 
suggested that the proposed regulations were too burdensome 
for small fixed-base operators. It asked greater contact with 
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non-scheduled industry before regulatory action was taken. It 
also suggested for some action on the part of the states but 
objected to any change of existing regulation until after full 
discussion of the regulation. 

Lone Star Air Cargo Lines, Inc., in its comment, approved 
revision so far as cargo carriers were concerned, contending 
that air freight could not be effectively served or generated 
= unless regular or scheduled service could be af- 
orded. 

Taking the position that the certificated air lines would be 
able to handle the prospective freight business, S. G. Tipton, 
counsel for the Air Transport Association of America, in the 
presentation of his argument on the proposed revision of the 
board’s economic regulation relating to non-scheduled air car- 
riers, said the A. T. A. of A. was opposed to the “exemption” 
so far as it covered group one irregular carriers, air cargo car- 
riers and forwarders. 

So far, said he, the certified carriers had not developed air 
freight as much as desired because of lack of adequate equip- 
ment, the pressure of handling passenger service in the early 
post-war period, and because of the general wartime restrictions 
which have just begun to be relaxed. 

The A. T. A. of A. opposed the “exemption”, he said, be- 
cause it, in effect, meant that for at least three years the reg- 
ulatory scheme of the statute and the benefit of that scheme in 
developing an air transport industry would be “abandoned.” 
In addition, he said the regulation went further than the board 
was empowered to go under section 416-b or any other provi- 
sion of the statute. 

As written, he said, the regulations made no distinction be- 
tween a large, irregular-route operator on very extensive serv- 
ice, and one of the ordinary fixed base type operating small 
equipment from a fixed base to anywhere. He said he thought 
there was justification for applying the strict terms of the ex- 
emption power to those small operators because it seemed likely 
that the limited character of their operations would result in 
regulation becoming an undue burden on them. In case of the 
larger operators, he said, it seemed that it would be most diffi- 
cult to make that finding. He said he thought there was a possi- 
bility that very special types of operations might arise, of a 
non-scheduled character, which would justify the regulation, but 
the blanket way in which it was made gave no possibility of 
considering whether the operation was a very unusual one or 
whether it was just the “run-of-the-mill” irregular-route oper- 
ation. 

He said the exemption would permit a cargo carrier, which 
filed a foreign application, to engage in domestic cargo carriage 
until the foreign application was disposed of, or vice versa. 

In its comment on the proposed regulation, the Waterman 
Airlines, Inc., subsidiary of the Waterman Steamship Corpora- 
tion, protested the revision as being an unconscionable exercise 
of regulatory powers and an unfounded, arbitrary and capri- 
cious withdrawal of authority previously granted, in reliance on 
which, it said, substantial investment had been made. 

It contended that such action would irreparably injure the 
non-scheduled transportation industry, would be prejudicial to 
the public interest in depriving the public of needed services, 
and would destroy investment of many carriers, including a 
large number of veterans. 

Theargument ended January 7. 


C. A. A. Announces Formula for 
U. S. Share of Airport Costs 


Regulations now adopted in final form by the Civil Aero- 
nautics Administration, for administering the federal airport 
act, provided for payment by the United States of 50 per cent 
of all airport construction project costs in cases where the 
expenditure per airport totals up to $5,000,000, and for applica- 
tion of a “sliding scale formula” to costlier projects, with a 
minimum federal contribution of 20 per cent, regardless of air- 
port size, it was announced on January 9 by T. P. Wright, 
administrator of civil aeronautics. 


The federal share on project costs of more than $5,000,000 
would decrease by 5 per cent with each additional $1,000,000 
of cost, up to $11,000,000, and thereafter the 20 per cent mini- 
mum contribution would apply, Administrator Wright said. 

“The federal airport act, passed by Congress in May, 1946,” 
he stated, “authorizes a seven-year airport building and im- 
provement program in which the federal government may pay 
up to 50 per cent of project costs sustained by state and local 
governments. The act authorizes federal expenditures totaling 
$500,000,000 during the seven years. Of that amount, $45,000,- 
ae been appropriated for the fiscal year ending June 30, 
1947.” 

Mr. Wright noted that, at public hearings held in October 
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on regulations proposed by the C. A. A. pursuant to the new 


_act, widely divergent views had been expressed with respect 


to a proposed sliding-scale formula under which the federal 
government would contribute half of the airport cost on projects 
costing up to $2,000,000 each, the federal contribution decreas- 
ing progressively with application of the formula to costlier 
rojects. 

F “Some large municipalities,” he said, “asked that the 
formula be eliminated entirely, and that the federal government 
pay a flat 50 per cent of the project costs regardless of the 
size of the project. Representatives of smaller towns, on the 
other hand, pointed out that available funds were limited and 
expresed fear that with the formula eliminated, one or two 
large projects would use up all the funds available in a par- 
ticular state.” 

He said retention of the sliding-scale formula, in the re- 
vised form now approved, was decided on “‘to protect both large 
and small town interests.” 

“As a result of comments at the public hearings,” he con- 
tinued, “the final draft of the regulations has been shortened 
and simplified. Scores of minor changes were made in order 
to broaden and liberalize the regulations sufficiently to meet 
local situations. 


“It was decided that municipalities accepting federal aid 
under the act may not make exclusive contracts on the sale of 
gasoline, repair services, and charter operations. Although 
landing fees for private aircraft are frowned upon by the 
Cc. A. A., such fees are not prohibited in the final draft of the 
regulations, because the C. A. A. regards operation of airports 
built with federal assistance to the exclusive responsibility of 
the sponsors.” 

Administrator Wright said the federal airport act placed 
many limitations on expenditure of the funds authorized to be 
expended under its terms, but that, at the same time, it gave 
wide discretionary power to the civil aeronautics administrator. 
He said the regulations now approved in final form by the 
Cc. A. A. represented decisions on how these discretionary 
powers would be applied. 


Panama Owned Air Line Granted 
U. S.-El Salvador Rights 


By an opinion in docket No. 774, Taca, S. A., Foreign Air 
Carrier Permit, the Civil Aeronautics Board has granted a for- 
eign air carrier permit, issuance of which has been approved by 
the President, authorizing Taca, S. A., a corporation organized 
in 1939 under the laws of El Salvador, to carry persons, prop- 
erty and mail between the terminal points San Salvador, El 
Salvador, and New Orleans, La., and between the terminal 
points San Salvador and Miami, Fla., via the intermediate point 
Havana, Cuba, subject to condition that Havana be served only 
on flights originating or terminating at San Salvador. 


The board said that the permit to Taca would be subject 
to all applicable provisions of any treaty, convention, or agree- 
ment affecting international transportation now in effect, or 
that might become effective in the period the. permit remains in 
effect, to which El Salvador and the United States “shall be 
parties.” It added that the carrier was designated by the Gov- 
ernment of El Salvador to operate the routes between that 
country and the United States. 


C. A. B. Member Young dissented from the majority opin- 
ion, saying, in his opinion, the applicant did not qualify for the 
permit.’ 

The application of Taca, said he, was before the board on 
the basis of the Chicago air transport agreement, to which both 
El Salvador and the United States were parties even though the 
latter had served notice July 25, 1946, of withdrawal from it, 
effective one year later. 


While organized as an El Salvador corporation, said he, 
the applicant was, except for a few qualifying shares, wholly 
owned by Taca Airways, S. A., a Panamanian holding company. 
Thus, he declared, “the finding of the majority means that from 
the purely practical point of view a national of a third country 
is actually the beneficiary of the permit award, and is deter- 
mining the policies and procedures of the operating company 
flying the flag of El Salvador.” He added: 


Since the agreement provides that nationals of a third signatory— 
or any signatory for that matter—may own and control an air carrier 
operating between any other signatories, the mere fact of third country 
ownership is not necessarily an obstacle. 

In this proceeding, however, the third country is not a signatory of 
the air transport agreement and is, therefore, unable to confer any of 
the rights or privileges of the agreement upon its national, Taca Air- 
ways, S.A. Therefore, in my opinion, the applicant does not qualify 
for the permit. 

As a matter of reciprocity, El Salvador is probably entitled to have 
a Salvadoran carrier granted a foreign air carrier permit from the 
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United States, and I would like it understood that my dissent is not 
directed*toward withholding such a permit, for a properly owned and 
controlled air carrier. Rather, it is intended to take exception to the 
manner in which it is being granted in this proceeding. The principle 
which has been invoked gives rise to potentialities, not only in this 
instance, but by way of a precedent as well, which I believe should be 
avoided. 

For example, the board has no jurisdiction over the Panamanian 
company, nor is the country of the company bound by the terms of the 
Chicago agreement, flexible as they are. The ownership of the company 
can become vested at any time in any purchaser, irrespective of nation- 
ality, without the prior knowledge or consent of the board. Thus, it 
could find itself under the control of the nationals of any foreign state, 
whether or not such state was a party to an agreement with the United 
States, bilateral or multilateral, and without regard to any reciprocal 
undertakings as to routes or services, or other relationships of what- 
ever character. True, the board could act to revoke the permit granted 
Taca, S.A., should it properly and officially become aware of such a 
transaction, but there seems little assurance that the political implica- 
tions which probably would arise would not serve to ward off such 
action, in the absence of some most unusual situation. 

All circumstances considered, I cannot help but feel that a problem 
of the character involved herein should be recognized and avoided in 
the first instance, and that the award of a foreign air carrier permit to 
El Salvador should have been premised upon a more stable arrange- 
ment than exists herein. 


North Central Air Service Case 


The Civil Aeronautics Board has announced its decision in 
the so-called North Central case, docket No. 415 et al., which 
authorized three new feeder airlines and amended the certifi- 
cates of six existing airlines to provide additional air service in 
the north central part of the United States, extending from Lake 
oe west to Idaho and from Missouri and Kansas north to 
Canada. 

The board authorized service to Milwaukee, Wis., by both 
American Airlines, Inc., and United Air Lines, Inc., thus estab- 
lishing additional service to the west from Milwaukee. The 
certificate of United was also amended to include Cedar Rapids, 
Ia. Inland Airlines, Inc., was authorized to extend its route No. 
35 from Huron, S. D., to Minneapolis-St. Paul, via Brookings. 
S. D., Mankato and Rochester, Minn., and to include Alliance and 
Chadron, Neb., as intermediate points. La Crosse, Wis., Aber- 
deen, S. D., and Bozeman, Mont., were included in route No. 3 
of Northwest Airlines, Inc., as intermediate points, subject to 
certain restrictions. Peoria, Ill., was included as an interme- 
diate point between Kansas City and Chicago on route No. 44 of 
Transcontinental & Western Air, Inc. Mid-Continent Airlines, 
Inc., was authorized to extend its route No. 48 from Des Moines 
to Sioux City, Ia. 

The three feeder airlines authorized to serve the area were 
Wisconsin Central Airlines, Iowa Airplane Co., Inc., and Parks 
Air Transport, Inc. Each is authorized to operate the involved 
routes for a period of three years. However, issuance of the 
certificates, the board said, would be withheld until a proper 
showing as to adequacy of airport facilities to justify inaug- 
uration of service. It said the certificates were limited to three 
years for the express purpose of providing an opportunity for 
testing the need for and economic feasibility of local feeder 
routes, adding that if fairly complete service could not be inaug- 
urated within a reasonable time to a sufficient number of points, 
there would be no opportunity to test the value of such local 
service operations. In this case particularly, the board said, 
authorized routes were anchored at both ends by reasonably 
strong terminals, and, “if due to the lack of airport facilities the 
intermediate points or a number of them cannot be served,” two 
consequences ensued. The first, it said, was that “our objective 
of bringing air service to the local points is not attained.” The 
second, it added, was that “the feeder operation by skipping the 
intermediate points, becomes in essence a trunk operation and 
competes immediately with established trunk service contrary 
to our intention.” 

The board said the instant decision, its sixth area case to 
be decided in less than a year, made a total of 12 new desig- 
nated airlines, bringing air service to many local communities 
never before served by any airline. 

The board deferred action on an application of Northwest 
Airlines to serve Great Falls, Mont., and applications of Amer- 
ican Airlines, Inc., and Pennsylvania-Central Airlines Corpora- 
tion, to serve Mineapnolis-St. Paul, Minn., pending determina- 
tion of issues in other cases. It dismissed applications of 
Wisconsin Central Airlines and Racine Flying Service, Inc., and 
denied applications involved in other. respects. 


MATSON AIR SERVICE PROPOSAL 
The Matson Navigation Co., which had applied to the Civil 
Aeronautics Board for permission to withdraw its application 
in docket No. 2537, requesting authority to conduct air trans- 
portation of persons, property and mail between the co-termi- 
nals Seattle-Tacoma, Wash., and Portland, Ore., and Honolulu, 
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T. H., later asked that its motion for withdrawal of the appli- 
cation be withdrawn. ; 

It said that, contrary to its previous understanding, it now 
understood the board had concluded to proceed with its applica- 
tion and had given instructions to make the necessary arrange- 
ments for the conduct of a prehearing conference. 


T. W. A. States Its Objections 
to “Pan Am” Domestic Routes 


As hearings were resumed before Examiner William Mad- 
den, of the Civil Aeronautics Board, on the application of Pan 
American World Airways for authority to operate on a net- 
work of domestic air routes joined to its present system of 
overseas routes, after a holiday recess, Trans World Airline 
added its test'mony to that previously presented on behalf of 
other airlines opposing the granting of the application (see Traf- 
fic World, Dec. 28, 1946, p. 1729). 

E. O. Cocke, traffic vice president of T. W. A., sa‘d his 
company opposed the Pan American proposal on three grounds. 
He contended, first, that there was no public need for any addi- 
tional carriers on the 12,459 miles of domestic routes sought by 
Pan American; second, that addition of substant'al domestic 
routes to the system of “a carrier that already has the great 
preponderance of American-flag international routes’ would 
completely upset the pattern of competitive service that the 
C. A. B. had attempted to establish in its recent internat’onal 
route cases, and, third, that it was not in the public interest for 
any carrier to be authorized to operate non-stop routes on top 
of the intermediate-stop routes of other carriers. 

J. C. Stratton, executive assistant for route development of 
T. W. A., offered exhibits designed to show that of all the traffic 
combinations that were possible as a result of Pan American’s 
application, only three cities in the entire country would be 
linked by new air service, and that there was no evidence of 
any substantial traffic between those three — 

“Our non-stop coast-to-coast Constellation flichts today 
offer the fastest service in the history of commerc‘al aviation,” 
sa‘d Mr. Cocke. “T. W. A., like all other domestic carriers, is 
currently activating plans for further improvements in service, 
and we will institute these improvements as rapidly as equip- 
ment becomes available. Thus, Pan American can offer no im- 
provements or new services which are not already being offered 
or planned by present domesti'c carriers.” 

In the T. W. A. presentat’on, statements were made that 
“in the United States, Pan American now serves 15 major cities 
and through these points is fed traffic by many United States 
carriers with which Pan American does not compete,” and that 
Pan American already exceeded any other U. S. air carrier in 
route miles and operating revenue, with its operating revenue 
for the first five months of 1946, totaling more than $34,000,000, 
representing a gain of 102.8 per cent over the same period in 
1945—“‘a larger increase than that of any other U. S. carrier.” 

The T. W. A. spokesmen contended that the amount of rev- 
enue that Pan American would divert from T. W. A. alone, in 
event of a grant of the domestic-route authority sought by Pan 
American, would aggregate more than $25,000,000 in 1949, based 
on Pan American’s own traffic estimates. 


U. S.-AUSTRALIA FOREIGN AIR SERVICE 


Examiner Herbert K. Bryan, of the Civil Aeronautics Board, 
in a proposed report in docket No. 2688, British Commonwealth 
Pacific Airlines Limited—Foreign Air Carrier Permit, has rec- 
ommended that the board issue a foreign air carrier permit 
to British Commonwealth Pacific Airlines Limited (incor- 
porated June 24, 1946, under the laws of Australia) authorizing 
it to engage in foreign air transportation between points in 
Australia and San Francisco, Calif., via New Caledonia, Fiji 
Islands, Canton Island, and Honolulu, and beyond San Fran- 
cisco to Vancouver, B. C. 

“In view of the community of interest between Australia 
and the United States indicated by the evidence of record and 
upon consideration of the reciprocal rights contemplated in the 
bilateral agreement (effective December 3, 1946),” said the 
examiner, “it is apparent that foreign air transportation between 
Australia and the United States by an airline designated by 
Australia is in the public interest.” 


AIR SERVICE APPLICATIONS 

Al Jones Airways, of Bethel, Alaska, has filed an applica- 
tion with the Civil Aeronautics Board asking for issuance of a 
certificate of public convenience and necessity authoriz:ng it to 
conduct scheduled air transportation of persons, property and 
mail between Bethel and Nyac, Alaska, and between Bethel 
and Merkoruck, Munivak Island, Alaska. 

Other new applications filed with the board include a re- 
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quest by Phalanx Air Freight, Inc., of San Francisco, Calif., 
made in docket No. 2740, for a permanent or temporary cer- 
tificate, or for exemption order, authorizing air transportation 
as a freight forwarder over scheduled international lines, and 
a plea by Monarch Air Lines, Inc., of Denver, Colo., fi‘ed in 
docket No. 2741, for an order fixing and determining fair and 
reasonable rates of compensation for transportation of mail by 
aircraft over route No. 73. 

By amendment No. 1 to its application in docket No. 2544, 
Fast Service Shipping Terminals, of New York, N. Y., asks 
for a certificate, or in the alternative, for an exemption order, 
authorizing air transportation as a freight forwarder over 
scheduled domestic lines. 


AIR TRAFFIC STATISTICS 

The Civil Aeronautics Board has announced that the mail 
ton-miles flown by the 20 domestic airlines for the nine-month 
period ended September 30, 1946, decreased 51.42 per cent, and 
express ton-miles increased 34.79 per cent from the correspond- 
ing period in 1945 and that revenue miles increased 51.89 per 
cent. The number of revenue passenger miles increased 81.43 
per cent as compared with the corresponding nine-month period 
a year ago. 

The airlines flew 96.53 per cent of their scheduled mileage 
in the first nine months of this year. Of the 24.09 average avail- 
able seats per mile about 19.96 per cent were occupied by 
revenue passengers, as compared with 19.59 average available 
seats of which 17.39 per cent were occupied by revenue pas- 
sengers for the corresponding nine months last year. 

The C. A. B. gave major figures for the nine and 12-month 
period ended September 30, 1946, as follows: 


9 Months 12 Months 12 Months 
Ended Sept. Ended Sept. Ended Sept. 
30, 1946 30, 1946 30, 1945 

Revenue miles flown........ 228,210,724 287,200,364 191,357,901 

Revenue passenger miles... .4,374,692,537 5,324,097,497 3,047,131,568 

Mail ton-miles .............. 24,554,020 39,214,424 65,591,741 

Express ton-miles ........:. |23,041,708 28,102,542 22,180,780 
Revenue passenger load fac- 

tor (per cent of} seats 
RUNNER, o.oo ses ceice ee 82.87 83.53 88.51 


Federal Airway and Highway Plans 
Subject of Conferences 


Joint conferences of representatives of the Public Roads 
Administration of-the Federal Works Agency and the Civil 
Aeronaut‘cs Administration will be held in the next six weeks 
to formulate plans for coordination of federal-air highway 
facilities with the National Airport Plan, the roads administra- 
tion has announced. 

The meetings will be attended by Public Roads division 
and district eng’neers, and Civil Aeronautics airport superin- 
tendents and district engineers. Fred E. Schnepfe, chief of the 
liaison division of public roads, will represent the Washington 
office. 

The purpose of the meetings, Mr. Schnepfe said, “is to 
discuss the procedure to be followed in coordinating air and 
highway transportation to the best interests of all concerned.” 

Deputy Commissioner Hilts of Public Roads was scheduled 
to open the series of conferences, the first of which was to be 
held in New York City on January 7. Other meetings were 
scheduled, as follows: Washington, D. C., January 9; Atlanta, 
January 14; Fort Worth, January 17; Kansas City, January 20; 
St. Paul, Minn., January 22; Chicago, January 24; Denver, 
February 4; Portland, Ore., February 7; San Francisco, Feb- 
ruary 11. Continuing, the Roads Administration said: 


Under provisions of the federal airport act of 1946, Congress has 
appropriated $45,000.000 for the fiscal year 1947, for airport construc- 
tion and improvements in the United States, Alaska. Hawaii and Puerto 
Rico. Of this sum, $30,822,750 has been apportioned among the states by 
the Civil Aeronautics Administration for actual construction. The fed- 
eral funds will be matched by sponsors of airport projects. The act 
authorizes additional appropriations up to $500,000,000 over a seven- 
year period to assist in the development of a national airport program. 

During recent months, C, A. A. engineers made a survey of airport 
needs in all parts of the country. On the basis of this survey, a revision 
of the National Airport Plan has been prepared. A priority list of essen- 
tial projects for the fiscal year has been set up by C. A. A. from the 
national plan. Construction of top-priority projects is expected to start 
about April 1. 

Development of new airports or expansion of existing airports will, 
in many instances, require the reconstruction or relocation of highways 
to serve the airport terminals. 

The federal-aid highway act of 1944 provides that federal highway 
funds may be used for the reconstruction or relocation of highways on 
the Federal-aid system, which give access to airports constructed or 
extended subsequent to passage of the act, if the state highway depart- 
ment and the Public Roads Administration have concurred with officials 
in charge of the airport in the finding that the location of the airport 
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or extension thereof and consequent highway improvements are in the 
public interest. This provision also extends to the use of federal high- 
way funds for the relocation of any highway on the federal-aid system 
made necessary by airport improvements. 


International Air Travel Card 
Plan Made Effective Jan. 1 


M. F. Redfern, vice president-secretary of the Air Tr-ns- 
port Association of America, announced that under provisions 
of a tariff he had filed with the Civil Aeronautics Board a new 
‘Universal Air Travel Plan” for the scheduled airlines of the 
United States, broadening the coverage of air travel cards so 
as to make their use applicable to world-wide air travel over 
routes of 25 airline members of the A. T. A. of A. as well as 


| to domestic air transportation, effective January 1. 


The plan, he said, encompassed three types of cards: (1) 
The “North American” card, entitling holders to travel priv- 
ileges to all points in the United States Canada, Newfoundland, 
other parts of the North American continent. the West Indies, 
Bermuda, the Bahamas and Haiti. served bv the 25 a’‘rlines ‘n- 
cluded in the plan; (2) the “international” card, entitling 
holders to transportation to anv place in the world over the 
routes of the 25 participating airlines, and (3) an “indiv’dual 
country card” for issuance to residents of a foreign country 
having currency restrictions, good when presented in that par- 
ticular country for travel domestically and to any place in the 
world over routes of the 25 particinating airlines. Those air- 
lines, Mr. Redfern said, were: Alaska Airlines, Inc.; American 
Airlines. Inc.; American Overseas Airlines, Inc.; Braniff: Inter- 
national Airways, Inc.; Chicago & Southern Air Lines, Inc.; 
Colonial Airlines, Inc.; Continental Air Lines, Inc.; Delta Air 
Lines, Inc.; Capital Airlines-P. C. A.; Eastern Air L'nes, Inc.; 
Orlando Airlines; Inland Air Lines, Inc.; Mid-Continent Air- 
lines, Inc.; National Airlines, Inc.; Northeast Airlines, Inc.; 
Northwest Airlines. Inc.; Pacific Northern Airlines; Pan Amer- 
ican World Airways; Pan American-Grace Airways, Inc.; Pio- 
neer Air Lines, Inc.; Southwest Airwavs Co.; T. W. A.-Trans 
World Airline; United Air Lines, Inc.; Western Air Lines, Inc., 
and Trans-Canada Air Line. 


U. S. Air Pacts with 27 Nations 
Concluded in Two-Year Period 


Since termination of the Chicazo Aviation Conference in 
December, 1944, the government of the Un‘ted States had con- 
cluded air transport agreements with 27 nations and it was now 
negot‘ating b‘lateral air transport agreements with 13 other 
countries, the Department of State reported. 

It said the countries with which these arrangements had 
been concluded since the 1944 conferences were: Australia, 
Belgium, Brazil, Canada, China, Czechoslovakia, Denmark, 
Egypt, France, Greece, Iceland, India, Iran, Ireland, Italy, 
Lebanon, New Zealand, Norway, Philippines, Portugal, Saudi 
Arabia, Spain, Sweden, Switzerland, Turkey, United Kingdom 
and Uruguay. Negotiations were now in progress with Bolivia, 
Chile, Cuba, the Dominican Republic. Ecuador, Haiti, Iraq, 
Paraguay, Peru, Siam, Syria, Union of South Africa and Vene- 
zuela, the department stated, adding that it was probable that 
d‘scussions looking toward agreements with additional coun- 
tries would be initiated in the near future. It said that there 
was also in effect, but not l‘sted among the foregoing, a bilateral 
agreement with Colombia dating from 1929; that appropriate 
air rights had also been obtained for United States air serv'ces 
certificated for operations in Germany and Austria, and that 
it was anticipated that s'm‘lar rights would be forthcoming in 
the near future with respect to Japan. 


Surplus Transport Planes 
Withdrawn from Sale 


_ Thirty-one Douglas C-54D four-engine transport planes, 
which were scheduled to go on special sale beginning January 
6, have been withdrawn by the Army Air Forces and will not 
be available for purchase, the War Assets Administration has 
announced. 

In its notice of withdrawal of the planes, which previously 
were declared surplus on August 15, Headquarters, Army Air 
Forces stated that it now had a definite requirement for all of 
these C-54D’s for its own operations inasmuch as there was a 
Shortage in the present inventory. 

“Also, there are no attrition replacements after September, 
1947, and reduction in the funds for procurement of a‘rcraft 
for the fiscal year 1946 has caused elimination of procurement 
of cargo aircraft from new production,” the notice said. 

W. A. A. stated that this withdrawal would not affect the 
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sale as previously announced of 49 other aircraft, among which 
are included one C-54B and a number of other transports and 
smaller type planes. The sale began January 6, with first choice 
going to veterans and other priority holders. 

In addition, W. A. A. pointed out that it had for sale 16 
Douglas C-54A four engine transports which could be pur- 
chased without regard to priorities. Eleven of these planes are 
located at Ontario, Calif., and five at Bush Field, Augusta, Ga. 


AIRLINE TRIP INSURANCE 


Expanded airline trip insurance provisions recently an- 
nounced ‘by the Air Transport Association of America became 
effective January 1, according to the A. T. A. of A. (see Traf- 
fic World, Dec. 14, p. 1594). It called attention to “the new 
practice of selling airline trip insurance by vending machines,” 
as that in purchasing insurance through such a device the 
traveler “simply puts from one to five quarters in the slot, 
fills in a few lines on the policy, and receives his pol’cy auto- 
matically.” It added that the new airline trip insurance sys- 
tem, allowing 30 days for completion of a domestic trip as 
against seven days heretofore and providing coverage on an 
international trip for a period of 12 months, protected the in- 
sured, while traveling in the air, while at the airport, while 
traveling to and from the terminal, while aboard substitute 
transportation provided by airlines, or while in hotels or resorts 
if on tour when accommodations were ‘arranged by the air- 
lines. The amount of trip insurance an air traveler might buy 
was increased on January 1 from $5,000 to $25,000, with the 
insurance rate remaining 25 cents for each $5,000. 


C. A. A. USES NAVY RADAR AT PITTSBURGH 


The Navy Department has announced that it has loaned 
“one of the latest wartime developed radar sets, the GPN-2, 
built by the Bendix Aviation Corporation,” to the Civil Aero- 
nautics Administration for use in airway traffic control in the 
Pittsburgh, Pa., area. 

By use of this equipment, the department said, a radar 
operator could detect and locate all airplanes within a 30-mile 
radius, guide them in their approach procedure, and expedite 
landings under unfavorable weather conditions. It sad the 
equipment was carried in a truck or shelter with a separate 
power trailer, and was completely mobile, and added that, if 
a permanent installation was desired where power was avail- 
able, the truck and trailer could be eliminated and an aluminum 
shelter could be set up. 


Sale of Government Pipe Lines 
Recommended by W. A. A. 


A recommendation that the Big Inch and the Little Big 
Inch Pipe Lines be sold either for the transportation of petro- 
leum and its products or natural gas or a combination of both 
has been submitted to Congress by War Assets Administration. 

W. A. A. announced December 27 that new bids would be 
asked on the above basis for the pipe lines, constructed in 
the war period at a cost of $147,000,000 to move oil from Texas 
to the New York-Philadelphia area. These bids must be made 
on forms prepared by W. A. A. They will be received until 
noon February 8 and publicly opened February 10, 1947. 

In its report, W. A. A. recommended that the pumping and 
other equipment used in the transportation of petroleum be 
maintained by the purchaser so that the government could 
recover and use the lines to move oil again within 90 days. It 
also recommended that the lines be sold to the highest bidder. 

W. A. A. concluded that national defense requirements 
could be met regardless of whether the lines were used to carry 
gas or oil or a combination of both, but that terms of the sale 
stipulated that they were not to be altered in any way that 
would destroy their military value. 

Spirited bidding for the properties in the past had indicated, 
the report continued, that the government could obtain some- 
where near the latest evaluation provided the lines were sold 
quickly and a minimum of restrictions put on the bidders. The 
current fair evaluation by W. A. A. is $113,700,000 as of Sep- 
tember 30, 1946. 


“Because of administrative costs, an outright sale is pre- 
ferred,” said W. A. A., adding: 


W. A. A. first offered the lines for sale last June, with preference 
announced at that time for bidders who would use the lines for oil. The 
highest bid for transportation of oil was $66,000,000 and for gas, 

000. 


These bids were rejected on November 19, the report calling atten- 
tion to the appraisal value and explaining that ‘‘it had become evident 
that the interests of national defense could be met regardless of whether 
the pipe lines be used for natural gas, petroleum and its products or a 
combination thereof, and in view of the fact that bids had been invited 
on a restricted basis which precluded the government securing the 
maximum net cash return.”’ 
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This College Graduate Can't 
Get a Job in Traffic 


Editor the Traffic World: 

I'd like to give you and your readers a poser. It concerns 
myself directly, and I guess many others are in the same boat. 
First I'll say I am a college graduate, with a major in transpor- 
tation and public utilities. I might mention here, that due to 
the “unprecedented” lack of interest in traffic, the course was 
discontinued as a degree course when its one professor left to 
work for the boys in Washington, D. C. 


My case can be stated simply: I am greatly disillusioned 
about the traffic field. All the pious mouthings of those in the 
field prior to and after 1938, when I started college, about the 
need for trained men for such work, was just so much baloney— 
a good subject to present at the dinners and cigar parties: I 
think I did well in the field in school. When I had to leave 
school, after some rough knocking, I did manage to get some 
traffic work. I even went to nite school trying to catch up 
on more of the traffic work to add to the three years I had at 
day school. I thought maybe I could get a degree before I 
went to the Army. 


Then, in the Air Transport Command, I got some opera- 
tional experience and was good enough to be sent back to the 
states to enter Transportation Corps Officer Candidate School. 
Maybe I couldn’t go more than twelve of the seventeen weeks 
of the course—but it wasn’t because of the studies. 

I was discharged from the Army completely before com- 
missioning. So, in further pursuit of the star in the heavens, 
I went back to school as soon as I was deemed fit for it, and 
got my B.S. And now I’ve been running my rear end ragged 
trying to get situated somewhere in traffic. But I don’t have 
what is wanted—‘“experience.” 

Where was I supposed to get that experience—in a hospital 
bed? Under PL 16, I was set up to continue schooling after 
getting my degree, since I had planned to take post-graduate 
work on traffic procedure and law, but at the time, while in 
school, I started to get an uneasy feeling that has gradually 
become reality, about possibilities in the field. All these jokers 
in traffic want a degree, plus about ten years of experience and 
an age limit under 25. Too bad I wasn’t a quiz kid—but then 
maybe I never would have taken the traffic curriculum if it 
had been so. I’ve tried to get located almost anywhere in the 
states, but lack of experience knocks me for a loop every time. 

Why do you think the course was discontinued at my alma 
mater? Certainly not because it was a difficult course. You 
in the field are not encouraging high school graduates to get 
training in the work, except by promises of the immensity of 
the field and its operations. Jobs are what pay off. Instead of 
spending so much time and money on the traffic institutes, to 
train men after employment, pay heed to getting them into 
schools where there are regular courses, and give jobs. 

Maybe you traffic men are frightened at the prospect of 
employing college men because the old hogwash about college 
men feeling superior still has control. I’m at the point where 
I’m looking into other fields for work. I seem to have wasted 
time, money and effort at college learning what I was told 
was needed. Traffic men may have done a fine job during the 
war, but there sure was plenty of room for improvement. 
They may knock their collective heads against a wall as far as 
I’m concerned, yelling about the need for trained men; but here 
is one Joe who is going to discourage any one who asks about 
the college courses in Traffic. 

Traffic men ought to try examining themselves occasionally 
—instead of yelling about where the government is going— 
and see if what they are after isn’t just the opposite of what the 
meetings and other such affairs spout about. Get out of the 
daze some advertising agency seems to be in when they write 
about all the business leaders of today who started at an average 
of $13.40 a week back in 1909. This isn’t 1909. Taxes are higher 
and so are prices, and so are there more opportunities to get 
the schooling that they say took so many years to get working. 
Maybe this all will be considered a wet blanket—but for me 
it’s all dried out now, and put away. Maybe some day traffic 
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men will wake up and realize they can’t put the field into the | 
same professional bracket as say accounting is now held to be 
—till they are willing to back up the talk at gatherings, by them 
and the college professors, with more than just that talk. 
William D. Wilder. 
Philadelphia, Pa., Moventier 10, 1946. 


Work of the Industrial 





- Packaging Engineers Association 


Editor the Traffic World: 

Harold K. Dawe, traffic manager, Kearney & Trecker Cor- 
poration, Milwaukee, Wis., president of the Wisconsin division 
of the Industrial Packaging Engineers Association, has called 
our attention to your editorial comment of November 2, entitled, 
the N.A.S.A.B. Acquires Stature.” 
marks with much interest. 

In your comment you touch quite pointedly on the “reason 
for being” of I.P.E.A.A., for as you may or may not know, our 
association is an organization of men and women who have 
made package engineering and materials handling work their 


careers. However, in these remarks you seem either to overlook f 


or to be unaware of the fact that I.P.E.A.A. has given immeas- 
urable impetus to recognition of the professional aspects of 
package and materials handling engineering and thus to better 
shipping. 

Through our National Industrial Packaging and Materials 
Handling Expositions which are purposefully keyed to Perfect 
Shipping Month; through the packaging and materials handling 
clinics, which are a most important part of these expositions; 
through our local section meetings regularly held and devoted 
to information and idea exchange between members of the as- 
sociation and recognized authorities in the packaging and mate- 
rials handling fields, and through our bulletins and special 
information exchange service, the entire efforts of our associa- 
tion are directed to many of the objectives envisioned by the 
National Association of Shippers Advisory Boards. 

Traffic managers and transportation people comprise a 
large percentage of our membership. We welcome cooperation 
with N.A.S.A.B. and with traffic management groups to the end 
that “shipping problems” become “shipping profits.” 

Very truly yours, 
C. J. Carney, Jr., Managing Director, 
Industrial Packaging Engineers 
Association of America. 
Chicago, November 26, 1946. 


The Open Forum 
“Worthy of Attention” 


Editor, the Traffic World: 

The Open Forum in the December 28 number of the 
Traffic World was alone worth the price of a year’s subscrip- 
tion. 

The names appearing there furnished not only a cross- 
section cut of industry, North, South, East and West, but also 
viewpoints that I would not have missed for anything. Harri- 
son of Florida and Cummins of Texas, as well as the others, 
are always worthy of good listening and attention. 

And I find myself indebted to Bortin of Washington, D. C., 
for his masterly shakedown of C. E. Childe’s Small Business 
Committee report, something the rest of us might well imitate. 
I think Bortin did a good job, regardless of whether I agree 
with him or not on what’s the trouble—if there is any—with 
the country’s freight rates. But I respect his consistency of 
treatment, be it of friend or foe. In my opinion Childe’s report 
represents but the dying gasp of a useless committee that never 
should have been formed—meérely to set business against busi- 
ness in furtherance of class strife and as propaganda against 
the country’s rate structure and the Commission. 

C. E. Widell, Transportation Director, 
Tennessee Manufacturers’ Association. 
January 2, 1947. 
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N. F. A. S. Fears Merchant Marine 
Shrinkage to Pre-War Size 


By the end of the year 1947, the merchant fleet of the 


| United States, the total tonnage of which already had declined 
34 per cent from its postwar peak of 43,319,000 deadweight tons, 


would be further reduced by another 39 per cent to a total of 
17,500,000 tons, and its size might eventually level off at about 
11,000,000 tons, the National Federation of American Shipping 
said in a report to its member associations. 

The 39 per cent drop predicted by it for 1947, the N. F. 
A. S. said, would be attributable almost entirely to resurgence 
of the foreign tramp fleet “which can now operate at a cost 
level completely out of our class.” Further reduction in size 
of the merchant fleet to about 11,000,000 tons, it said, was “al- 
most inevitable unless certain political and economic disabilities 
can be corrected.” (The Maritime Commission’s post-war plan- 
ning committee, in a report it submitted to the commission last 
summer, stated that the ocean-going fleet of the United States 
consisted, as of June 30, 1939, of 1,398 vessels of 1,000 gross 
tons and over, aggregating 11,698,840 deadweight tons, and that 
the active merchant marine on that date comprised 9,330,228 
deadweight tons.) 

A fleet of 11,000,000 tons would be far below the minimum 
required in the national interest and would be only a fraction 
of some estimates propounded in the course of World War II, 
the federation said, adding: 


It would only be a little larger than our pre-war fleet which histori- 
cally, is one of the popular bench marks of our unpreparedness. More- 
over, whatever the implications may be to the shipping industry, the 
drop will have a seriously deflating effect on the American economy 
as a whole. At the 1945 peak, the employment of merchant seamen 
approximated 250,000 men. A reduction to an 11,000,000 ton fleet would 
mean employment for little more than 60,000 men, not counting the 
losses in shipbuilding and allied industries. 


Foreign “Tramp” Competition 


The federation predicted that the American “tramp” fleet 
of about 10,000,000 tons currently operating in the long-haul 
tramp trades would be reduced this year by about 40 per cent, 
primarily because of net transfers (mostly sales of American 
war-built vessels less the return of vessels now on foreign bare- 
boat charters) from American to foreign flag, and because of 
new construction abroad. 

“The competitive nature of the tramp operation is such that 
any increase in foreign tramp tonnage means an automatic 
reduction in American possibilities,” the federation said. 

Most signs pointed to a 1947 American trade volume of 
about $15,000,000,000, exports and imports combined, or about 
the same level as in 1946, it said, adding that the aggregate 
weight of all American foreign trade items should also show 
little change from 1946 and that “the big drop in American flag 
tonnage in 1947 therefore will be caused by the decline in our 
competitive. position in international shipping.” 


Size of U. S. Tanker Fleet 


In making its projections, the N. F. A. S. stated, it had to 
make some assumptions, including an assumption that the Mari- 
time Commission would have no agency ships in operation at 
the end of this year and that the industry’s own construction 
and ship purchase plans were the best measure of the future 
possibilities of the American fleet. It said that in the case of 
tankers it had projected the total to a slightly higher lcvel than 
indicated by vessel purchase applications, however, and added: 


The continued movement of petroleum products in domestic ships 
at a level far above earlier anticipations, combined with a big navy 
demand, has maintained American flag tanker empioyment at almost 
70 per cent of the wartime peak... . 

Even if we assume that all the foreign national programs were to 
be carried exclusively in foreign flag ships, it is likely that the American 
flag total (of tanker tonnage) will remain well above our projection to 
the end of 1947. We must, however, take a conservative position in view 
of the fact that the industry is not buying vessels to meet a more 
liberal demand projection, as well as the existing legal status of gov- 
ernment tanker operations. If the U. S. Maritime Commission should 
continue to operate tankers, or should be given the authority to charter 
these tankers to private operators, the active tanker fleet at the end 
of 1947 would probably be considerably above our projections. 


SHIP CONFERENCE AGREEMENTS 


The Maritime Commission has announced approval, under 
section 15 of the shipping act, 1916, as amended, of agreement 
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No. 5450-26, between member lines of the Brazil/United States 
Freight Conference, and agreement No. 6900-5, between mem- 
ber lines of the River Plate/United States Freight Conference, 
modifying the basic agreements of the two conference by ex- 
tending the geographical scope of each to cover eastern Canadian 
ports, including ports on the St. Lawrence River and its tribu- 
taries, and Montreal, but excluding ports west of Montreal. 
To coincide with the enlarged scope of their agreements, the 
names of the conferences have been changed to “Brazil/United 
States-Canada Freight Conferences” and “River Plate/United 
States-Canada Freight Conference,” respectively. 

The commission has also announced approval of agreement 
No. 7581-1, proposed by States Marine Corporation and Hellenic 
Lines Limited, amending the joint service agreement between 
the parties (No. 7581) by changing the former name of the 
joint service—“American Hellenic Lines’—to “States-Hellenic 
Lines.” The basic agreement covers transportation of cargo 
between U. S. Atlantic ports and Mediterranean and Black Sea 
ports. 


Maritime Commission Dismisses 
Alaska Rate Increase Plea 


In a report in No. 641, Increased Rates From, To and 
Within Alaska, the Maritime Commission has dismissed the 
petition of the War Shipping Administration for permission to 
make a general increase in rates, fares and charges for and in 
connection with the transportation of passengers and property 
between United States Pacific coast ports and the territory of 
Alaska and between places in that territory, and has discon- 
tinued the proceeding. : 

Denial of the petition had been recommended in a pro- 
posed report by Examiner F. J. Horan (see Traffic World, Aug. 
10, 1946, p. 425). 

Pointing to the fact that the War Shipping Administration 
was no longer in existence and that its functions, powers and 
duties had been transferred to the Maritime Commission as of 
September 1, 1946, the commission said the question before it, 
therefore, was no longer whether to permit the W. S. A. to 
make a general increase in‘rates, fares and charges, “but is 
whether we ourselves should. make such an increase.” 

The report said that at the oral argument, counsel for 
Alaska Steamship Co. and Northland Transportation Co. stated 
that those lines had not, “because of rapidly changing condi- 
tions and the great lapse of time since the cessation of private 
operations, been able to indicate with accuracy the magnitude of 
any rate increase which might later be necessary to permit the 
resumption of private service in this trade.” The report said 
counsel agreed that the proceeding should be dismissed but, 
pointing out that the petition was filed by W. S. A. and not by 
the lines, took the position, in which the Alaska Development 
Board and the territory of Alaska concurred, that the dismissal 
must be “without prejudice to the private carriers to take such 
action as they deem proper if, as and when they resume their 
private operations.” It said the Alaska Transportation Co. in- 
sisted on a general increase of 67.4 per cent, which was based 
on. the operation of vessels most of which it no longer had. 


aa the concluding paragraphs of its report the commission 
said: 


The direct financial result to the government from the operation 
of vessels controlled by the War Shipping Administration and employed 
in the Alaskan commercial service during the calendar year 1945 is in- 
dicated in the Appendix hereto. To overcome the estimated loss of 
$1,361,861.93 shown therein would require an increase in freight and 
passenger revenue for 1945 of 12.17 per cent. This would be raised to 
16.43 per cent by giving 12 instead of 3 months’ effect to advance in 
wages of $45 per month per crew member which became effective Octo- 
ber 1, 1945. If the estimated loss is to be recouped through freight 
charges alone (and the record evidences strong passenger competition 
with airlines and Canadian ships) the increase required would be 24.07 
per cent. The increases of 16.43 per cent and 24.07 per cent would be in 
addition to the present 16 per cent surcharge, ~ 

Notwithstanding the record indicates prospective economies of 
operation due to fewer vessel calls and decreased charter hire, repair 
costs, and agents’ compensation, apparently 1946 losses will exceed those 
of 1945. (See general report of Commission to Director of War Mobilli- 
zation and Reconversion dated November 26, 1946.)* 

That report, of which we may take official notice, aptly characterizes 
the Alaskan transportation problem as follows: 

“The Alaskan trade presents many problems which must be solved 
before the commercial steamship lines can again provide service without 
government assistance. Such prewar vessels as still remain in service 
are very much over-age, and the more modern vessels which are avail- 
able would require extensive changes to fit them for this trade. Oper- 
ating costs in the Alaskan trade have always been high because of the 
seasonal nature of the business, adverse weather conditions, difficult 


**‘Out-of-pocket losses to the commission amounted to about $380,000 
during the summer season (April-October, 1946) and it is anticipated 
losses during the coming winter will approximate $1,630,000 based on 
the results of last winter’s operators. These figures do not include vessel 
repair costs which are very substantial in this (Alaskan) trade.”’ 
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harbor operations and the many small ports that require regular serv- 
ice. With the large increases in labor and material costs that have been 
imposed on ship operators during the past year, much higher freight 
revenues are necessary to produce a profitable commercial operation. 
However, the citizens of Alaska protest that they cannot stand substan- 
tially higher freight rates. Meanwhile both from the standpoint of pro- 
viding for the basic commercial needs of the Territory and servicing the 
various United States military establishments in Alaska, the Maritime 


Commission is required to provide essential freight and passenger 
services.’’ 


The report contains, and the parties herein have submitted, various 
recommendations bearing upon the general Alaskan transportation 
situation which are not germane to the particular questions before us, 
and they will not here be considered. 

The evidence which was presented in support of a rate structure 
for private operation was set forth in detail in the examiner’s report. 
However, the estimates of tonnage, revenue, and expenses were so 
speculative, and the future operational plans of the lines so uhcertain 


that such evidence affords no sound basis upon which to predicate a 
rate structure. 


In view of the imminent expiration of the government’s authority to 
operate ships we shall not make the necessary rate increases. If the 
lines desire to resume private operations they may submit tariffs in 
conformity with the intercoastal shipping act, 1933, as amended. Such 
tariffs should be framed with a view to correcting any existing inequali- 
ties as between commodities. 


An order will be issued dismissing the petition under consideration 
and discontinuing the proceeding. 


Increased So. Calif. Ports Cement 
Carloading Charges Not Justified 


Examiner Robert Furness, of the Maritime Commission, 
in a proposed report in No. 651. Carloading at Southern €ali- 
fornia Ports (Agreement No. 7576). has recommended find ng 
respondents’ justification of a proposed increase from 58 cents 
to 78 cents a ton for handling cement at those ports “too 
meager and unconvincing to justify the commission’s approval 
of them under agreement No. 7576.” 

The examiner said the commission should find that the 
proposed rate on cement had not been justified, adding that 
“the record should be held open for further hearings after 
completion of the cost study mentioned in finding (3) of the 
commission’s original report herein.” (See Traffic World, July 
6, 1946, p. 53). 

He observed that no increases in rates on cement had been 
authorized in the original report, which granted an interim 
adjustment of rates 33%4 per cent over rates established in 
1941, and that, in a report on further hearing, decided Novem- 
ber 7, 1946, the commission found an emergency charge of 34 
per cent on rates named in Southern California Carloading 
Tariff Bureau MC No. 1 was justified, except as to rates on 
cement. The record had been held open for issuance of a pro- 
posed report on cement rates and for further hearings after a 
— of cost studies to be conducted by the commission, 
he said. 

The examiner reviewed union rules he said resulted in 
low efficiency with consequent higher costs, as instanced by the 
respondents. According to the respondents, said he, only 371.69 
tons of cement were unloaded from cars between June 1 and 
September 1, 1946, the cost a ton for handling that cement 
having been stated to be 99 cents exclusive of penalty charges. 
The tariff rate was 58 cents, he said, adding that respondents 
proposed a rate of 78 cents. This was a meager and confus ng 
justification of the proposed increase, he sa‘d, adding that “it 
is incredible that only 8 carloads were handled at Los Angeles 
harbor during the period mentioned.” He continued: 


It is not indicated whether respondents regard that volume as 
representative. There is a suggestion that a large quantity was handled 
in continuous movement from car to vessel which would not be included 
in the cost study. The figures offered by respondents are unsupported 
by data showing the number of men and foremen used, the number of 
hours worked, or the tons handled per man-hour. Nor is it indicated 
whether the cement was unloaded under normal working conditions. 


He also rejected certain comparisons made by the inter- 
vening Pacific Coast Cement Institute. 


Oceanic Granted Operating Subsidy 
for Australian Freight Route 


The Maritime Commission has announced award of an 
operating-differential subsidy to the Ocean’c Steamship Co., of 
San Francisco, Calif., subsid'ary of the Matson Navigation Co., 
covering freight service from U. S. west coast ports to Australia 
and New Zealand with the privilege of calling at British Co- 
lumb‘a and Pacific island ports en route. 

In announcing its action, the commission said this was the 
first grant since before World War II of government financial 
aid to enable a United States steamship operator to meet 


Januar 


TRAFFIC WORLD 


foreign competition. Oceanic was one of six lines that testified 

at hearings before the commission last summer on applications 
for new or modified subsidies on trans-Pacific services (see 
Traffic World, Aug. 17, 1946, p. 509). 

Seeking aid under the merchant marine act of 1936 for 
re-establishing a freight service on trade route 27, Oceanic sub. 
mitted evidence of the need of modifying its subsidy agreement 
and the potential benefits of extending its cargo service in the 
Pacific. The line which already has a subsidized passenger. 
cargo service between California and Australia, granted De. 
cember 27, 1937, proposes eventually to operate 13 round freight 
voyages a year on each of two cargo runs but asked the privi- 
lege of operating one sailing a month over either of the two 
services or over the two services combined in such manner as 
would best accommodate cargo offerings. 

Specifically, the freight services to be provided are as fol- 
lows: (a) from U. S. Pacific coast ports to Australian ports, 
with the privilege of calling at British Columbia and Pacific 
Island ports along the route, and (b) from U. S. Pacific coast 
ports to New Zealand and Australian ports with the privilege 
of calling at British Columbia and Pacific Island ports lying 
along the route. While the two services appeared to be s‘milar, 
the commission said, in its report, there was considerable dif- 
ference. The first, it said, was designed for a service direct to 
Australia, while the second, proceeding to New Zealand, then 
Australia, was primarily intended to carry American exports 
to New Zealand, then filling out any excess space with cargo 
for Australia. It added that there ws very little return cargo 
from New Zealand so vessels on that ru.: would complete load- 
ing homeward in Australia. 

The report said the record disclosed that Occ2nic had com- 
petition by three British, one Norwegian and one $wedish flag 
service, and listed the following: Union Steamship Co., Cana- 
dian-Austral‘an Line, and W. R. Carpenter Over-Seas Shipping, 
Ltd., British services; Transatlantic Steamship Co., Ltd., a 
Swedish line; and Pacific Island Transport Lines, a Norwegian 
line. In addition, it said, there was indirect competition from 
American-Australian Steamship Co., Port Line, Ltd., and Bank 
Line, all British flag lines. 

At the hearing, it was established that foreign flag opera- 
tion was considerably less costly than American and that on one 
recent voyage with chartered vessel Ocean‘c suffered a loss of 
$72,154, according to the commission. Without a subsidy, it 
said Oceanic took the position it would not attempt service on 
a long-range basis cons‘dered necessary for the American mer- 
chant marine. The company plans to purchase four C2-S-Ajl 
freighters for the operation, according to the report. 






ARMY TO SHIP GRAIN TO GERMANY 

Major General Leavey, army chief of transportation, has 
announced that “for the remainder of the winter” the armv’s 
grain shipments to Germany, heretofore centered principally 
at Albany, N. Y., will be concentrated in Gulf and east coast 
ports, so as to preclude “shipping delays which otherwise might 
be occasioned by ice conditions in the Hudson River.” 

January shipments by the army to U. S.-occupied zones in 
Germany would include 195,000 long tons of grain end 66000 
long tons of flour and would be transported by 29 vessels 
chartered by the army transportation corps, using the ports of 
Galveston, Houston, Texas City, New Orleans and Mobile, on 
the Gulf, and Baltimore, Philadelphia and New York, on the 
east coast. General Leavey said. 

“In December,” he stated, “the army shipped to Germany 
243.160 long tons of grain and 25.969 long tons of flour, not 
including 41,900 long tons of grain and 13,685 long tons of 
flour which commenced loading in late December but wh'ch 
were not cleared for shipment until the first week in January. 
The greater part of these shipments was handled through the 
port of Albany, N. Y.” 


Lyons Report Urges Trade Zone 
for Republic of Panama 


Establishment of a foreign-trade zone in the Republic of | 
Panama is recommended in a report made at the request of the } 
republic by Thomas E. Lyons, executive secretary of the For- ) 
eign Trade Zone Board, according to a Department of Com- | 
merce announcement. 

Mr. Lyons made the recommendation to Senor Don Enrique | 
A. Jimenez, pres‘dent of the Republic of Panama, and a special 
fiscal committee aftcr a six months’ study of trade condit’ons, 
tariffs and port facilities in both Panama and Canal Zone. 
Through arrangements made by the U. S. State Department, 
Mr. Lyons was assigned to make the survey for the Panamian 
Government. ; 

“There is little chance of developing a profitable consign- 
ment and re-export business on the Isthmus unless new facili- 
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ties are provided in the Republic which will permit greater 
freedom in handling the commerce passing through Panama,” 
the report states. “As canvass of leading importers, exporters, 
steamship executives and government officials, and of business- 
men in South and Central America countries, as well as the 
United States and Mexico, furnish ample evidence that a for- 
eign-trade zone would be well patronized.” 

The report stated that a foreign-trade zone in Panama 
would prompt American firms to establish trading corporations 
there, would increase cargo tonnage in and out of Panama which 
should have a favorable effect on ocean freight rates, and would 
offer new business opportunities to Panamanians and increase 
employment. 

Mr. Lyons recommended that the area near Cristobal Mole 
in Colon Harbor be used for the zone. 

In addition to concise recommendations on establishing a 
foreign-trade zone, the report contains detailed analyses of 
Panama’s foreign trade, the effect of a trade zone on trans- 
portation costs, air commerce, Pan American business support 
of the plan, and press approval. 

In gathering material for his report, Mr. Lyons visited most 
of the countries in Central and South America. 


Cullman and Byrne Re-Elected 
to Head N. Y. Port Authority 


Howard S. Cullman of New York City was re-elected chair- 
man, and Joseph M. Byrne, Jr., of Newark, vice-chairman, of 
the Port of New York Authority by the unanimous vote of the 
A mg of the authority at. their annual meeting Janu- 
ary 2. 

Chairman Cullman was first appointed a commissioner 20 
years ago by the late Governor Alfred E. Smith. Mr. Byrne has 
been a commissioner for almost 13 years. Mr. Cullman is vice- 
president of Cullman Bros., Inc., cigar leaf tobacco merchants, 
and vice-president df Tobacco & Allied Stocks, Inc.; a director 
of the Lawyers Trust Co., Audio Production, Inc., and Aeronca 
Aircraft Corporation. 

Mr. Byrne is president of the Jos. M. Byrne Co., insurance 
brokers, and the Merchants & Manufacturers Insurance Co.; 
a manager of the Franklin Savings Institution iin Newark; a 
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director of the New York Fire Insurance Co. and of the Amer- 
ican Equitable Assurance Co. 

The Port Authority Commission comprises six members 
from New York and six from New Jersey. The commissioners, 
serving without pay, are appointed by the governors of the 
two_states for terms of six years. 





Shipping Committee Head 
Assails Seamen Demands 


Wage increases of 25 per cent were demanded by the Na- 
tional Maritime Union and the American Communications As- 
sociation at meetings held last week at the American Merchant 
Marine Institute’s New York offices. These demands represent 


a reopening of the contracts signed last June 14. The contracts f 


contained clauses permitting reopening in January, 1947. 
Commenting on the demands, Frank J. Taylor, chairman 


of the negotiation committee for the companies and agents on 


the Atlantic and Gulf Coasts, said: 


American companies have been faced with one wage demand after 
another in the last few years. Unlicensed merchant seamen have been 


granted rises in June and again in September that total 33 per cent. | 


The current wage demands would place further additional heavy handi- 
caps upon American steamship companies competing against foreign 
lines. Wages for American seamen have spiraled by leaps and bounds 
since 1940. No other workmen, either American or foreign, have had 
such tremendous pay increases which on the average amounts to 168 
per cent in the deck department, 174 per cent in the engine department 
and 201 per cent in the stewards department. 


An able seaman, the largest single rating on a cargo ship, received 


$79.80 a month take home pay in 1940 and today he averages $242 per 
month in take home pay: an increase of 195 per cent. This does not 
take into account the continuing war area bonus and the board and 
lodging furnished all seamen by the companies. As a result, seamen’s 
wages have far outdistanced any increases in the cost of living. Taking 
January, 1941, the base month of the ‘‘little steel’’ formula, as a guide, 


the cost of living, according to the Bureau of Labor statistics, has } 


advanced approximately 50 per cent, whereas during the same period 
seamen’s wages have more than outbalanced this by increases averaging 
133 per cent. Even during 1946, when the cost of living advanced 17 
per cent, seamen’s wages increased by an average 33 per cent. 


Commenting on the effect on the American Merchant Ma- 
rine in competition with other nations, Mr. Taylor said that 
American seamen’s wages were already approximately two to 
three times higher than those of other maritime nations. These 
countries are rapidly expanding their fleets since the end of the 
war, and the effects of their competition upon American ship- 
ping grows with each day. 

Further meetings were scheduled with the National Mari- 
time Union and with American Communications Association. 


National Farm Co-ops Hear 
Rathbun on Traffic Management 


“There will be even fewer box cars for shippers in this 
coming year,” Director Johnson, of the Office of Defense Trans- 
portation, told the annual meeting of the National Council of 
Farmer Cooperatives, January 8, at the Edgewater Beach Ho- 
tel, Chicago. “While we are building new freight cars at the 
rate of about 3,000 monthly, it takes from 5,000 to 7.000 cars a 
month just to stay even because so many old cars are being 
scrapped,” said Director Johnson. “Today there are 300,000 
new freight cars too few. . . . Unless more steel is allocated to 
build them, the whole country is going to feel it.” 

The national agricultural cooperative transportation com- 
mittee at its session January 6, opening day of the five-day 
National Council meeting, heard William Heckendorn, of Wash- 
ington, D. C., committee secretary, warn delegates that trans- 
portation is still so critical that farm products are not moving 
to market as they should. “Cooperative associations are con- 
cerned over increases in transportation costs,” stated Mr. Heck- 
endorn. “Prices are falling while farm costs are increasing, a 
situation that may be disastrous.” 

Reports from regional committees of the national trans- 
portation committee indicated that a shortage of box cars is 
still their greatest transportation problem. 

Lee J. Quasey, commerce counsel of the National Live 
Stock Producers’ Association, of Chicago, reviewed 1946 trans- 
portation and said that “1947 should show a definite improve- 
ment.” 

The question of whether there should be a cabinet officer 
as secretary for transportation was discussed, but no agree- 
ment was reached. 

Rathbun on Traffic Management 


A highlight of the National Council’s meeting the after- 
noon of January 8 was a talk on “Traffic Management from the 
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SERVING THROUGH SCIENCE 





HERE’S THE BEST TRUCK TIRE 
NEWS SINCE THE WAR! 


U.S. ROYAL 


«Het Veway 
~— 1$ BACK! 


Here’s news that means more tire mile- 











age for delivery truck operators every- 
where. The special ‘‘stop-and-start’’ tire 
—the U.S. Royal Fleet Delivery —is 
available again! 

This famous tire is especially built for 
“*stop-and-start’’ delivery service. 
From massive tread to buttressed side- 
walls, its design and construction assure 
you many more miles at far lower cost 
per mile. 

And today the U. S. Royal Fleet 
Delivery comes to you with tough tire 

_ rayon—a better, longer-lasting tire than 
ever before! Put this mile-saving spe- 
cialist on your delivery jobs—-see your 
U. S. Tire Distributor today! 


HERE’S HOW THE FLEET DELIVERY 
Delivers More Miles 


* DEEPER TREAD —TOUGHER TREAD: The extra-thick tread of 
specially compounded rubber stands up longer to abrasive 
**stop-and-start’’ wear. : 


* RUGGED SHOULDER BUTTRESSES protects sidewalls against 


curb scuffing and bruising. NOW AT YOUR 
* CENTER RUNNING RIB makes rolling easier, adds to tread life. U. S. TIRE 
* SHOCK PAD CONSTRUCTION puts two extra cord plies under DISTRIBUTOR’S 


the tread, guards against sudden impacts and blowouts. 


U.S. ROYAL FLEET DELIVERY 


—SEE HIM TODAY! 





UNITED STATES RUBBER COMPANY 


1230 AVENUE OF THE AMERICAS * ROCKEFELLER CENTER * NEW YORK 20, N. Y. 
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IN WIND, RAIN, SNOW OR HAIL 
YOUR FREIGHT GETS THERE BY 


Facts Favor Your Future 


in the 


“Union Pacific West’: 


Of special interest to 
American Industry 








Fact 1. Since V-J_ day, hundreds of industrial 
and commercial concerns have located fac-_ 
tories, warehouses and distribution facilities 
on the Union Pacific right-of-way in the west- 


ern states served by the railroad. 


Fact 2. This vast territory is rich in raw ma- 





terials, natural resources, skilled and unskilled — 
workers .. . with ideal living conditions, good 
schools, and plenty of space for future ex- 


pansion. 





Fact 3. Travel surveys show vacationists favor 
the western area by a wide margin. Result— 
greater interest in the West leading to perma- 
nent residence . . . growing markets, more 


manpower for industry. 


Fact 4. Over its Strategic Middle Route, 
uniting the East with the West Coast, Union 


Pacific provides unexcelled rail transportation. 





be Specific - 
say Union Pacific’ 


* Union Pacific will gladly 
furnish confidential infor- 
mation regarding available 
industrial sites having 
trackage facilities in the 
territory it serves. Address 
! ‘ Industrial Dept., Union 

be Ma cwlinda ccs Pacific Railroad, Omaha 2, 


















. competent traffic manager at the head of an aggressive de- } 


























: of live animals. by air from Montgomery, Ala., Mr. Rathbun 







UNION PACIFIC RAILROAD 
“The Strategic Middle Route 


TRAFFIC WORLD 










Standpoint of Top Management,” by Henry H. Rathbun, pres- 
aoe of Dairymen’s. League Cooperative Association, New York 
ity. 

In normal times, transportation costs represent about 10 
per cent of the value of farm commodities at their destination, 
said Mr. Rathbun. “Before the war, about 6% per cent of the 
retail cost of food was represented by transportation expenses. 
Since farm production costs represented only 38% per cent of 
the retail price, this meant that transportation amounted to 
about 17 per cent of the actual production costs.” 

Cooperatives should not take their transportation prob- § 
lems lightly, said the speaker, citing several instances where 
alert traffic men had saved millions of dollars yearly for co- 
operative organizations. “Top management is becoming miore 
and more aware of the need for traffic management of execu- 
tive caliber,” continued Mr. Rathbun. “But there still are too 
many cooperative leaders who do not even know the duties of 
a good traffic manager, nor what a traffic manager should 
know when he is employed. . . . There is no substitute for a } 







rena 












partment.” 
Continuing, the speaker said: 


A traffic department, well-manned and trained, pays for its cost 
a dozen times. over. I know this from personal experience. The Dairy- 
men’s League has had a traffic department from the day it was incor- 
porated some 27 years ago, and we have never regretted it. Every day 
we obtain some advantage, some efficiency, or saving.... 

Management: cannot hope to be familiar with all of the complica- 
tions of traffic management, nor does it need to be. But management 
should be intelligent enough to employ experts and use them to the § 
fullest extent. 

Traffic management is rapidly becoming a profession of high stand- 
ing. The men in this field must know a great deal; they must have 
some Tégal and accounting background. They must be experienced in 
all major phases of transportation: Rail, automotive, and even air. They 
must know about packaging, manufacturing, and sales. In other words, 



















semi-experts in the great number of fields that relate to transportation. 
With such qualifications, traffic. managers and their departments per- 
form countless functions:that add up to greater savings. 


Traffic Men Must Be Consulted 


Management should not overlook the value of consultation with its 
traffic department. Nearly every phase of business operation ties in 
some way with traffic. “It may be the location of a new plant or office; 
a new package for a product, or one of a hundred other details. 
Management knows that it pays to consider all angles, especially the 
traffic angle. It may make the difference between a successful, profit- 
able operation, and oge that is not. 














_ While industry has used transportation experts for a long 
time, Mr. Rathbun told the 500 cooperative delegates, traffic 
managership in agriculture is in its embryonic stage. 


‘Trucking Situation Better 


There is not much“hope that rail transportation will im- 
prove in 1947, said Mr. Rathbun. “On the other hand, it ap- 
pears that motor truck transportation will be in much better 
condition. ‘There are a great many new trucks coming into 
uS./-s ..Ibelieve that motor transportation will be a much big- 
ger factor inthe years ahead than it has in’the past.” 

The speaker said.that air transportation may completely 
change present thoughts and practices in cooperative marketing 
and hauling. .C@mmenting on a report that a New Jersey 
wholesale meat:company is receiving regular weekly shipments 







































said that the manager explained that air transportation re- 
duced weight shrinkage by 30 pounds per animal, and thus off- 
set the increased cost of its air transportation. “If they can 
do it with livestock,” concluded the president of the New York 
— League, “they can certainly apply it to other prod- 
uc 99 










CALVIN A. FREY, OF R. E. A., DIES 


Calvin A. Frey, 59, vice-president in charge of traffic of 
the Railway Express Agency, died January 1 at the Miseri- 
cordia Hospital, New York City. Mr. Frey worked iin the ex- 
press service in different parts of the United States for more 
than 42 years. He became vice-president of the agency in 1936, 
and was also.a vice-president of the Railway Express Motor 
Transport, Inc. 

Born in Sidney, O., he first worked for the United States 
Express Co. in Ottawa, O. Subsequently he was with the 
Pacific Express Co. and the Wells Fargo & Co. Express, going 
to New York in 1917 as assistant traffic manager. When various 
independent companies merged into the American Railway 
Express in.1918, he continued in the same post. 












POPE & TALBOT SERVICE TO SOUTH AMERICA 







operations between Pacific Coast ports and the east coast of 


they. must not only be experts in their own field, transportation, but § 


Pope & Talbot, Inc., has announced it is resuming liner} 
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South America, with the reestablishment of its Pacific Argen- 
tine Brazil Line (West Indies service) early in February. This 
direct service via Panama and Puerto Rico to the important 
ports of the east coast of South America marks the resumption 
of a 16-year freight and passenger service pioneered by Pope 
& Talbot immediately following World War I, which was nec- 
essarily terminated before World War II, said George A. Pope, 
Jr., president. 


Burchmore Tells Chicago J. T. C. 
About A. T. C. Foundation 


Whatever appreciation industry generally is to accord to 
traffic management must be based primarily on the responsibil- 
ities shouldered by the industrial traffic manager, said John S. 
Burchmore, Chicago attorney, counsel for the Associated Traf- 
fic Clubs Foundation, in an address on the functions and plans 
of that foundation at the annual industrial night meeting of 
the Junior Traffic Club of Chicago, at the Morrison Hotel, Chi- 
cago, January 7. 

Mr. Burchmore told his audience of over 400 that the great 
evolution in the position of management came in the early 
decades of this century, when students of economics and sociol- 
ogy changed their cry of “management, wake up,” to the state- 
ment that business management, in its preparations, attitudes 
and functions, was closely approaching the dignity of the old, 
established professions. - . 

He pointed out that the control of traffic was as much a 
part of business management as any other of its functions. In 
order to make industry generally aware of that fact, he said, 
four distinct avenues of progress had to be followed. The first 
was improvement of transportation itself, through the develop- 
ment of newer and more efficient facilities and the rendering of 
newer and better services. The second was the education of the 
traffic manager in the technicalities of his own work and in the 
broader aspects of business management. The third was the 
establishment of codes and standards and the enforcement of 
them by the profession itself. 

The fourth and final step, the speaker added, was the en- 
gendering of appreciation in industry of the responsibility and 
dignity of the traffic man and his work. This last, he said, was 
a task that had been assumed particularly by the A. T. C. 
Foundation. 

He quoted the foundations purposes from a brochure pre- 
pared by it as follows: 

The foundation was organized for several purposes. One is to hold 


the beachheads of recognition which transportation managers won 
during the trying years of war. 

A second is to help win new ground for transportation managers 
in the coming competitive era when the skill and resourcefulness of 
traffic experts will be allied to the skill and resourcefulness of produc- 
tion and. sales by progressive management. 

A third purpose is to help create a better appreciation on the part 
of the public with respect to the integrity, responsibility and value of 
traffic management and of its importance in industry. 

The foundation believes that transportation companies and shippers 
and receivers alike will welcome a program that clearly establishes the 
capacity of this group of highly trained individuals. It would be to 
their mutual advantage to deal with well-informed traffic representa- 
tives who speak with authority. 

The whole story with its many ramifications will be told simply 
but forecefully and effectively. Top management of business will be 
informed in a dignified manner how traffic and transportation executives 
contribute to.the profits and efficiency of a well-operated business. 

We are convinced that given the facts, top executives will be more 
disposed to give greater recognition and responsibility to traffic and 
transportation managers. 

The foundation’s purpose of telling the interesting and dramatic 
story of achievements by traffic and transportation executives is ex- 
tremely desirable and worthwhile. The success of this program in 
achieving its purposes can play a vital part in thé future status of 
everyone in the field of traffic management. 

_ Finally, the speaker outlined the way in which the founda- 
tion planned to work through magazine advertising, booklets, 
publicity and public speeches. 

Among the guests at the meeting were Walter Mulladay, 
president, Decatur Cartage Company, Chicago, one of the foun- 
dation’s three trustees, the other two of which are Ralph Budd, 
President, Burlington Lines, Chicago, and C. R. Musgrave, vice- 
president, Phillips Petroleum Company, Bartlesville Okla.; T. C. 
Burwell, vice-president, A. E. Staley Manufacturing Company, 
Decatur, Ill., treasurer of the foundation; William Noorlag, Jr., 
transportation editor, Chicago Journal of Commerce, its assist- 
ant secretary, and A. H. Schwietert, traffic director, Chicago 
Association of Commerce, one of its directors. 

Harry J. Phillips, general freight agent, Chicago, North 
Shore and Milwaukee, president of the club opened the meeting. 
Fred A. Rohsehow, traffic manager, Montgomery Ward and 
Company, chairman of the club’s industrial committee, presided, 
ae Schwietert, first president of the club, introduced the 
Speaker, . 











When your shipment's“in a hurry” 
count on the speed of AIR EXPRESS 





With more and faster planes in the service of the 
Airlines, Air Express frequency of service is stepped 
up. Speeds up to five miles a minute now make even 
coast-to-coast delivery overnight a routine affair. Same- 
day delivery between many U. S. towns and cities. 


These are compelling reasons why Air Express is 
even more essential and useful to your business than 
ever. And the cost to you for this super-fast service is 
surprisingly low. International Air Express is just as 
speedy and inexpensive, too. When speed is what’s 
called for, count on Air Express. 


Specify Air Express-its Good Business 


e Low rates. e@ Special pick-up and delivery at no extra cost. 
e Direct by air to and from principal U. S. towns and cities. 
e Air-rail to 23,000 off-airline communities. 

e Direct air service to and from scores of foreign countries. 


Just phone your local Air Express Division, Railway Express 
Agency, for fast shipping action . . . Write today for Air Express 
Rate Schedules containing helpful shipping aids. Address Air 
Express, 230 Park Avenue, New York 17. Or ask for them at any 
Airline or Railway Express Office. Air Express Division, Railway 
Express Agency, representing the Airlines of the United States. 






GETS THERE FIRST 


Rates are low 





To Air Express a 5-lb. pack- 
age 1349 miles costs onl 

$2.32! Heavier weights simi- 
larly inexpensive.Investigate! 
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Gordon E. Riley, general traffic man- 
ager, Radio Corporation of America, 
Victor Division, Camden, N. J., died at 
Augustana Hospital, Chicago, January 5. 
Before accepting the position with 
R. C. A., Mr. Riley had been for some 
years traffic manager for the United 
States Gypsum Company, at Chicago, 
and had been active in traffic organiza- 
tional affairs in that city. 


Clarence H. Rolf has been appointed 
director of traffic of the Budd Co., Phil- 
adelphia. . Directly under Mr. Rolf will 
be Charles J. Davitt, who will be gen- 
eral traffic manager of the company, 
with headquarters in Detroit. The re- 
organization of the traffic department in- 
cludes appointment of the following 
traffic managers for each of the Budd 
plants: T. A. Klaus, for the Hunting 
Park Plant, Philadelphia; Edward D. 
Heilbrun, for the Red Lion Plant, Bustle- 
ton, Pa.; and W. J. Buchanan, for the 
Charlexoix, Atwater and Induction Heat- 
ing plants in Detroit. 

* * * 

C. O. Flink has been appointed chief 

clerk in the traffic department of the 


Youngstown Sheet & Tube Co., Youngs- 
town, O 
* * « 


O. L. Culbreth has been appointed 
traffic manager of Commercial Solvents 
Corporation, at Terre Haute, Ind. 

* * * 


Eugene J. Cotter has been appointed 
traffic manager of Metals Disintegrating 
Co., Inc., Elizabeth, N. J. Mr. Cotter 
will head a newly formed traffic de- 
partment. ee 

* 


F. W. Wayman has been appointed as- 
sistant traffic manager, Campbell Soup 
Co., central division plant at Chicago. 

OK * * 


Herman E. Weinberger, traffic man- 
ager, Altorfer Bros. Co., Peoria, Ill., has 
resigned to accept a position as purchas- 
ing agent for Kurz & Root Co., Apple- 
ton, Wis. See 


B. F. Wells has been named general 
superintendent of the Union Pacific Rail- 
road’s eastern district with headquarters 
at Cheyenne, Wyo. J. F. Lewis will be 
the chairman of the joint facility com- 
mittee, with headquarters at Omaha. 
Mr. Lewis will be succeeded as Colorado 
division superintendent by W. C. Satter- 
field, previously assistant superintendent. 

° * * * 


E. J. Leenhouts has been appointed 
manager, stock yards and agricultural 
relations and general live stock agent, 
at Rochester, N. Y., for the New York 
Central System, succeeding E: H. An- 
derson, deceased. R. J. Plaster has been 
appointed assistant to Mr. Leenhouts. 
O. B. Price has been appointed agricul- 
tural representative and assistant gen- 
eral live stock agent at Chicago. Among 
retirements of veteran officers of the 
N. Y. C. are William C. Bower, vice- 
president, purchases and stores, New 
York City; Crosby J. Beakes, - general 
counsel, New York; Oliver G. Browne, 
general claims attorney, New. York; 
Fredolin F. Riefel, vice-president, Cleve- 


land; and Wilson A. Jackson, general 
superintendent telegraph and telephone, 
New York. The title of the position of 
Jacob Aronson, vice-president, law, is 
changed to vice-president and general 
counsel. The road has announced the 
following appointments: Herbert L. Han- 
son, general claims attorney, New York; 
John L. Niesse, general superintendent 
of communications; James D. Roosa, su- 
perintendent of property protection; 
John J. Phelan, assistant to superintend- 
ent of property protection; Joseph F. 
Flynn, assistant to manager, property 
protection and safety, New York; George 
Grebert, supervisor of loss and damage 
prevention, New York; Edwin G. Over- 
mire, assistant supervisor of loss and 
damage prevention, New York;.S. H. 
Keyes, assistant superintendent, river 
division, Weehawken, N. J.; and J. E. 
Spangler, assistant division engineer, 
electric division, New York; F. Mac- 
Phillamy, superintendent of power, 
Grand ‘Central Terminal. 
eS * * 
Robert H. Brown, until recently a 
member of the joint Brazilian-United 
States Military Commission, has been 
appointed to the newly created post of 
general agent—export and import traffic 
of the Illinois Central Railroad, with 
headquarters at Chicago. 
* * * 


W. J. Dooley has been appointed com- 
mercial agent at Kansas City, Mo., for 
the Missouri-Kansas-Texas Railroad, suc- 
ceeding C. W. McClellan, deceased. M. A. 
Hutson has been appointed traveling 
freight and passenger agent, Kansas 
City, Mo., succeeding Mr. Dooley. W. D. 
Dennis has been appointed traveling 
freight and passenger agent at Tulsa, 
Okla., succeding W. H. Dunlap, resigned. 
R. T. DuBose has been appointed to the 
newly created position of assistant 
freight traffic manager at Dallas, the 
position of general freight agent-rates 
having been abolished. Col. Clarence F. 
Snyder, recently discharged from the 
Army, has resumed his former position 
as general eastern passenger agent, New 
York City. Fred R. Grimes, of New 
York, has been promoted to the newly 
created position of assistant general 
freight agent, New York City. William 
H. Krumm, formerly general agent, New 
York, has been promoted to general 
freight agent. W. P. Cox has been ap- 
pointed to the newly created position of 
assistant freight traffic manager at Chi- 
cago. The position of assistant general 
freight agent is abolished. 

OK * * 


George L. Fowler has been elected 
president of the Frankfort & Cincinnati 
Railroad, Frankfort, Ky. E. B. Kennedy 
has been appointed general traffic man- 
ager. 

x * * 

H. W. Flemming, chief engineer, 
Grand Trunk Western—Canadian Na- 
tional Railways, Detroit, has been ap- 
pointed assistant chief engineer of the 
system: at Montreal. Succeeding Mr. 
Flemming as chief engineer of the 
G. T. W. is A. N. Laird, heretofore 
bridge engineer. F. P. Sisson, engineer- 
ing assistant to the vice-president and 
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general manager, is retiring after 47 

years of service. R. C. Johnston, assist- 

ant general manager, central region, Ca- 

nadian National Railways, Toronto, has 

been appointed director of labor rela- 

tions for the system. 
* * * 

The traffic department of the Dela- 
ware, Lackawanna & Western Railroad 
Co. announces the following appo‘nt- 
ments: Harry F. Doyle, assistant freight 
traffic manager, New York City; Elliott 
E. Brothers, general agent, New York 
City, succeeding Mr. Doyle; Louis F. 
Heineck; division freight agent, Scran- 
ton, Pa., succeeding Mr. Brothers; How- 
ard A. Whitney, general agent, Philadel- 
phia, succeeding Mr. Heineck; Grover 
C. Howe, general agent, Milwaukee, suc- 
ceeding Mr. Whitney; and Ray K. Lovitt, 


- general agent, Albany, succeeding Mr. 


Howe. 
* * * 

The jurisdiction of A. E. Stoll, super- 
intendent of the Hannibal divis’on, Bur- 
lington Route, has been extended to 
include the Centerville division. The po- 
sition of superintendent at Centerville is 
abolished. J. A. Lloyd has been appointed 
assistant superintendent of the Center- 
ville division, with headquarters at 
Centerville, Ia. O. J. Smidl has been 


appointed assistant to vice-president— | 
operation (contracts) with headquarters jf 


at Chicago. 
* * * 

James L. Burnham, 64, western traffic 
manager of the Northern Pacific Rail- 
way, and a former resident of St. Paul, 
died December 31 in a Seattle hospital 
following injuries received in a fall two 
months earlier. 

* * * 


S. Shapiro has been appointed gen- 
eral freight agent (rates), Nickel Plate 
Road, with headquarters at Cleveland, 
replacing A. E. Pfaff, promoted. L. J. 
Schirmer has been appointed assistant 
general freight agent (rates) at Cleve- 
land, replacing Mr. Shapiro. 

* * * 


J. Gordon Johnson, vice-president and 
general manager, Manistee & Northeast- 
ern Railway Co., of Manistee, Mich., 
died January 6. The funeral was at 
Manistee January 9. 

* * * 

B. N. Maier has been appointed assist- 
ant freight traffic manager in charge of 
solicitation, at Detroit; for the Pere 
Marquette Railway. 


* * * 


J. T. Post has been appointed general 
agent at Tyler, Tex., for the St. Louis 
Southwestern Railway, succeeding N. C. 
Pinkston, deceased. 

ok * * 


E. O. McCord has been appointed to 
the newly created post of assistant 
freight traffic manager at Dallas for the 
Missouri-Kansas-Texas Ra‘lroad of 
Texas. The position of general freight 
agent-sdlicitation is abolished. 

* * * 


Joe Hyland, formerly of Chicago, has 
been named district passenger agent of 


the St. Louis-San Francisco Railway in 
Cincinnati. 
* * * 


Thomas C. Osborn has been appointed 
general agent at Seattle of rthe Atchi- 
son, Topeka. & Santa Fe Railway, suc- 
ceeding C. A. Mulvihill, promoted. 

* * * 


Donald S. Day has been appointed 
division freight agent of the Erie Rail- 
road Co. at Jamestown, N. Y., succeed- | 
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ing R. T. Phillips, promoted to general 

agent at Akron. Harry G. Cooke has 

been appointed assistant general freight 

agent in Detroit, succeeding W. H. 

Koch, deceased. 
ss ss * 

William R. Dale has retired as foreign 
freight agent in Seattle for the Great 
Northern Railway. William R. Meenach 
will succeed Mr. Dale. W. E. Murray of 
Portland will succeed Mr. Meenach as 
assistant foreign freight agent in Seattle. 

ok * ok 


The Kansas City Southern Lines an- 
nounce the following appointments: P. C. 
Brown, division freight agent, Kansas 
City, Mo.; J. T. Garrigues, general agent 


at Kansas City, Mo.; Guy H. Dougherty, | 


assistant southern district traffic man- 
ager, Shreveport, La.; S. O. Grubbs, Jr., 
appointed assistant executive general 
agent, New Orleans, effective January 
15; Eldon D. Pence, general agent at 
Fort Smith, Ark., replacing Mr. Grubbs; 
E. F. Goudelock, traveling freight agent, 
Milwaukee. 
* * + 

A. A. Hanson has been appointed gen- 
eral agent at Minneapolis for the Litch- 
field & Madison Railway. 


Joseph J. Roth has been appointed 
traveling freight agent at Detroit for the 
Chicago, Indianapolis & Louisville Rail- 
way. 

* 6 @ 

E. J. Rottenstein has been appointed 
general agent at San Antonio, Tex., for 
the Missouri Pacific Lines, succeeding 
B. P. Williams, resigned to accept other 
employment. G. B. Riggan has been ap- 
pointed assistant traffic manager, New 
Orleans, succeeding A. W. Aylin, who 


has been appointed foreign freight traffic 
manager, St. Louis. Mr. Aylin succeeds 
G. A. Rodriguez, resigned to accept other 
employment. J. S. Rogers has been ap- 
pointed general agent at Seattle, suc- 
ceeding Mr. Riggan. 


A. C. Kistner has been appointed 
foreign traffic manager of Wells Fargo 
& Co. Express, S. A., and Wells Fargo 
& Co. of Cuba, with headquarters in 
New York City. 

* * * 

_H. J. Arnett, of the staff of the Asso- 
ciation of American Railroads, left that 
organization December 31 to establish a 
transportation, consulting business in 
Washington, D.C. Mr. Arnett had charge 
of car interchange relations between 
United States and Mexican railroads for 
the A. A. R. 

* * * 

Burton K. Wheeler, who was chair- 
man of the Senate interstate commerce 
committee from 1935 through 1946, and 
Edward K. Wheeler, a son, formerly 
partner of Vesey, Wheeler and Prince, 
have announced the formation of a part- 
nership for the general practice of law 


under the name of Wheeler & Wheeler, 


Washington, D. C. 
* * * 

R. W. Budd, of Cleveland, president of 
Central Greyhound Lines, has been 
elected president of Great Lakes Grey- 
hound Lines. F. W. Benefiel, of Chicago, 
vice-president of Central, will become 
president of Central when Mr. Budd as- 
sumes his new duties with headquar- 
ters at Detroit. Arthur M. Hill, of 
Washington, D. C., president of Atlantic 
Greyhound Lines and chairman of the 
Greyhound Corporation’s executive com- 
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mittee, advances to board chairman of 
Atlantic Greyhound. George S. Engle, 
Atlantic’s executive vice-president, takes 
over the presidency. A. N. Brion, of Chi- 
cago, general safety director of the 
Greyhound Corporation, becomes presi- 
dent of New England Greyhound Lines 
and general manager of Eastern Grey- 
hound Lines of New England, two com- 
panies also headed by Mr. Budd. William 
F. Grant, of Cleveland, safety director 
of Pennsylvania Greyhound Lines, suc- 
ceeds Mr. Brion as general safety direc- 
tor of the Greyhound Corporation. 


Charles E. Beard, director and vice- 
president of Braniff International Air- 
ways, has been promoted to executive 
vice-president. RES 

William G. Henry has been promoted 
to be system-wide manager of air mail 
and express for Capital Airlines-P. ic. 2: 


Barney Williams, general agent for 
the Missouri-Pacific Railroad’s freight 
traffic department in San Antonio, has 
resigned to join Slick Airways, Inc., as 
general traffic manager. 

* * * 


C. A. Ostrom has been appointed man- 
ager of the sales operating department 
of United States Rubber Co.’s tire divi- 
sion. F. J. Franzel will succeed Mr. 
Ostrom as sales operating department 
manager. 

* * * 

The Oakland Foreign Trade & Harbor 
Club held its annual steamship night 
meeting January 9 in-the Athens Athle- 
‘tic Club. W. K. Varcoe, freight traffic 
manager, American President Lines, was 
the speaker. The club installed new of- 








South and Pacific Coast points. 


[| TRUCK One hundred motor freight lines have 


terminal facilities here. More than one-third of the carriers 
provide service to all U. S. points directly or through 


inter-connecting lines. 


= AIR An important center of flight transporta- 


tion, Portland is served by two major transcontinental 


SHIPPERS! 
— (Pe Check Portland 


[| RAIL portiand is served by five major railroad 
systems, assuring you adequate and competitive rail rates 
and rail transportation to and from the East, Middle West, 


airlines, operating Northeast and South. 


| WATER Portland now has regular, fast, steam- 


ship service to California, the Gulf ports and East Coast 
as well as to the Orient, and Philippine Islands. Service is 


also maintained with the Netherlands East Indies, Hawaiian 
Islands, United Kingdom, Europe, Mediterranean ports, 
South America, Australia and the four corners of the 


world. Cheap barge transportation is also available the 


THE 


year around into the rich, 250,000 square mile Columbia 


Basin hinterlands. 


[| PORT this fresh water port of the Pacific has a 
harbor frontage of 29 miles, berthings for more than 60 


vessels while working cargo, and modern freight-handling 


equipment. Acres of waterfront space are still available. 


le VANCOUVER, B. C> 





Portland is strategically located in the rich Columbia Basin country. 


For detailed, up-to-the-minute information on transportation, 
warehousing, distribution of freight and materials handling in 
Portland, cable ‘““Docom”’ or write us today. 


COMMISSION OF PUBLIC DOCKS) 


PORTLAND 9, OREGON 


1884 N. W. Front Avenue 


Telephone ATwater 7344 | 
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n of § ficers for the coming year. They are: 
ngle, § president, Merritt D. McCarl, Port of 
kes § Oakland; vice-president, Wallace B. 
Chi- § Worswick, Galen Co.; treasurer, Frank 
the § McCarthy, Central Bank; and secretary, 
resi- § Lyford M. Morris, Oakland Chamber of 
Lines | Commerce. 
arey- * * eo 
com- | The New York chapter of Delta Nu 
lliam |} Alpha met January 8 at the Hotel Gover- 
ector f nor Clinton. Following the initiation 
‘Suc- § ritual, two films were shown—‘‘Men and 
lirec- | Wings,” by United States Airlines, and 
‘Main Line U.S.A.” by the Y.M.C.A. 
motion picture bureau. | 


vice- 
Air- The Propeller Club of the United 
cutive ff States will hold an oyster roast, Jan- 
uary 23, in the Alcazar Gymnasium, 
Baltimore. A ladies’ night meeting will 
noted J pe held February 8 in the Sheraton- 
mail J Belvedere Hotel. 
* = * 

The Ocean Freight Agents Association, 
it for @ at its annual meeting in Chicago, elected 
reight # as its new president V. A. Miskell, of 
», has | funch Edye & Co. Other officers and 
ic., a B directors elected are: Vice-president, 

H. G. Bethune, Great Lakes Trans At- 

lantic, Inc.; secretary, C. B. Strom, Delta 
,man- § Line; H. W. Conlan, United States Lines; 
‘tment ff directors: Two years, R. P. De Groote, 
> divi- f}] Luckenbach Steamship Co., Inc.; S. W. 
d Mr. § Evanger, Grace Line; and R. B. Falkiner, 
‘tment §} Furness Lines; one year: F. A. Henry, 

Waterman S. S. Co.; Walter H. Seifert, 

Seifert S. S. Agencies; and J. G. Wei- 
Jarbor § hofen, Canadian Pacific S. S. Lines. L. J. 
night § Carrere, of Standard Fruit & S. S. Co., 
Athle- § retiring president, becomes chairman of 
traffic § the board. 
2S, Was . ¢ * 
ew of- § C. E. Gorman has been appointed gen- 
eral agent at Columbia, S. C., for the 
Norfolk & Western Railway, succeeding 
R. M. Taliaferro, commercial agent, pro- 
moted. W. D. Bondurant has been ap- 
pointed commercial agent at Jackson- 
ville, Fla., succeeding Mr. Gorman. 

Pa * +. 


J. L. McGhee has been appointed as- 
sistant general freight agent of the 
Norfolk Southern Railway, with head- 
quarters in Richmond, Va. The position 
4 general traffic agent has been abol- 
ished. 





* * * 


J. V. Norman and Robert E. Quirk, 
of the law firm of Norman, Quirk & 
Graham, have announced that Robert E. 
Webb has become a member of the 
firm which will now practice law under 
the name of Norman, Quirk & Webb, 
with offices in Louisville, Ky., and Wash- 
ington, D. C. Mr. Webb served as a 
member of the former transportation 
Board of Investigation and Research in 
Washington. 












jin country. 
* * * 


C. J. Sharp has been elected to the 
newly created office of executive vice- 
president of the Acme Steel Co., Chi- 
cago. Mr. Sharp was formerly vice- 
president, director of sales. John Ekern 
Ott has been named general manager 

of consumer products, and Allen B. Wil- 

son has been named general manager 
‘of producer products. Guy T. Avery, 
\formerly works manager of the River- 
IC KS dale plant, has been elected to the 
newly created office of vice-president 
and manager of production, all plants. 
B. Richards has been named his assist- 
ant. W. C. Fork has been appointed 
iter 7344 |iworks manager, Riverdale plant, to suc- 
yceed Mr. Avery. F. R. Hyde has been 


jnamed superintendent of the Archer 
al ‘plant. 


rtation, 
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Where Else But at 
FEOREIA 


ITH the trend toward decentralizing indus- 
try in order to better meet growing market 
demands, where else but at Peoria can you find all 
the advantages essential to serving your markets 


economically and expediently. 


Thirteen railroads converge on Peoria to give 
you efficient coverage of thirty-one states. These 
transportation facilities coupled with adequate la- 
bor, a friendly community, and all the elements 
conducive to efficient operation of an assembly or 
manufacturing plant make Peoria an ideal location 


for your plant. 


For complete details about the many advantages 
offered by Peoria and the P. & P. U. Ry., write 
E. F. Stock, General Traffic Manager, Peoria and 
Pekin Union Railway Company. 


Peoria and Pekin Union Railway Company 


Union Station—Room 36—Peoria 2, Illinois 


SWITCHING SERVICE BETWEEN 


Alton Railroad Atchison, Topeka & Santa Fe Ry. 
Chicago & Illinois Midland Ry. Chicago, Burlington & Quincy R. R. 
Chicago & Northwestern Ry. Chicago, Rock Island and Pacific Ry. 
Illinois Central Railroad Illinois Terminal R. R. 
New York Central System Inland Waterways Corp. 
New York, Chicago & St. Louis Railroad Minneapolis & St. Louis R. R. 
Pennsylvania Railroad Peoria Terminal Railroad 
Peoria and Pekin Union Ry. Toledo, Peoria G Western R. R. 


7 


“One of America’s Railroads—in Partnership with All America” 








Receipt by Consignee Not Conclusive 


INMinois—Question: I would very much 
appreciate your comment on the follow- 
ing question: 

We have customers that do not count 
or check their material at time of de- 
livery at their place of business. When 
signing the delivery receipt for material 
they place the following on the delivery 
receipt “Received Subject to Our Count 
and Inspection.” Upon their receipt of 
our invoice covering this material they 
claim then that they did not receive the 
full amount shown as being shipped and 
refuse to pay until correction is made 
to their satisfaction. 

The carrier claims that the notation, 
as stated above, which the consignee 
puts on the delivery receipt does not 
have any bearing and that consignee’s 
signature constitutes a clear receipt. The 
carrier refuses to honor claims for short- 
ages. Crag 

These shipments have been moving in 
L.T.L. lots and are handled by local 
draymen from our plant to road haul 
carrier which is a double check in count, 
besides a double check. in our plant. All 
pieces are loose and can be easily 
checked. 


Do we have any recourse on the car- 
rier, as I believe they should not accept 
such a notation on delivery receipt? 

This situation is proving quite expen- 
sive to our company, as material is sold 
by weight and we are compelled to re- 
duce our invoices. We not only suffer 
this loss, but we are still compelled to 
pay freight charges on the original 
weight. 


Answer: It is a well-established rule 
of law that a bill of lading by the car- 
rier, acknowledging receipt of goods for 
transportation, is not conclusive as to 
the quantity, quality-or condition of the 
goods delivered to the carrier, and does 
not estop it from showing that the goods 
were otherwise than that described in 
the bill of lading. This by reason of the 
fact that that portion of the bill of lad- 
ing which recites the quality, quantity 
or condition of the goods is in the nature 
of a receipt, and may be qualified or 
explained by parol evidence. This same 
rule applies to a receipt given by the 
consignee to the carrier after delivery 
of the goods, and the consignee may 
show that the goods delivered were less 
in quality, or in condition, other than 
that stated in the receipt. In the case of 
Mears vs. N.Y. N.H. & H.R. Company, 
75 Conn. 171, where a consignee of goods 
employed an express company to cart 
the goods to his home, and its agent at 
the depot looked at the box containing 
the goods and signed a clear receipt, 
making no complaint, the court held that 


the consignee was not precluded from 
showing that the goods were damaged. 

A receipt, whether clear or with ex- 
ceptions, is not conclusive and does not 
preclude a showing by either the carrier 
or consignee: to the contrary. 

Owing to the inconclusive nature of a 
receipt, we can not see that much can 
be done about the practice of the car- 
rier you describe. 

You cannot impose on the carrier the 
burden of obtaining a clear receipt from 
a consignee who apparently has a pur- 
pose in receipting as he does for goods 
shipped by you. 

Of course, the burden rests upon the 
carrier to show a delivery to the con- 
signee of the amount received for trans- 
portation. 


Proof of Loss or Damage 


Ohio.—Question: A great number of 
our carload shipments of scrap iron are 
reaching the mill with a reported short- 
age of lading. Invariably, the carriers 
contend that the discrepancy is occa- 
sioned by error in weighing or variance 
of the respective railroad and mill scal- 
ing. 

What is the carriers’ responsibility ? 

Answer: A shipper showing a delivery 


. of goods to a carrier and that they were 


not redelivered makes out a prima facie 
case against the carrier, entitling him to 
damages for loss and to avoid such 
damages, the burden is upon such car- 
rier to prove its freedom from liabilty. 
C. R. I. & P. Ry. Co. vs. Stouffer, 111 
N.E. 809; Nustrot-Calahan Co. vs. M. K. 
& T. of Tex., 209 S.W. 775. 

It is a question of fact whether the 
amount stated in the bill of lading was 
delivered to the carrier at point of 
origin, which fact must be established by 
the shipper. Likewise, it is a question 
of fact as to whether a lesser amount 
was delivered by a carrier at destination, 
which fact must be established by the 
shipper. 

Whether the amount alleged by the 
shipper to have been delivered to the 
carrier for transportation was actually 
delivered is a question of fact to be 
determined from the evidence submitted 
by the plaintiff, subject to rebuttal by 
the defendant carrier. The statement in 
a bill of lading or a shipping receipt of 
the amount received for transportation 
is not conclusive and the carrier may 
submit evidence to prove that the entire 
=— was not received for transporta- 

on. 

In so far as a bill of lading constitutes 
a receipt, that is, the part wherein is 
set out the receipt of the goods, the 
quality, quantity, and cond:tion, it may, 
like other receipts, be explained, altered, 
varied, or contradicted by parol evi- 
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dence. St. Louis, etc., R. Co. vs. Citizens J in con 





Bank, 87 Ark. 26; Sanford vs. Seaboard, enced 
etc. R. Co., 61 S.E. 74; Milne vs. Chi. § AS} 
cago, etc., R. Co., 135 S.W. 85. Conse- ff of the 
quently, the carrier is not conclusively § doubt | 
bound by the recital in the bill of lading § sour 1 
as to the quantity of goods covereq §) publist 
thereby. However, in an action for loss § ence § 
of a part of the goods, if you prove con. §j tion ar 
clusively that a certain quantity of the | May 
goods was received by the carrier for |. AS 
transportation and that the same quan. § indicat 
tity was not delivered at destination, the } Tefere? 
burden then rests upon the carrier of § &X¢ePt 
proving that the loss occurred through j throug 
some cause for which it was not liable § throug 
as an insurer. Galveston, etc., R. Co. vs, fj 85 id 
Wallace, 223 U. S. 481, 32 S. Ct. 205. It jj Prova 
has been held that this rule applies not- j 80Ve™ 
withstanding that the car moved under jj “Pt qi 
so-called “clear seal record”. See Baker [g Vided } 
vs. Dittlinger Roller Mill Co., 203 S. W. 24 as 
798, also Eckman Chemical Co. vs. C. & § Liabili 
N. W., 185 N. W. 444. Cali 
Tariff Interpretation ing th 
California—Question: This has ref- jg 2undré 
erence to your answer to Missouri con- fj 9?" t 
tained on page 696 of the September 7, § Ponts 
1946 issue of the Traffic World, in which » sah 
you state that Exceptions to the South owed 
Classification referenced by Circle 4 ap- ot ten 
ply only to those rate bases bearing the th re 
same reference. We would venture the W ' 
claim that most carriers applying rates seers 


in Tariff 1-B use the Exceptions ratings 
in connection with stations that do not 
bear reference mark circle 4. Quite nat- 
urally, such wide spread use would not 
make the application correct—if it were 
incorrect per se. 


While it is true that the tariff does 
not provide an affirmative statement that 
the Exceptions Ratings may (or may 
not) apply to stations not bearing ref- 
erence circle 4, nevertheless, we cannot 
hold with the conclusion you arrive at. 
We are of the opinion that the Excep- 
tions ratings govern the rates named in 
the tariff. Your opinion has the effect 
of making the Exceptions Ratings sub- 
ject to the rates named in the tariff, 
which process appears to be an inversion 
of the generally accepted procedure. We 
read the circle 4 reference somewhat as 
follows: Stations bearing such a refer- 
“ence may use only those items in the 
Exceptions to the Classification where a 
corresponding reference symbol appears 
in those items—and to no other items. 
Nowhere is it implied that the excep- 
tions items bearing circle 4 reference 
are limited or restricted in their applica- 
tion only to stations bearing that ref- 
erence. 


As proof of this belief, we chose at 
random the application of Note 10, in 
connection with Item 445-F, of Suppl. 
160. This item is referenced by circle 4. 
Note 10 reads as follows: “Not applica- 
ble from points in Alabama, Georgia, 
Louisiana, Mississippi, North Carolina, 
or South Carolina, to Chicago, Illinois 
or Indianapolis, Indiana.” Since Ala- 
bama points to Chicago, IIl., are not ref- 
erenced by Circle 4, of what purpose® 
could such a notation serve? Apparently 
it is not an oversight, and yet it is found] 
necessary to restrict Item 445-F which} 
bears reference circle 4. Also refer to 
small letter “a” notation for Aluminimg 
Blanks per Item 250-E, Suppl. 145; alsof 
Note L, in connection with Item 490-Byf 
Suppl. 145. Alabama, Florida, Georgia 
etc., from St. Louis, Missouri bear no cif 
cle 4 reference. Numerous other in 
stances occur to confirm the obvious fact 
that the Exceptions Items may be used} 
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zens § in connection with stations not refer- which has been declined by the carrier, When in accordance with general custom 
. enced by circle 4. with the following statement: on account of the nature of the property, or 
ard, Missouri points out. thi biect i when at the request of the shipper the prop- 
Chi- As Missour! points out, 8 subject 18 The condition of the clay when received at erty is transported in open cars, the carrier 
nse. § of the greatest importance, and since a destination was not, in the opinion of the or party in possession (except in case of 
ively doubt exists, we might suggest that Mis- carriers, due to any cause which can be con- loss or damage by fire, in which case the 
din souri immediately request that the tariff tributed to negligence on their part. The liability shall be the same as though the 
Coa publishing agent revise the item refer- damage was caused by natural elements property had been carried in closed cars) 
e so that uncertainty in its applica- against which the shipper should have taken shall be liable only for negligence, and the 
] enc y Pp 
nie: tion and intention is eliminated — by covering the car with a tar- burden to prove freedom from such negit- 
on- % paulin. ence shall be upon the carrier or party in 
May we have your further comment? Bg 
- 1 Answer: While the facts you mention Unquestionably the damage was possession. is 
yuan- indicate that Stations not prefixed with caused by entraining the car too close The conclusions of the Commission 
. the @ reference circle (4) are subject to the to the engine through the carrier’s neg- with respect to this provision were as 
7 of exceptions provided on pages 189 ligence, or erage It is our — follows: 
3 through 353 of the tariff (Items 5 tion that if the clay was improperly 
ne through 13430), the fact that the head- prepared for shipment it was the duty With respect to the evidential facts and 
e€ : : . : conditions it is to be observed that certain 
o. vs. fy ings of the rate sections of the tariff of the carrier to refuse to accept the kinds Of goods may, and @f necessity ment, 
5 It provide specifically that the classes are shipment. _We understand that if the be transported in open cars. Carriers com- 
not- governed by South Classification and Ex- carrier accepts the shipment it assumes monly hold themselves out to transport such 
adie ceptions to South Classification as pro- the duty of carrying the goods safely goods, and they must therefore receive and 
Baker vided in Items 5 through 13430 of tariff, to destination, and is liable for any dam- transport them when offered for shipment. In 
S. WwW and as amended, is conclusive. age in transit. the absence of statutory py re egeer 
~ Be os . : . Clearly, the car was properly prepared the carrier may stipulate for a limitation of 
C. & @ Liability of Carrier for Cinder Damage . its liability in receipt of goods so transported 
. ‘ ‘ for transportation, as os er three hundred except, of course, that it can make no stipula- 
California.—Question: We have, dur- cars have moved during the past few tion for exemption on account of loss or dam- 
ing the past few years, shipped several years without this cinder damage, and age caused by its own negligence. 2 Hutch. 
ref hundred cars of crude clay in bulk in undoubtedly the damage was caused by Carr. (3d ed.), sec, 506, and under the law, 
Fae open top cars from one of our shipping the negligence of the carrier in placing when a consignor of goods agrees that they 
few 7 points to our plant. All of the cars have the car too close to the engine. may be loaded and transported in = cars, 
which arrived without cinder damage. Re- Answer: Whether, in the instant case, = — = Se — gobo 
South cently we received a carload that had there is liability on the part of the car- ~ gph ed ny hy go hakon a> tee aie 
4 ap- 9? heavy covering of cinders over the top rier is, it appears to us, linked with the transported. Western & A. R. Co. vs. Expo- 
, of the load, apparently discharged by matter of a carriers liability in general _ sition Cotton Mills, 81 Ga. 522. But the car- 
“4 the the train locomotive hauling the load. where goods are transported in open rier must exercise ordinary care and dili- 
a We refused the car as the clay, con- cars. gence even when the shipper agrees to or 
oe €S § taminated by the soot and cinders, was With respect to that question, we di- requests the transportation in open anh, C. 
i — unfit for our use. We were prevailed rect your attention to the decision of St 3 ne. es R. Co. sa Weeee. 60 Miss. 1003; 
“4 oan upon by the railroad agent to accept the the Commission in In re Bills of Lad'ng, nave Gre af damien than i dialieaniditeai aids 
ld not § ° and file claim for the actual clay 52 I. C. C. 671, on pages 707 and 708 of lated for in the present and proposed bill ts 
ioe loss, as well as the cost of labor in str'p- which decision the Commission had un- too broad and too greatly favors the carrier 
ping off the damaged clay from the to der consideration the provision of the to be entirely just and reasonable. Moreover, 
: Pp J . 
ea of the load. We filed a claim for $108.32 __ bill of lading then in use which read: we think that it falls within the provisions of 
oes 
nt that 
r may 
iz ref- | 
S| FOR FEWER FREIGHT CLAIMS 
Excep- ia — ~ are comer eee: 
med in 
weil ACME UNIT-LVAD 
zs sub- Sua tare _ BAND Protects your Commodities from = 4 apt 
tariff, 5) GES Wn 3 
version Ayn > 
re We The Acme Unit-Load process is ap- FEZING 3 eee 
Frage proved by the A.A.LR. for bracing CH ICAGO - PHILADELPH 1A Woe aE 
yhere a straight, mixed, pool and stop over NEW YORK Ye Sonera 
appea ‘ x 
ap cars, and bracing car doors. ‘ : 
. stems Dai ai cia , 8 . to all Points in TEXAS peel 
ference ‘ From _ Chicago and Baltimore 
applica- AC M E ST E a L C UM | NY Between Chicago and New York 
rat ref- NEW YORK 7 ATLANTA CHICAGO 8 LOS ANGELES 11 Between Chicago and Philadelphia 
hose at é 
> 10, in Contact our nearest office 
> Suppl. and get the complete story. 
circle 4, Clipper Carioading Company 
- , Philadeiphi 
applica- Ontar'? camberland’8-3600°— 
Georgia, Clip Carloading Company 
Yarolina, 2121 Capitol St., Houston, Tex. 
Tllinois Preston 0334 
ice <Ala- 





Clipper Carloading Co., Pier 49 
North River, 


N. Y. Chelsea. 3-2830 
not ref- 


urposel Spec seal bo debsed no Lanes doc: “Steet 
is found TIVE SHIPMENTS depart to Texas. Each bill of Aeme Baggage and Transfer 
na a let Sater by teeg Wee pas far 
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the Cummins Amendment so far as it seeks 
to exempt the carrier from liabilities with 
which it would be charged under the com- 
mon law. To that extent it would be invalid 
and void. To the extent that the carrier 
would escape liability at common law, stipula- 
tion is unnecessary. We shall therefore not 
approve either the rule proposed by the car- 
rier or the substitute offered by the ship- 
pers for the inclusion among the conditions. 


The sections in Hutchison and Michie 
on Carriers referred to in the Commis- 
sion’s report are based on cases which 
were decided by the courts a number 
of years ago, namely 1882 and’ 1888, 
prior to the passage of the Carmack 
amendment to the Interstate Commerce 
Act, since the passage of which act no 
decisions have been rendered by the 
courts directly involving this question, 
with the exception of O. M. N. & P. Ry. 
> vs. H. M. S. Drilling Co., 229 Pac. 


The only cases we can locate which 
have a direct bearing on your inquiry 
are Bronstein vs. Baltimore & O. R. Co., 
29 Fed. Supp. 840; Meltzer vs. Baltimore 
& O. R. Co., 38 Fed. 391 and Bonfiflio vs. 
a York, N. H. & H. R. Co., 198 N. E. 


These cases relate to the liability of a 
carrier for damage to melons moving in 
ventilated cars. 


In the first case cited with approval 
in the second case, the court said: 


There is no possibility of reconciling the 
testimony of the checkers employed by the 
plaintiff and defendant respectively. One point 
of difference was that the plaintiff’s witness 
included in his report of damaged melons 
those injured by cinders and soot. This, I 
think, must be eliminated as an item of 
damage. The melons had to be shipped in 
ventilated cars. There is no evidence to show 
what proportion of the cinders sifted in came 
from the engines of the carriers charged with 
the goods and there is no satisfactory show- 
ing that it is usual, customary or feasible to 
adopt measures or devices which would pre- 
vent the deposit of cinders in ventilated cars. 


In Bonfiflio vs. New York, N. H. & H. 
R. Co., 198 N. E. 236, it was held that in 
an action against a delivering carrier 
for damage to watermelons caused by 
cinders and dust, a prima facie showing 
that the melons were shipped in good 
condition and received in bad condition 
was sufficient to support a finding that 
the damage did not arise from an ex- 
traordinary condition which could not 
reasonably have been anticipated by 
either the initial carrier or the shipper 
(Interstate Commerce Act, Sec. 20 (11, 
12), as amended in 1927, 49 I. S. C. A. 
sec. 20(11, 12); that, in an action against 
a delivering carrier for damage to water- 
melons caused by cinders and dust dur- 


ing transportation in unsuitable cars fur- 
nished by the initial carrier, the fact 
that the railroad customarily shipped 
watermelons in the type of car furnished 
the shipper, held not to exempt the de- 
fendant from liability (Interstate Com- 
merce Act, sec. 20(11, 12), as amended 
in 1927, 49 U. S. C. A. sec. 20(11, 12). 





The Transportation Club of Toronto 
has elected as its president for the com- 
ing year W. E. Costello, Canadian rep- 


resentative, Sutherland International 
Despatch. Other officers and directors 
elected are: First vice-president, C. S. 
Noble, Motorways, Ltd.; second vice- 
president, C. R.. Patterson, traffic man- 
ager, Nestle’s Milk Products (Canada) 
Ltd.; secretary, William G. Hamilton, 
chief investigator, freight claim depart- 
ment, Canadian Pacific Railway; treas. 
urer, William E. Hendershot, freight 
traffic manager’s office, Canadian Na- 
tional Railways; directors: A. M. Kirk, 
passenger traffic manager, Canadian Na- 
tional; S. O. Martin, general superin- 
tendent, Canadian National Express; 
W. J. Smallacombe, traffic manager, 
Maple Leaf Milling Co.; G. E. Smith, 
general freight agent, Canadian Na- 
tional; E. F. Thompson, steamship gen- 
eral agent, Canadian Pacific; A. Walker, 
general freight agent, Canadian Pacific; 
and George E. Walton, Canadian freight 
agent, Lehigh Valley Railroad. 





The Women’s Traffic Club of Milwau- 
kee will have as its guest speaker, at 
its January 13 meeting at the Schroeder 
Hotel, Lloyd Messmore, assistant general 
passenger agent of the Pere Marquette 
Railroad, who will talk on the history of 
the P. M. 





The South Bend Transportation Club 
will elect new officers at its January 13 
meeting in the Hotel La Salle. Joseph 
Van Mele is chairman of the nominating 
committee. 





The Motor City Traffic Club of Detroit 
will hold its annual dinner January 28 
at the Hotel Statler. The speaker will 
be Harry Foster Welch, humorist, of 
New York. Joseph A. Moynihan, judge 
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of the Wayne County circuit court, wil] 
be toastmaster. The club’s bowling team 
will hold its yearly match games with 
the Traffic Club of Detroit bowling 
league February 1 at Hall Dobbs Alleys. 





The Worcester Traffic Association wil] 
hold its annual meeting January 20 at 
the Hotel Sheraton. 





The Chippewa Valley Traffic Club 
held its first meeting of the year on Jan- 
uary 8 at the Elk’s Club. 





The Elmira, N. Y., Traffic Club will 
hold its annual meeting, with the elec- 
tion and installation of officers, January 
16 at the Mark Twain Hotel. Charles W. 
Summers will be the speaker of the 
evening. 





Fred A. Shellhorn, traffic manager of 
the Anchor Petroleum Co., is the new 
president of the 
Tulsa Traffic 
Club. He was 
born in Erie, 
Kans., but re- 
ceived most of 
his education in 
Eldorado. Mr. 
Shellhorn also 
studied at the 
University of 
Tulsa’s down- 
town college. 
He began his 
transportation 
work in 1921, 
with the Santa 
Fe. After 11 
years of rail- 
roading, he be- 
came traffic 
manager of the 
Hanlon-Buchanan Co. in 1932, resigning 
only recently to accept his present post 
with Anchor Petroleum. Mr. Shellhorn 
is vice-chairman of the executive com- 
mittee of the transportation department, 





F. A. Shellhorn 





The Women’s Traffic Club of Los An- 
geles held a railroad night meeting Jan- 
uary 8 at the Rodger Young Auditorium. 
T. J. O’Shaughnessy, public relations of- 
ficer of the Rock Island Lines, Chicago, 
was the speaker. 





The Transportation Club of St. Paul 
held a meeting January 7 in the Hotel 
Lowry, at which a technicolor film, 
“Main Line U.S.A.” produced by the 
Association of American Railroads, was 
shown through the courtesy of the 
Northern Pacific Railway. The club will 
Tulsa Chamber of Commerce. 
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will @ hold its annual dinner February 5, in- derson, division freight agent, Southern dent, Associated Traffic Clubs of Amer- 
eam — stead of on February 6 as previously Railway; E. D. Farmer, traffic manager, ica, and general traffic manager of Union 
with § announced. Hollingsworth & Whitney Co.; Marvin Carbide & Carbon Co. The association 
vling Mostellar, president, Gulf Coast Marine will hold its annual dinner dance on rail- 
leys. The Clearing Cicero Traffic Confer- Supply Co.; and Foster Pfleger, traffic road night, February 8, at the Hotel 
ence of Chicago will hold its annual manager, Mobile Steel Co. Pennsylvania. 
will — motor freight night meeting February 13 
0 at § in the club room. J. W. Betzold, of Nor- The Traffic Club of Wichita has elected The Traffic Club of Minneapolis at its 
walk Truck Line Co., is chairman of the as its new president E. E. Kohlwes, January 9 meeting in the Radisson Hotel, 
) motor freight committee. traffic manager, Kansas Milling Co. heard Stanley T. Vaill, executive assist- 
Club Other officers elected are: First vice- ant, Northwestern Bell Telephone Co., 
Jan- The Traffic Club of Erie, Pa., will hold president, C. H. Mennell, district freight speak on “Micro Waves: A New Com- 
its annual election and business meeting agent, Rock Island Lines; second vice- munications Frontier.” 
January 16 in the Calabrese Club. Joseph president, R. L. Armstrong, traffic man- 
. will § F. Weibel is chairman of the committee ager, Beech Aircraft Co.; secretary- The Triple Cities Traffic Club will see 
elec- on arrangements. treasurer, Lee C. Marshall; directors: two sound films, “America the Beauti- 
quary . G. M. Brewer, traffic manager, Santa Fe ful” and Robert Benchley’s “How To 
25 W. § The Berkshire County Traffic Associa- | Trail Transportation Co.; L..E. Schnei- Sleep,” at the January 14 meeting in the 
f the tion will hold a dinner meeting January der, Western Weighing & Inspection Bu- Hotel Arlington. 
15 at the Berkshire Restaurant. Speaker reau; P. J. Lott, traffic manager, War 
of the evening will be Southworth Lan- Assets Corporation; G. W. Carleton, as- The Traffic Club of Norristown, Pa. is 
yer of caster, traffic manager, Poit of Boston sistant general freight and passenger sponsoring an essay contest on the sub- 
» new Authority. William H. Greene, presi- agent, Missouri Pacific Lines; and Glenn ject, “The Importance of Traffic Knowl- 
of the dent, will preside. Armstrong, traffic manager, General edge to Industry.” All members of the 
Traffic Milling Co. club are eligible to compete for prizes 
was The Mobile Traffic and Transportation of $30, $20, and $10, with the closing 
Erie, § Club installed new officers at its meeting The Traffic Club of Houston will have date January 31, and entries restricted to 
it re- § January 9 in the Admiral Semmes Hotel. as its speaker at the annual dinner 1,000 words. Judges are T. Allen Glenn, 
ost of BE. Ward Faulk, vice-president, foreign dance, January 22, in the Rice Hotel, Jr., president of the Norristown Cham- 
ion in § department, Merchants National Bank of Walter M. Casey, owners of the Crosby ber of Commerce and president of the 
Mr. § Mobile, spoke on “Foreign Trade and the = Hotel, Beaumont, Tex., who will speak | Peoples National Bank of Norristown; 
also @Port of Mobile. Officers installed are: on “The American Way of Life Through R. R. Titus, president of the Manufac- 
it the @President, William J. Thorworth, gen- Free Enterprise.” John J. Dee, general turers’ Association of Montgomery 
ity of Meral agent, Frisco Lines; vice-president, traffic manager of Anderson, Clayton & County and president of Synthane Cor- 
down- § Norman B. Nelson, district traffic man- Co., Houston, will be toastmaster. , poration, Oaks, Pa.; and C. E. Davis, 
llege. ager, Aluminum Ore Co.; secretary- executive vice-president, Alan Wood 
in his §treasurer, S. Marvin Graham, commer- The Metropolitan Traffic Association Steel Co., Conshohocken. 
rtation §cial agent, Burlington Lines; board of of New York held its annual ladies night 
1921, Bgovernors: J. K. Randall, agent, Fruit meeting January 9 at the Hotel Penn- The Camden Traffic Club, at its an- 
Santa §Growers Express; J. L. Godwin, presi- sylvania. Speaker. at the January 23 nual election held recently in the Hotel 
er te dent, Godwin Shipping Co.; D. E. Man- meeting will be Charles H. Beard, presi- Walt Whitman, elected as its new presi- 
Talli- 
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dent C. T. Ebensperger, freight agent, 
Pennsylvania Railroad. Other officers 
are: First vice-president, J. A. Crothers, 
general manager, South Jersey Port 
Commission; second vice-president, N. B. 
Fagan, division freight agent, Penn- 
sylvania Railroad; third vice-president, 
A. A. Rogers, Camden Pottery Division, 
Universal Sanitary Manufacturing Co.; 
secretary, Harry S. Wendell, traffic man- 
ager, Warren Webster Co.; treasurer, 
W. H. Haskins, assistant traffic manager, 
South Jersey Port Commission; execu- 
tive, Ira L. Fish, general freight and 
passenger agent, Penn.-Reading Sea- 
shore Lines, 





The Traffic Club of Cleveland, at its 
January 16 luncheon in the Hotel Hol- 
lenden, will hear Mathew W. Potts, ma- 
terials handling consultant. The club 
will hold its annual dinner February 13. 





The Transportation Club of the Roch- 
ester Chamber of Commerce will hold its 
annual dinner January 16 at the Shera- 
ton Hotel. Professor G. Lloyd Wilson, of 
the University of Pennsylvania, will be 
the guest speaker. 





The Los Angeles Transportation Club 
at its January 6 meeting in the Hotel 
Biltmore heard Dr. James C. Doyle 
describe his experience on the first tug 
that entered Bikini Lagoon following the 
atomic bomb test. 





The Ky-O-Va Traffic Club will hold 
its annual dinner January 21 at the 
ree | Clay Hotel, Ashland, Ky. Arthur 

net, vice-president in charge of 
traffic, Chesapeake & Ohio Railway, will 
be the guest speaker. A. L. Lynn, assist- 
ant to the president, Island Creek Coal 
Co., will be toastmaster. 





The Traffic Club of Detroit’s bowlers 
have elected Harold Allen, of Store Door 
Delivery, as president of the club’s bowl- 
ing league. Other league officers are: 
Vice-president, A. T. Park, Harry Fergu- 
son, Inc.; treasurer, Frank A. Wisberg, 
of the Monon Route; and secretary F. E. 
Johnson, Central of Georgia Railway. 





The Traffic Club of Newark will hold 
its annual dinner January 30 in the 
Robert Treat Hotel. C. J. Feltham is 
chairman of the annual dinner commit- 
tee. 





The Women’s Traffic Club of Louis- 
ville, at its January 9 meeting in the 
Seelbach Hotel, heard James P. Haynes, 








Drese/-Serwv/ce 


traffic manager of the Louisville Board 
of Trade, speak on Latin America. 





The Traffic Club of New York held a 
joint luncheon with the Atlantic States 
Shippers Advisory Board, January 9, at 
the Hotel Biltmore. Holcombe Parkes, 
vice-president in charge of public rela- 
tions, National Association of Manufac- 
turers, spoke. The club has announced 
to its members that its broad plan of ac- 
ae and sickness insurance is now in 
effect 





The Bridgeport Traffic Association will 
hold its annual dinner meeting January 
20 at the Barnum Hotel. Reuben H. 
Markham, foreign correspondent recently 
expelled from eastern Europe, will be 
the speaker. C. E. Zeender, New York 
Central System, is general chairman of 
the event. 





The New Haven Traffic Club will have 
as speaker at its January 13 meeting in 
the Hotel Garde, Verlin Wright, of 
Masten-Wright, export brokers. Movies 
of the Yale football games will also be 
— and the club will elect 1947 of- 

cers. 





The Junior Traffic Club of Kansas City 
will hold a dinner dance and installation 
of officers January 18 in the Hotel Presi- 
dent. Henry George Bekemeier, traffic 
manager of the Columbian Hog & Cattle 
Powder Co., is the new president. Other 
officers are: First vice-president, Allen 
E. Carter, Monarch Transfer & Storage 
Co.; second vice-president, Norman 
Schupp, traffic manager of Thompson- 
Hayward Chemical Co.; two-year direc- 
tors: Keith Dickerson, Percy Kent Bag 
Co., and Clyde Irwin, Denver-Chicago 
Trucking Co.; one-year directors: Del- 
bert Smith, United Chemical Co.; James 
McFarland, H. D. Lee Co.; Ray Sek- 
inger, Boyd Truck Lines; and Harold 
Cory, Rock Island Railroad. 





The Women’s Traffic Club of New 
York will meet January 14 in the Park 
Central Hotel. Colonel A. C. Welsh, 
manager of the traffic department, 
Brooklyn Chamber of Commerce, will 
speak on “The Traffic Man and Indus- 
try.” President Edna F. Mead will pre- 
side. 





The Transportation Club of Spring- 
field, Ill., atyits meeting January 15 in 
the Leland ‘Hotel, will hear Don T. 
Lacey, director of safety, Central Ill‘nois 
Public Service Co., speak. A. L. Peter- 


The Timken Roller Bearing 
application has proved very 
successful under Union Pacific 
R. R. "Challenger" high-speed freight cars 
during the last 5'/2 years and now is being 
used under some of the new light-weight 
body box cars just built for Rock Island Lines. 


Yes, freight will move faster and faster as more and more Timken 
Roller Bearing cars go into service. The Timken Roller Bearing 
Company, Canton 6, Ohio. 
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son, traffic manager of the same com- SHI 
pany, will be dinner cha'rman. The club At 
will hold its annual dinner May 14 in 





the Leland Hotel. The club’s new presi- eee 
dent is Walter J. Swaja. Other officers eal 
are: Vice-president, Joseph R. Dryer; com J 
secretary-treaturer, W. G. Bahlow. A. J. ti tor 
Bianco is chairman of the board of di- Ez K. 
rectors. b comm 
The Transportation Club of Santa j acho 
Clara County, at its January 14 meeting § Steam 
’ at Ferranti’s Los Gatos, will hear Max R 
Wren, of Nathan Dohrman Co., San Jose, § water. 
speak on “Europe Today.” port fi 





ee 


The Traffic Club of Norristown will 
hold a ladies’ night meeting January 25 T 
at the Valley Forge Hotel. Lloyd Cade, 


one 





Sr., eastern manager of International Ded di 
Forwarding Co., Philadelphia office, is)? k : 
chairman of the affair. 4 ; 
or 7 

The York Traffic Club will hold its # Recon 
annual dinner January 16 in the York- @tion 2 
towne Hotel. Frederick C. Horner, di- § transr 
rector, field operation section of General from : 
Motors Corporation, Washington, D. C., Band | 
will speak on “The Problem of Traffic @ stated 


Congestion in Our Urban Centers.” 

Wellington H. Wolf, humorist, of Read- 

ing, Pa., will speak on “Highlights of A 
Musical Humor.” The club will elect Bbe wi 
officers January 31. is con 
30, by 
publis 












The Traffic Club of New England will 
meet January 16, at the Hotel Statler, 
Boston. The guest speaker will be L. F. 
Whittemore, president, Federal Reserve 
Bank of Boston. 
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The Traffic Club of Cleveland will hold 
its annual dinner meeting February 13 
at the Hotel Cleveland. Fred D. Groff, 


















assistant to the president of the Chesa- f ‘. 
peake & Ohio, Nickel Plate, and Pere §° j 7 
Marquette railroads, is in charge of ar- th r 
rangements. re 
The Fort Worth Traffic Club at its 
January 6 meeting in the Blackstone Ss 
Hotel, heard Sproesser Wynn, local at- *y A. 


torney and official of the Fort Worth 
Import and Export Club, discuss foreign 
relations. J. P. Casey, of the Frisco 
Lines, was program chairman for the 
day and introduced the speaker. The 
club sponsored a luncheon January 9 at 
the Texas Hotel, honoring members of 
the Texas Industrial. Traffic League, 
Southwest Industrial Traffic League, and 
the Southwest Shippers Advisory Board, 
all of which met in Fort Worth that day. 
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com- SHIPPERS CONFERENCE OF GREATER NEW YORK 


Ayes At its regular monthly meeting, held on January 8 in the 


1 § Assembly Room of the Commerce and Industry Association, the 
Presi- § shippers Conference of Greater New York elected a nominating 
fficers § Committee to select candidates for all conference elective offices. 
ryer; J. R. Miller read a report on Rule 41, Consolidated Classifi- 


A. J. cation; A. C. Welsh read a report on charges of public loaders. 
of di- FE. K. Laux read reports on the Commission’s decision defining 

Scommercial zones (MC-C 37); motor carrier increased rates, 
Santa } railroad and motor pickup and delivery service, MC-C 542 and 


nta H Docket 29555, and the intercoastal service of American Liberty 
eeting § steamship Company. 
r Max § R. V. Harron read a report on Ex Parte 164 (Railroad 
1 Jose, § water-competitive rail rates). The meeting concluded with a re- 
‘port from Otto Olsen on truck pier detentions. 
| 


n “— CHLORINE TANK CAR SALE 

"Ca d The Civilian Production Administration has announced 
teas revocation of Direction 24 to Priorities Regulation 13 which 
ice. is had directed the War Assets Administration to sell 73 chlorine 


tank cars only to purchasers certifying the cars would be used 
for transportation of chlorine. 

The cars were declared surplus several months ago by the 
old its Reconstruction Finance Corporation and C. P. A. issued Direc- 
York- Btion 24 in order to assure that the cars remained in chlorine 
er, di- §transportation. Since R. F. C. had now withdrawn the cars 
eneral Mfrom surplus at the direction of the Office of War Mobilization 
D. C.,@and Reconversion, Direction 24, had been revoked, it was 
Traffic § stated. 


nters.” LES 5 
Read- DOWNS ON HIGHWAY SUBSIDIES , 
thts of A suggestion that “the Public Roads Administration could 






1 elect Bbe wiped out, without loss of essential service to the public,” 
is contained in a letter written to President Truman, December 
30, by E. F. Downs, Chicago engineer, identified with several 
nd will ™ published studies on transportation subsidies. 
Statler, “The annual costs of highways, roads and streets now exist- 
e L. F. @ing in the United States have exceeded the payments made by 
2eserve jpusers in amounts over $1,000,000,000 in each of 25 years,” wrote 
Mr. Downs. “The rapid rate at which these highways wear out 
is attributable in part to the policies of the Public Roads Ad- 
il] hold ministration. Why are policies in road use allowed which cause 
lary 13 wearing out of highways at an abnormal rate? After 30 years, 
. Croft isn’t it time to wean motor vehicles of subsidy?” 
"Cheam On the same date, Mr. Downs wrote Republican members 
a Pere of Congress, urging them to cut federal payrolls substantially, 
> of ar-g2nd not merely conduct a “witch-hunt” for “parlor-pinks” in 
P the governmental service. , 


» at its LOCOMOTIVES OFFERED BY W. A. A. 


ckstone Six heavy-duty steam locomotives which formerly hauled 
ocal at-™ War freight through the mountains to the west coast area are 
~ Worth @for sale as surplus on a sealed bid basis, War Assets Adminis- 
foreign tration has announced, adding: 

- Frisco Commonly known as simple articulated Mallet freight locomotives, 


for the they are 490-ton, heavy duty, standard gauge (56% inches), with a 
or. The wheel arrangement of 4-6-6-4. E 

-* The locomotives originally cost the government $282,814 each and 
ary 9 atMare of a special design not readily adaptable to all railroads. They may 
abers of @be inspected at the Denver & Rio Grande Western Yards at Salt Lake 




















League, @ City, Utah. 

gue, and| Bids will be accepted by the Washington Office of W.A.A. until 
y Board, January 28, 1947, 

hat day. 


T. V. A. DATA ON RIVER TRAFFIC ‘ 

The, Tennessee Valley Authority, in its thirteenth annual 
teport to the President and Congress, covering largely its oper- 
ations in the fiscal year ended June 30. 1946, but embracing 
some data on T. V. A. activities in the calendar year 1945, said 
that in that calendar year a total of 256,465,000 ton-miles of 
freight moved on the Tennessee River—the area of T. V. A. 
activities in the fields of flood control, electric power develop- 
ment, navivation, etc—and added that this was the largest 
volume of freight moved on the Tennessee in T. V. A. history, 
31 per cent higher than the previous record year, 1943.” 
Among Tennessee River navigation developments in 1945, 
according to the report, were resumption of shipments of com- 
mercial and passenger automobiles on the river, development 
of a substantial movement of coal from South Pittsburg, 
enn., to Minneapolis, Minn., increased shipments of grain, 
oal, and petroleum products, and construction of new and en- 
arged terminals by private interests. 
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CONSTRUCTION IN OAKLAND HARBOR AREA 

The Oakland Board of Port Commissioners has approved 
onstruction work totaling $109,200 in the inner harbor area, 
by two companies which filed their plans with the board. The 
RR chfield Oil Corporation plans a total of $79;200 in new con- 
struction, and the Bay Cities Asbestos Co. plans to construct 
@ $30,000 warehouse and office building. ’ 
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fearing 





NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue_of 
THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to show the change in this dockei will be noted elsewhere. 


January 13—Atlanta, Ga.—State Comm.—Ex- 
aminer fae 

MC 7971, Sub. Russell C. House Trans- 
fer & Storage, Inc anta, Ga., com- 
mon carrier application. 

January 13—Bismarck, N. D.—State Capitol— 
aminer Garofalo: 

MC 2153, Sub. 9—Midwest Motor Express, 
Inc., Bismarck, N. D., common carrier ap- 
plication. 

—, 13—Boston, Mass.—New P. O. Bldg. 
—Examiner Cheseldine: 

MC 105618, Sub. 3—Kemp Transportation 
Co., Bridgewater, Mass., common carrier 
application. 

January 13—Chicago, IIl_—Sherman Hotel— 
Examiner Myers: 

MC 103993, Sub. 14—Morgan Drive-Away, 
Ines Elkhart, Ind., common carrier appli- 
cation. 

January 13—Harrisburg, Pa.—State Comm.— 
Examiner Peterson: 

MC 107756—Lepley & Kline Bus Line, 

Beaver Springs, Pa., common carrier ap- 


-_< : 

MC 107806—C. F. Hill, Harrisburg, Pa., 
contract carrier application. 
Cc » Sub. Floyd B. Noerr and 
Sons, Lewistown, Pa., common carrier 
application. 

es, 13—Los Angeles, Calif.—Fed. Bldg. 
—Examiner Borroughs: 

MC 19416, Sub. 5—C. Hobson Dunn, Dallas, 

Tex., extension, Arizona. 

danuery 13—Lynchburg, Va.—U. S. Ct.—Ex- 
aminer Stiles: 


Wray-Goodwin Co., Inc., vs. South- 
ern et al. : 


canuney 13—New_ Bedford, Mass.—Fed. Bldg. 
—Examiner Dishman: 

W-952—B. D. Baxter, common carrier ap- 

plication, 

January 13—New York, N. Y.—641 Washing- 

ton St.—Examiner Proudley: ee 

se . one & Simmons, a 

, N. Y., contract carrier a cation. 

MC 75566, Sub. 3—Sheridan & Dussan, Inc., 


York, N. Y., contract carrier appli- 


January 13—New York, N. Y.—641 - 
ton St.—Examiner Jo ee 


er: 
-_ 107216—Goldberg’s ‘Express, Ellenville, 
January 13—Seattie, Wash.—O joe 
mB = , Was lympic Hotel. 


830—Puget Sound-Portland Lines, 
Ine., revocation of certificate. 
January 13—Seattle, , — 
na Ya ; Wash.—Olympic Hotel. 


MC 28339, Sub. 3—Bremerton-Tacoma Stages, 


Inc., Bremerton, Wash., comm carr’ 
application. os ag 


14—Boston, Mass.—New P. O. A 
xaminer Cheseldine: ~“ 


Sub. 6—Clarence O. Ashforth of 
am, Mass., common carrier applica- 


tion. 
MC’ 96527, Sub. 2—N. A. Barelli, of Hyde 


Park (Boston), Mass., common carrier ap- 
plication. 


SHORT ROUTE 
TO THE ORIENT 
Gateway ts Masha 
BY SEA * BY AIR 


General Offices 
BELL ST. TERMINAL, SEATTLE 1 


samnenty 14—Boston, Mass.—New P. O. Bidg. 
t. Bd. 20: 


MC 72349, Sub. 1—Eastern Massachusetts 
Street Ry. Co., Boston, Mass., common 
carrier application. 

January 14—Bozeman, Mont.—Ct. House—Ex- 
aminer Garofalo: 

MC 107537—City Bus Line, Bozeman, Mont., 
common carrier application. 

January 14—Charleston, W. Va.—Fed. Bldg.— 


Jt. Bd. 10: 

MC 61947, Sub. 13—Consolidated Bus Lines, 
Inc., Bluefield, W. Va., common carrier 
application. 

January 14—Charleston, W. Va.—Fed. Bldg. 
Bd. 118: 


MC 66562, Sub. a Express Agen- 
cy. Inc., New York, N. Y., common car- 
rier application. 

January 14—Chicago, lil.—Sherman Hotel— 
Examiner Myers: 

MC 21995, Sub. 4—Safeway Truck Lines, 
Chicago, Ill. 

MC 27970, Sub. 3—Chicago Express, Inc., 
= York, N. Y., common carrier appli- 
cation. 


January 14—Davenport, la.—U. S. Ct.—Jt. 
Bd. 54: 


MC 3566, Sub. 22—Keeshin Motor Express 
Co., Inc., Chicago, Ill., common carrier 
application. 

C 16500, Sub. 3—Rock Island Transfer & 
Storage Co., Rock Island, Ill., common 
carrier application. 

c » Sub. 14—Dohrn Transfer Com- 
pany. Rock Island, Ill., common carrier 
application. 

MC 42329, Sub. 39—Hayes Freight Lines, 
Inc., Mattoon, Ill., common carrier ap- 
plication. 

MC 59649, Sub. 3—Peoria Cartage Co., Peo- 
ria, Ill., common carrier ee. 

69224, Sub. 16—H. - Motor Ex- 
press Co., Dubuque, Ia., common carrier 
application. 

MC 1, Sub. 69—Watson Bros. Trans- 
portation Co., Inc., Omaha, Neb., com- 
mon carrier application. 

MC 76266, Sub. 44—Merchants Motor Freight, 
Inc., St. Paul, Minn., common carrier 
oe. 

MC » Sub. 4—Chicago-Tri-Cities Motor 
Freight, Rock Island, Ill., common car- 


rier . c-w@ 
MC 5909, Sub. 4—Merchants Transfer & 
Storage Co., Davenport, Ia., common car- 


rier application. 
MC 19553. Sub. 8—Knox Motor Service, Inc., 
Rockford, Ill., common carrier applica- 


tion. 

MC 22732, Sub. 4—Milburn, Inc., East Mo- 
line, Ill., common carrier application. 

MC 74721, Sub. 16—Motor Cargo, Inc., 

ron O., common carrier application. 

MC 1 Sub. 4—Burlington Truck Lines, 

pn Chicago, Ill., common carrier appli- 
* MC 52752, Sub. 5—Western Transportation 

a Chicago, Ill., common carrier appli- 
cation, 


TRAFFIC WORLD 


* MC 14478, Sub. 2—Poole Transfer, Musca- 
tine, Ia., common carrier application. ! 
danuety 14—Davenport, la.—U. S. Ct.—IJt, 


d. 
* MC 33278, Sub. 5—Lee Transportation Co,, 
St. Louis, Mo., common carrier applica- 


tion. 
January 14—Davenport, la.—U. S. Ct.—IJt. 
Bd 92: 


MC 42329, Sub. 35—Hayes Freight Lines, 
Inc., Mattoon, Ill., common carrier ap-& 


lication. 

MG 70203, Sub. 24—Interstate Dispatch, 
poor Chicago, Ill., common carrier appli- 
cation. 

January 14—Denver, Colo.—State Comm.—IJt, 


MC 107762, Sub. 1—Resler Truck Line, Den- 
ver, Colo., common carrier application. 
January 14—Detroit, Mich.—Hotel Fort Shelby 


—Jt. Bd. 57: 

MC 102384, Sub. 7—Rex Transportation Co., 
River Rouge, Mich., contract carrier ap- 
plication. 

January 14—Detroit, Mich.—Hotel Fort Shelby 
—Examiner Flood: 

MC 106143, Sub. 8—Premier Motor Trans- 
portation Co., Grand Rapids, Mich., com- 
mon carrier application. 

sommeey — Dodge, la.—Fed. Bldg.—Jt. 


.- 146: 
MC-C 776—R. Gobeli, revocation of cer- 
tificate. 


January 14—Hagerstown, Md.—Fed. Bldg. 
Examiner Dunn: 
MC 107538—J. R. Bringhurst, III, Charles 
Town, W. Va., common carrier applica 
tion. 


Januar a Ariz.—Mohave Coun- 
ty Court—It. d. 166: 
MC 38588, Sub. 9—Phoenix-Kingman & 
Boulder City Stages, Kingman, Ariz., 
common carrier application. 


January 14—Kingman, Ariz.—Mohave Coun 
ty Court—Jt. Bd. 168: 

MC 57912, Sub. 2— Brown & Robinson, 
Transportation Co., Kingman, Ariz., com 
mon carrier application. 

“MC 38587, Sub. 2—Phoenix-Kingman & 
Boulder City Stages, Kingman, Ariz., 
common carrier application. 


January 14—Lewiston, Idaho—Fed. Bldg.—Jt. 
da 


MGC 51837, Sub. 2—Fred Stephens, General 
Delivery, Potlatch, Ida., common carrie 
application. 


January 14—Lincoin, Neb.—State Comm.—%Jt 
Bd. 138: : 


MC C-729—Ivan Wicker, Springview, Neb 
revocation of certificate. 

MC C-857—J. W. Pinnt, of O’Neill, Neb, 
revocation of certificate. 

somuney 14—Lincoln, Neb.—State Comm.—4Jt 


MC C-757—Cecil Haun, Springview, Neb, 
recovation of certificate. 
MC C-759—M. D. Fox, Atkinson, Neb., re 
vocation of certificate. 
January 14—New York, N. Y.—641 Washing 
ton St.—Examiner Proudley: 

MC 12367— Concourse Tours, Inc., Bronx, 
New York, N. Y., broker a 
MC 107731—L. Corbett, White Plains, N. Y,, 

common carrier application. 
January 14—New York, N. Y.—641 Washing 
ton St.—Examiner Joyner: 
MC 100929, Sub. 1—R. W. Isherwood, Po 


J ogue. Not ia, Wash., Dept. Pub. Se 
anua mpia ash. pt. q 
Oe ge / 
MC C-833—T. R. Hansen Transfer, revoc 
tion of certificate. 
January MC ge Wash., Dept. Pub 
Service—Jt. Bd. 45: 


C-834—Michael Transfer of Ilwac 
Wash., revocation of certificate. ’ 
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